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THE TRAIN THAT CAME FROM NOWHERE 


Roaring over the steel lifelines of America today... 
loaded from tender to caboose with the sinews of 
Victory... are hundreds of these “trains that came 
from nowhere.” 

Not an extra pound of metal nor an extra foot of 
lumber went into their construction. For every car 
and every locomotive was put on the rails by the 
wartime efficiency of America’s shippers. 

Working with their Shippers Advisory Boards, the 
Office of Defense Transportation, the Interstate 
Commerce Commission and the railroads. . . ship- 
pers have taken as their war-cry: “Load ’em full! 
Load ’em fast! Unload ’em right now!” 


Every extra pound they pack into a car counts. So 


Published as a tribute to America’s Freight Shippers 


NEW YORK CENTRAL 


Invest in Victory . . . Buy United States War Bonds and Stamps 


does every minute saved. Because each 1% gain in the 
average efficiency of car utilization frees 20,000 freight 
cars; and every car loaded to capacity keeps precious 
locomotive power from being wasted on dead weight. 

If space permitted, we should like to cite by name 


the thousands of these patriotic shippers whom we 
know. 


Today, when every car and locomotive is a vital 
weapon...when such urgently needed weapons are 
difficult to add to or even replace... these shippers 
are doing much to keep the Victory Traffic rolling. 
They are proving themselves staunch allies of the 
railroads... efficient fighters on America’s rail trans- 
portation front. 
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Dictatorship and Confusion 


If anyone has any doubt as to the growing tend- 

ency toward dictatorship in this country and the 
chaos of administration in Washington, let him note the 
frequency with which things are done by the ‘“Com- 
mander in Chief”—and accepted—though he is com- 
mander in chief of nothing but the army and the navy; 
let him note the assumption of power by Leon Hender- 
son, of the O. P. A., over proposed increases in freight 
rates—though his only authorized power is to protest 
them before the Interstate Commerce Commission, if 
he wishes, after he has been notified of them; and let 
him note the latest exhibition in this field of transpor- 
tation, when the army, through Colonel Williamson, 
addressing the National Industrial Traffic League, an- 
nounces that, if any government agency undertakes to 
impose on motor trucks restrictions as to length of haul, 
it will take over their control! Why the army talks to 
the Traffic League instead of to the Office of Defense 
Transportation, where such a plan must originate, if 
at all, is beyond our understanding, and why there 
should be an O. D. T., if the army or any other govern- 
ment organization is to be able to circumvent it in the 
exercise of the functions for which it was set up, is 
equally so. The army, or the War Department, or what- 


ever particular general Colonel Williamson was repre- 
senting, is simply serving notice on the O. D. T. that it 
must not limit motor truck hauls; if it does the army 
will march in. The confusion is increased by the fact 
that, not long ago, the War Department was itself ad- 
vocating limitation of truck hauls. Often it is the army 
that upsets constituted government, when it is upset; 
maybe it will be so this time—or maybe Director East- 
man will decide not to put such a plan into effect—if 
he has had any idea of doing so. That is what most 
folks do when there is a show of authority. They do 
not question it. That is why those who assume it are 
so successful. Thus far, however, Director Eastman 
seems to have preserved his dignity and his self respect. 

Of course, the army or the War Department has 
no more authority than we have to take over the motor 
trucks, unless by specific order of the President. If it 
can do it with them it can do it with the railroads. 
Maybe it would admit this. We have had intimations 
that it would like to take such action. Taking over the 
trucks might be the camel’s nose inside the tent. It 
would be interesting to know whether the President 
is behind Colonel Williamson and his commanding offi- 
cer and has authorized their ukase, instead of telling 





OUR PLATFORM™ 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, of patchwork amend- 
ment of the old law to make it apply to mew transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Drinciples thus arrived at. 

Preper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special ay oy | in and knowledge of the matters with which 
they have te deal. 

Simplification ef Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to pe the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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the O. D. T. what to do or not to do, or whether they 
are just talking through their brass hats. 

The President has the authority to take over trans- 
portation systems or any part of them under the act 
of August 29, 1916. The part of that act in question 
reads: 


The President, in time of war, is empowered, through the 
Secretary of War, to take possession and assume control of 
any system or systems of transportation or any part thereof 
and to utilize the same to the exclusion, as far as may be 
necessary, of all other traffic thereon for the transfer or oper- 
ation of troops, war material, and equipment, or for such other 
purposes connected with the emergency as may be needful 
or desirable. 





The National Industrial Traffic League in many 
respects did a good job at its annual meeting last week, 
especially in its declaration of principles and its con- 
demnation of the anti-trust inquiry into the rate- 
making machinery. The “planners” will take over, if 

“permitted, and it behooves bodies like the League to 
make their opinions known. The League might have 
added to its declaration by condemning Leon Hender- 
son’s claim of power over increased freight rates, but, 
perhaps, it regarded that as something for the railroads 
themselves to do or thought it had better wait until 
Leon tried to put into effect the authority he says 
he has. 


Policing Passenger Priorities 


Director Eastman’s plea (see Traffic World, Nov. 
@ 21), to the American people to “stay home unless 
there is real need to travel,” and his statement that a 
Christmas without travel “will help win the war,” are 
good to read after long weeks in which the railroad 
passenger problem has been getting more acute and 
in the course of which he has heretofore expressed 
himself as favoring travel for “recreation and relaxa- 
tion.”” We hope what he now says will do some good— 
that it will make those who, at holiday-time, normally 
visit the folks back home, abandon such plans this year 
and charge the deprivation as a minor sacrifice in the 
interests of victory. 


The statement, read in connection with another 
made last week by J. J. Pelley, president of the Asso- 
ciation of American Railroads, lends point to the im- 
pression rapidly gaining ground among those who have 
to travel as a part of their business, that the railroad 
passenger situation is rapidly approaching a crisis. 
Nationwide gasoline rationing goes into effect next 
Tuesday. What it will do to the already near-capacity 
load of railroad passenger equipment cannot now be 
known, but it will undoubtedly add considerably. Ac- 
cording to Mr. Pelley, there is now only a margin of 
some 2,000,000,000 passenger miles between the ex- 
pected total of 53,000,000,000 in 1942 and the absolute 
capacity of the rail passenger plant—a margin that 
looks dangerously thin. 

In the face of all this, we think the reasons put 
forward by the O. D. T. for not preparing for passenger 
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travel priorities are not of sufficient weight. Those 
reasons are that the institution of such a plan would 
be highly complex and that it would require a huge 
administrative and policing machine. 

We are not convinced that such a huge organiza. 
tion would be needed but, even if it were, it ought not 
to prevent doing what appears to be necessary. Director 
Eastman did not hesitate, for instance, to issue an order 
requiring every commercial rubber-borne vehicle to 
obtain a certificate of war necessity, though that meant 
the setting up of an organization with tenacles reaching 
into every city and town in the country. We doubt very 
much whethe - highway trucking at the time that order 
was issued was as near the breakdown point as railroad 
passenger travel is now. 

Nothing like so far-flung an organization would be 
needed to put in effect a simple plan for holding railroad 
passenger traffic down to the essential. As a whole, 
the American public has shown itself amenable to other 
governmental orders affecting its daily life as long as 
it was convinced that the restrictions imposed had 
something to do with the winning of the war. The same 
public, we believe, would cheerfully accept an order 
requiring the signing of a form of affidavit declaring a 
journey to be necessary as a condition precedent to the 
purchase of a railroad ticket. Some, perhaps, might 
take such a procedure lightly and would not let it inter. 
fere with pleasure travel. A comparatively small body 
of inspectors, however, could check a proportion of the 
affidavits. They probably would not discover all the 
violators, but if those who were discovered were rigor- 
ously prosecuted for perjury, even the small percentage 
of the American people who were inclined to put their 
convenience and pleasure above their patriotic duty 
would hesitate to take the risk. 

Things much more complicated have been tackled 
and will be tackled before we come out on the right 
side of this war. Priorities for railroad passengers may 
require some work, care, and expense. With railroad 
passenger transportation fast approaching the satura- 
tion point, however, there would seem to be no more 
reason for neglecting the precaution than for continv- 
ing to permit the more-or-less free use of interline rail- 
road passes—a use that is regulated only by the rail- 
roads themselves. 


TRANSPORTATION PLANNING 


' The National Resources Planning Board has listed ques- 
tions relating to transportation in a post-war agenda designed, 
it said, to provide a framework for post-war plans of public and 
private agencies. The board said the agenda was prepared for 
purposes of discussion. The questions relating to transporta- 
tion follow: What changes in transportation media will the 
war produce? What additions and improvement will be needed 
in transportation facilities and terminals? How can transpol- 
tation facilities be integrated among themselves and with othe! 
services? What are the prospective developments in foreign 
trade and the probable needs for merchant shipping and inter- 
national air line shipping? What developments in regulatory 
policy and government planning are necessary ? 


I. C. C. OPEN THANKSGIVING DAY 
The Commission announced on November 21 that its offices 
would remain open on November 26, Thanksgiving Day, from 
8:30 a. m. until 12:30 p. m., and that information for the press 
and public would be released at 9:30 a. m. and 12 noon. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Terminal Services 


The Commission, by division 3, in a sixty-seventh supple- 
mental report in Ex Parte No. 104, Practices of Carriers 
Affecting Operating Revenues and Expenses—Hanna_ Furnace 
Corporation Terminal Allowance, has found respondent rail- 
roads’ obligation under their line-haul rates not to extend 
beyond interchange tracks, and that payment by them for 
switching service beyond those points was unlawful. 

Among the plant facilities of the furnace company, said 
the report, were about 66 well maintained standard-gauge 
tracks, the aggregate length of which was about 14 miles. 
Certain of these plant tracks, the report said, were used by 
the rail carriers as interchange points for inbound and out- 
bound loaded and empty cars. The report also said that the 
furnace company owned and operated 7 locomotives, used to 
handle intraplant cars as well as those in interchange switch 
or line-haul service. 

The report said it was important to consider the relatively 
large number of loads, other than line-haul shipments, which 
were moved from or to points in the plant, and the admitted 
intermingling at times of line-haul cars with other units. If 
the current line-haul loads bore approximately the same ratio 
(11.2 per cent) to other loads as when a count was made in 
1930, the report said, plant engine crews must have been 
handling several hundred loads of intraplant and interchange 
switch traffic each day, operating over tracks necessarily used 
for switching line-haul loads from and to loading and unloading 
points in the plant. The record was persuasive, said the report, 
that railroad switching of line-haul cars in the plant would be 
marked by frequent interruptions and delays caused by intra- 
plant switching interference, as well as the many stops which 
would be necessary to open and close switches incident to 
operation over so extensive a network of plant tracks. 

It was apparent, said the report, that such operations would 
exceed the equivalent of team-track or simple switch place- 
ment, and that they constituted a service which respondents 


were not obligated to perform or to pay for under their line- 
haul rates. 


The Commission found that the interstate line-haul rates 
published by respondents must be construed as covering the 
delivery and receipt of shipments at reasonable convenient 
points, and that the interchange tracks described of record 
constituted such reasonable points. The movement of carload 
shipments between the interchange tracks and loading and 
unloading points in the plant, said the Commission, were 
services it was not the duty of respondents to perform. The 
Commission found further that by means of the allowance 
made by respondents to the furnace company, respondents 
refunded or remitted a portion of the rates or charges collected 
or received as compensation for the interstate transportation 
of property, in violation of section 6 (7) of the act. 


Consolidated Southwestern Cases 


_ . The Commission, in a twenty-eighth supplemental report 
in No. 13535, Consolidated Southwestern Cases, has suspended 
the order entered in connection with the original report, 123 
I. C. C. 203, as amended, so far as it applied to rates on com- 
modities on which no specific column of percentage of the first- 
class rates had been prescribed for general application to, 
from, and between points in the southwest. The order with 
respect to those rates was suspended for the duration of the 
war and six months thereafter, or until further order of the 
Commission. 

_ The supplemental report traced the history of the Com- 
mission’s action from the original report, adopted April 5, 1927, 
in which, said the report, the Commission had prescribed gen- 
eral bases for the construction of rates to, from, and between 
Points in the southwest. Findings of undue prejudice and 
preference were made, said the supplemental report, in findings 
numbered 1 to 11. Finding numbered 27, said the report fur- 
ther, had provided a means for removal of the undue prejudice 
and preference set forth in findings 1 to 11. Finding 27 said 
that undue prejudice and preference were to be removed by 
the establishment of interstate and intrastate rates which, on 
the classes, or on individual commodities, should bear the same 
Percentage relations to one another as those reflected in the 


respective maximum reasonable rates prescribed or approved 
in finding numbered 11, and those numbered 16 to 26 inclusive. 
Finding 27 provided that nothing in that finding should prevent 
the application of lower rates on particular commodities from 
and to particular points, with the Commission’s approval, upon 
application and showing of special circumstances and condi- 
tions. 

In the instant supplemental report, the commission said 
that since the establishment of the rates July 14, 1928, under 
the Commission’s original decision, many applications under 
finding 27 had been filed by defendants, and continued to be 
filed in substantial number by them. These applications, said 
the Commission, were for permission to establish lower rates 
on designated untreated commodities from and to particular 
points, or for the elimination of certain commodities from 
application of the findings in the proceedings, because of special 
circumstances and conditions. A number of applications re- 
cently filed by defendants under finding 27, said the Commis- 
sion, had been with respect to commodities needed at plants 
constructed in the southwest in connection with the war pro- 
gram, and with respect to which there was no probability of 
movement to other points in the southwest. The continuance 
of the applications for relief under finding 27, said the Com- 
mission, and the fact that rarely had there been any objection 
to them, led it to believe that steps should be taken which 
would permit defendants to publish lower rates from and to 
particular points without corresponding lowering of the rates 
from and to other points, where special circumstances and 
conditions warranted such lower rates. 

Accordingly, said the Commission, an order was entered 
in these proceedings July 6, 1942, requiring parties to show 
cause on or before August 17, why an order should not be 
entered vacating the outstanding order with respect to prefer- 
ence and prejudice so far as said order applied to commodities 
on which no specific column rates of percentages of first-class 
rates had ever been prescribed for general application in the 
southwest. 

The Corporation Commission of Oklahoma, complainant 
in No. 13535, protested the vacation of the outstanding order, 
said the Commission. The position of the Oklahoma commis- 
sion was that it was the general adjustment of the rates at the 
time which had caused it to file its complaint, said the supple- 
mental report. The Oklahoma commission, said the report, 
protested that its evidence covered many commodities; that 
relief was granted by the prescription of class rates for general 
application and by the prescription of specific column rates on 
a few designated class-rate commodities; and that the prefer- 
ence and prejudice findings had protected Oklahoma shippers, 
regardless of whether a particular commodity was given a 
column rate. 

The Commission said that, as its reports in these proceed- 
ings were comprehensive, and stated the reasons and principles 
on which the adjustments prescribed rested, and as the rate 
adjustment prescribed had been in effect for a number of years, 
it was of the view that under present conditions, and during 
the period of the war, “such rigidity in the rates within, to 
and from the southwest as required by our order should not 
continue.” Such rigidity in rate adjustment as now exists in 
the southwest, said the Commission, existed in no other section 
of the country, and said it believed that carriers in the south- 
west should not be prevented from publishing lower rates on 
particular commodities from and to particular points where 
special circumstances and conditions warranted, without first 
obtaining the Commission’s approval. 

The Commission said it concluded that no modification 
should be made with respect to the class rates as such, and 
that nothing in its order should impair or affect the undue 
prejudice and preference provisions in the suspended orders 
with respect to class rates as such. 


IRON AND STEEL TO BALTIMORE AND WASHINGTON 


In MC C-192, Iron and Steel, Pennsylvania, West Virginia, 
and Ohio to Baltimore and Washington, the Commission, by 
division 2, has found the commodity rates of Monticue Lines, 
Inc., on manufactured iron and steel articles from certain 
Ohio and West Virginia points to Baltimore, Md., and Wash- 
ington, D. C., and points taking the same rates, unreasonably 
low. Minimum reasonable rates were prescribed for the future. 

The report said that the origins involved, Bellaire, Martins 
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Ferry, Steubenville, Toronto, and Yorkville, Ohio, and Beech- 
bottom, Follansbee, and Weirton, W. Va., were all within a 
large iron and steel producing area which embraced also near- 
by producing points in trunk-line territory. For the points in 
trunk-line territory, said the report, reasonable minimum rates 
had been prescribed. The largest part of the hauls from the 
origins aforementioned would be in that territory, said the 
report. It said further that the same rate of 30 cents, minimum 
40,000 pounds, on the same commodities from Pittsburgh and 
Aliquippa to Baltimore, had been found unreasonably low for 
hauls shorter than those from the Ohio and West Virginia 
origins, in Iron and Steel from Pittsburgh and Aliquippa, Pa., 
21 M. C. C. 791. 

The Commission found that the rates on manufactured 
iron and steel articles, minima 10,000, 12,000, 14,000, 18,000, 
and 20,000 pounds, from the aforementioned points of origin 
were, and would be for the future, unjust and unreasonable to 
the extent that they were less than 36 cents to Baltimore, Md., 
and 35 cents to Washington, D. C., and points taking the same 
rates as provided in Tariff MF-I. C. C. No. 2 (T. R. Monticue 
series) of Monticue Lines, Inc., subject to a minimum of not 
less than 20,000 pounds. The respondent might continue lower 
minimum weights, said the Commission, provided the cor- 
responding rates were reasonably related to those prescribed 
for 20,000 pounds. As an example, the Commission said that 
rates should be not less than 125 per cent of those prescribed, 
in connection with a 10,000-pound minimum weight. 


COMMISSION WATER ACTION 


In W-423, Portland Ship Building Co. Applications, the 
Commission, by division 4, has dismissed the applications for 
exemption under section 302(e) of part III of the act, or for a 
permit under the provisions of section 309(f) of the act, author- 
izing continuance of operation as a contract carrier by water 
in the rental of non-self-propelled vessels to water carriers and 
shippers. The Commission found that, in the furnishing of 
vessels to other common or contract carriers by water, appli- 
cant was not engaged in transportation subject to part III of 
the act. The Commission also found that the furnishing of 
vessels by applicant to persons other than carriers, for the 
transportation of not more than three bulk commodities in the 
same vessel or tow, was not subject to part III by reason of 
the exemption provided in section 303(b). 

In W-573, Ben Hurst Applications, the Commission, divi- 
sion 4, has dismissed Hurst’s applications for a permit to con- 
tinue operation as a contract carrier by water under section 
309(f) of the act, and under section 303(e) for an order ex- 
empting such operation. The Commission found that applicant 
was engaged only in the operation of two towboats of not more 
than 100 indicated horsepower, and that such transportation 
was not subject to part III of the act by reason of the exemp- 
tion provided in section 303(g)(2) of the act. 

The Commission, division 4, has dismissed for want of 
prosecution W-608, Glen Navigation Corporation, Common Car- 
rier Application. Applicant asked for a certificate to operate as 
a common carrier by water under the provisions of part III 
of the interstate commerce act. 


The Commission, by an order in W-588, Olympia Oil & 
Wood Products Co. Applications, has dismissed the applica- 
tions for permit to continue operation as a contract carrier 
under section 309(f), and for an order exempting such opera- 
tion under section 303(e), on finding that applicant’s operations 
were not subject to part III of the act by reason of the exemp- 
tion provided in section 303(d). 

By an order in W-722, Bouker Contracting Co. Contract 
Carrier Application, the Commission has dismissed the applica- 
tion for a permit authorizing continuance of operations as a 
contract. carrier, on finding that applicant’s operations were not 
subject to part III of the act by reason of the exemptions pro- 
vided in section 303(b), and (g)(1). 


ILLINOIS GREYHOUND PURCHASE 


The Commission, by a report and order in MC F-954, 
Illinois Greyhound Lines, Inc., Purchase, The Southern Limited, 
Inc., embracing MC F-955. The Greyhound Corporation, Issu- 
ance of Stock, has denied the application of Illinois Greyhound 
to purchase operating rights and certain properties of Southern, 
and of Metropolis & Northern Motor Lines, Inc., as well as 
the application of Greyhound Corporation for authority to issue 
stock to finance, in part, the aforementioned purchase. The 
Commission said that the acquisition of Southern’s operations 
by a carrier not a member of the Greyhound system would 
preserve competition to points served by them in common, and 
would also permit more effective competition between such an 
independent carrier and Greyhound companies on long-haul 
bus transportation between Chicago and southern states. Com- 
missioner Mahaffie, with the concurrence of Commissioners 
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Miller and Johnson, dissented He said the question was 
whether the continuance of competition outweighed the require- 
ments of public service, and that the public would benefit by 
through one-line service. He quoted a statement in the majority 
opinion which, he said, recognized this benefit. Commissioner 
Mahaffie said, in his judgment, the convenience of the pas- 
sengers should control the decision, and that he would grant the 
application. 


TOWAGE OF FLOATING OBJECTS 


. In a report in Ex Parte No. 147, Towage of Floating Ob. 
jects (Logs and Piling in Rafts), the Commission, by division 
4, has found the transportation of logs and piling in rafts not 
subject to exemption under section 303 (e) of part III of the 
interstate commerce act. It, therefore, has vacated and set 
aside its order of October 29, 1941, as amended December 3 
1941, in this proceeding, so far as it exempted such trans. 
portation. 

_._ The Commission found that the transportation of logs and 
piling in rafts was not subject to exemption as other floating 
objects because, it said, there was nothing in their inherent 
nature which made the transportation by water carriers non- 
competitive with the transportation of the same commodities 
by common carriers subject to parts I, II, or III of the act: 
no special equipment was required to transport logs and pil- 
ing in rafts; and logs and piling in rafts were not shipped in 
bulk within the meaning of the statute. 

___ Certain water carriers engaged in the towing of logs and 
piling in rafts on the lower Columbia and Willamette Rivers 
and their tributaries petitioned the Commission to vacate the 
order so far as it exempted them from the requirements of 
part III, taking the position that they did not come within the 
provisions of section 303 (e). 

“Logs and piling have been transported for years by com- 
mon carriers by railroad, motor vehicle, and water,” says the 
Commission. “The evidence in this proceeding shows that no 
special equipment is needed to tow logs and piling in rafts, 
but merely the customary equipment of all tugboats. Logs and 
piling are not bulk commodities and are not shipped in bulk 
within the meaning of the statute. . . It is unnecessary to de- 
cide whether the carriers engaged in this type of transportation 
are common or contract carriers. We will leave that question 


for determination when passing upon the individual applica- 
tions of such operators.” 


COMMISSION WATER REPORTS 

*W-832, Matton Towing Corporation Contract Carrier 
Application, embracing W-833, Steamtug R. E. Matton, Inc.; 
W-834, Matton Steamboat Co., Inc.; W-835, John E. Matton 
& Son, Inc.; and W-836, Matton Oil Transfer Corporation. By 
division 4. Applications denied, on finding that practically all 
of the operations of the applicant were exempt under sections 
303 (b), 303 (d), 303 (f) (2), and 303 b of part III of the act. 
Involved were commodities generally between points on the 
Hudson River and tributaries, New York Harbor and contiguous 
harbors, New York State Barge canal, Great Lakes, St. Law- 
rence River, and Long Island Sound and tributaries. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


Steel Plate Pipe 


__No. 28695, Treadwell Construction Co., vs. Pennsylvania 
Railroad Co., et al. By the Commission. Report written by 
Commissioner Splawn. Dismissed. Combination rate of 72 
cents charged on shipments of steel plate pipe from Midland, 
Pa., to Bridge Junction, Ark., from July 21 to 26, 1937, com- 
posed of a commodity rate of 56 cents on carload shipments of 
iron or steel pipe, plate or sheet, from Midland to Memphis, 
Tenn., and the carload class A rate of 16 cents beyond, found 
applicable. The report said there was no controversy with 
respect to the use of the 56-cent factor to Memphis, but said 
complainant claimed that a carload commodity rate of 12 cents 
on “Pipe, wrought iron or steel, welded, seamless, or riveted” 
was applicable from Memphis to Bridge Junction. The report 
said that the commodity rate item naming the 12-cent rate 
sought from Memphis to Bridge Junction applied only on the 
following: Pipe, iron or steel, viz.: . . . Pipe, wrought iron or 
steel, welded, seamless, or riveted; Pipe, wrought iron or steel, 
or Tubing (not plate or sheet) and/or Pipe or Tubing, wrought 
iron or steel, welded or seamless. It was significant, said the 
report, that the classification as well as the commodity rate 
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items made a clear distinction between plate and other kinds 
of pipe. The instant record, said the report, did not show 
whether the pipe in the shipments there considered was “weld- 
ed, seamless, or riveted”. The report said it was also significant 
that some time after the shipments were made, the commodity 
item publishing the lower rate west of Memphis was amended 
so as to include plate as well as other descriptions of iron or 
steel pipe. 


Caskets and Coffins 


No. 28754, Hollywood Casket Co. vs. Atchison, Topeka and 
Santa Fe Railway Co., et al. By division 3. Dismissed. Rates 
on burial cases (caskets and coffins) in less-than-carloads, from 
Hollywood, Calif., to certain destinations in Conn., Ill., Ia., 
Kan., Me., Mich., Mo. and Okla., between September 20, 1938, 
and February 11, 1939, found not to have been unreasonable 
or unduly prejudicial. 

Plaster 


I. and S. No. 5125, Plaster, Portland, Colo., to New Mexico. 
By division 3. Proposed restriction of the application of rule 
10 of the Western classification in connection with rates on 
plaster, in carloads, from Portland, Colo., to certain destina- 
tions in New Mexico, not shown to be just and reasonable. 
Schedules filed to become effective June 20, 1942, were sus- 
pended until January 20, 1943, on protest of Colorado Portland 
Cement Co. The suspended schedules were ordered canceled 
and the proceeding discontinued. 


Commission Motor Reports 


(An asterisk before the docket nwmber means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 68909, Sub. 6, Decatur Cartage Co., Chicago, III., ex- 
tension, embracing MC 42329, Sub. 10, Hayes Freight Lines, 
Inc. Certificates denied. Building materials and equipment, 
over a regular route, between Terre Haute, Ind., and junction 
of U. S. highway 41 and Indiana highway 63, serving the 
Wabash River Ordnance Works. Commissioner Lee dissented. 

*MC 78145, Sub. 1, John B. Thompson, Jr. and George W. 
S$. Marsh, Yonkers, N. Y.,,common carrier. Certificate denied. 
Carpets, rugs, bales, boxes, rug displays, rug and carpet 
samples, rug binding, thread, advertising matter, stationery 
and office supplies, from Yonkers, N. Y., to points located in 
the New York commercial zone, over irregular routes, with 
empty containers on return. 

*MC 5505, Sub. 1, Marvin A. Dreyer and Norman Dreyer, 
Oakland, la., extension. Certificate granted. Live stock, be- 
tween Oakland, Ia., and points within 25 miles thereof, on the 
one hand, and, on the other, St. Joseph, Mo., and Kansas City, 
Mo.-Kan; sand from Plattsmouth, Neb., and points within 8 
miles thereof, to Oakland and points within 20 miles thereof, 
over irregular routes. 

*MC 6031, Sub. 5, Barry Transfer & Storage Co., Mil- 
waukee, Wis., extension. Permit granted, as to individual 
agreements with persons who operate retail stores, the busi- 
ness of which is the sale of food, for the transportation of 
such merchandise as is dealt in by wholesale, retail and chain 
grocery and food business houses, and in connection therewith, 
equipment, material and supplies, from Milwaukee, Wis., to 
Ishpeming, Mich., serving Iron Mountain, Mich., as an inter- 
mediate point, over a specified route. 

*MC 13452, Sub. 1, John R. Morris, Ravenna, Ohio, ex- 
tension. Certificate granted. Household goods, between points 
in Portage County, Ohio, on the one hand, and points in Ind., 
Ill, Mich., N. Y., Md. and D. C., on the other; new uncrated 
furniture from Ravenna, Ohio, to points in the aforesaid states, 
D. C., Pa., Ky., Va., W. Va. and Tenn.; uncrated furniture 
frames from Ravenna to Pittsburgh, Pa., over irregular routes, 
including routes through New Jersey when necessary for op- 
erating convenience. 

*MC 21170, Sub. 10, Bos Freight Lines, Inc., Marshall- 
town, la., extension. Certificate granted. General commodi- 
ties, with exceptions, northbound from Bethany, Mo., Lamoni, 
Leon, Indianola, Nevada, Colo., State Center, Traer, Tama, 
Toledo, Cedar Falls, Grundy Center, Ackley, Charles City, 
Waverly, Wellsburg, Reinbeck and Osage, Ia., as intermediate 
points, and Belle Plaine, Gladbrook and Chelsea, Ia., as off- 
route points; and over Iowa highway 64 as an alternate route 
between Des Moines and the junction of Iowa highway 64 and 
U. S. highway 30, with no service at intermediate points. 

*MC 22122, Charles Leonard Mickens, Montclair, N. J., 
common carrier. Certificate denied as to continuance of op- 
eration. Coal, from points in Lackawanna and Luzerne coun- 
ties, Pa., to points in Essex county, N. J., over irregular routes. 
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*MC 29761, Steel Motor Service, Inc., Hammond, Ind., com- 
mon carrier. Certificate granted as to continuance of opera- 
tion. General commodities, with exceptions, between points 
in Cook county, Ill., on the one hand, and, on the other, points 
in Lake and Porter counties in Ind.; between points in Cook 
county, Ill., and in Lake county, Ind., on the one hand, and 
points in a specified area in Michigan, on the other. 


*MC 44849, D. D. Alderdyce, Hampton, lowa, common car- 
rier, embracing MC 44849, Sub. 2, formerly MC 92686, Same, 
and MC 91993, K. H. Penaluna Common Carrier Application. 
Certificate granted in MC 44849, Sub. 2, Live stock, from 
Hampton, Iowa, and points within 40 miles thereof, to Chi- 
cago, Ill., and Albert Lea and Austin, Minn.; specified com- 
modities from points in the Chicago commercial zone and from 
certain other points in Ill., to certain points in Iowa, over 
irregular routes. Certificate denied in MC 44849, on a finding 
that applicant had failed to establish “grandfather” rights. 
Certificate denied in 91993, on a finding that applicant had 
failed to show present or future public convenience and ne- 
cessity. 

*MC 95940, Sam Gaglione, Chicago, III., embracing MC 
95943, William Carl Carlson Common Carrier Application; 
MC 96078, Stanley Dunaj and Julius Dunaj, copartners, dba 
Dunaj Bros. Cartage, Common Carrier Application; MC 96197, 
William Levatin, dba Emmert Trucking, Common Carrier Ap- 
plication; MC 100960, Hyman Rifkin, dba Rifkin Cartage Co., 
Common Carrier Application; MC 101246, Henry Roy, dba Roy 
Motor Service, Common Carrier Application. Certificates 
granted in MC 95940, MC 96078, and MC 101246. In MC 95940 
and MC 96078, authority is as to general commodities between 
points in the Chicago, Ill., commercial zone. In MC 101246, the 
authority is as to general commodities between points in Illinois 
in the Chicago commercial zone. Certificates were denied in 
MC 95943, MC 96167, and MC 100960, as to specified commodi- 
ties, between points in the Chicago commercial zone. 


Railroad Abandonments 


In a report in Finance No. 13861, Atlantic Coast Line Rail- 
road Co. Abandonment, Examiner A. G. Nye has recommended 
that the Commission, division 4, find that the present and 
future public convenience and necessity permit abandonment 
by the Atlantic Coast Line of a branch line extending from a 
point east of Kissimmee in a general easterly direction to 
Narcoossee, in Osceola county, Fla., approximately 13.8 miles. 
The examiner said that the line, considered either as an inde- 
pendent unit of transportation, or as a part of the applicant’s 
system, had not earned enough revenue to pay operating ex- 
penses. It had existed, said the examiner, mainly for the 
transportation of commodities that could not be carried con- 
veniently or economically over the highways. With improved 
highways and present motor-truck and bus lines available, he 
said, only a few would be affected by the abandonment. Con- 
tinued operation of the branch, the examiner said, would im- 
pose an unnecessary and undue burden on the applicant and 
on interstate commerce. Estimated salvage value, he said, 
would be $34,030. 


C., ST. P., M. & O. 


In Finance No. 14024, Chicago, St. Paul, Minneapolis & 
Omaha Railway Co. has asked permission to abandon a portion 
of its Hannibal branch line in Chippewa county, Wis., 4.68 
miles of main track and 0.78 miles of side track, and to dis- 
mantle the line. The branch line was being operated at a 
substantial loss, said the application, and there was not suffi- 
cient freight or passenger traffic available, or in prospect, to 
justify its continued operation. The territory tributary to the 
line, the application said, could be served by adjacent lines of 
the applicant, and by the Soo Line, and added that the terri- 
tory was traversed by improved highways. 


C., St. P., M. & O. 


In Finance No. 14025, the Chicago, St. Paul, Minneapolis 
& Omaha Railway Co. has asked the Commission for authority 
to abandon a portion of its Spring Valley branch line, extend- 
ing from Spring Valley to Elmwood, in Pierce county, Wis., 
7.19 miles of main track and 0.99 miles of side track, and to 
dismantle the line. The application said that, due to washouts, 
the portion of the branch line proposed for abandonment had 
not been in operation for several months. It said that to re- 
habilitate the line would require the expenditure of substan- 
tial sums, which the applicant could not afford, and which 
would not be justified by the revenues reasonably to be ex- 
pected from continued operation. The territory tributary to 
the branch line, said the application, could be served by adja- 
cent lines of the applicant, and by the Milwaukee railroad. 








1276 


The territory was traversed by improved highways, said the 
application. 
O. P. and Eastern 


Oregon Pacific and Eastern Railway Co. has applied to the 
Commission in Finance No. 14022 for a certificate permitting 
abandonment of a portion of the company’s line of railroad, 
from the Layng Creek crossing to Rujada Station, and all 
switches, switch tracks, and siding extending easterly beyond 
Rujada Station approximately one-quarter mile, all in Lane 
county, Oregon, approximately 2 miles. Applicant said the 
abandonment should be permitted because the aforementioned 
portion of railroad spur could not be operated as a railroad 
except at a loss. It was desired, said the applicant, to convert 
the spur into a logging truck road as a feeder adjunct to the 
main line railroad for more economical transportation of logs 
from the National Forest Reserve to the main line railroad. 


A. T. & S. F. ° 


In a letter addressed to the Commission November 18, the 
Railway Labor Executives’ Association has asked, in Finance 
No. 13773, Atchison, Topeka & Santa Fe Railway Co. Aban- 
donment, the .the Commission retain jurisdiction for the pro- 
tection of employes in the event the examiner’s report was 
not adopted. The letter said that the association concurred 
in the recommendation that division 4 should find that present 
and future public convenience and necessity were not shown 
to permit abandonment, and cited other cases in which “the 
Commission reserved jurisdiction to consider the question 
whether conditions should be imposed for the protection of 
employes adversely affected... ”. 


S.-A. F. 

The Commission, division 4, in Finance No. 13721, Seaboard- 
All Florida Railway Receivers et al. Abandonment, has granted 
a certificate permitting abandonments (1) by the receiver of 
the Seaboard-All Florida of the line of railroad from Alva 
to LaBell, in Lee and Henry counties, Fla., approximately 12.09 
miles; (2) by the receivers of the Seaboard-All Florida and by 
the Seaboard & Gulf Railway Co., of the line of railroad from 
Punto Rassa Junction to Naples, in Lee and Collier counties, 
Fla., approximately 27.49 miles; and (3) abandonment of 
operation of those lines by the receivers of the Seaboard & 
Gulf Railway Co. The report said that it was apparent from 
the record that there was no longer sufficient rail traffic avail- 
able on the lines to warrant continued operation. Representa- 
tives of railway employe organizations, said the _ report, 
requested protection of employe who might be adversely 
affected by the abandonment. Applicant stated that the em- 
ployes on the branches have senority rights, the report said, 
and that with the exception of less overtime being made by 
the train crews, no employe would be affected. Counsel for 
the employes insisted, however, said the report, that abandon- 
ment of the lines would ultimately result in the displacement 
of a like number of men at the bottom of the register. The 
Commission said it would reserve jurisdiction to consider the 
question of whether conditions should be imposed for the pro- 
tection of employes. 


Cc. G. W. 


The Chicago Great Western Railway Co., in Finance No. 
14027, has asked the Commission for authority to abandon a 
portion of a branch line of railroad, serving the city of Winona, 
Minn., entirely within the city limits, and in Winona county, 
1.64 miles of main track and 0.24 mile of side track, and to 
abandon operation of the line. Applicant said its predecessors 
had, and it was now, incurring a substantial yearly loss, and 
that a large amount of money would have to be spent in the 
immediate future to repair the line. The public, applicant said, 
would be adequately served by the remaining forms of trans- 
portation, and that shippers served by the aforementioned line 
could be served as well at other points within the city. 


Cc. & E. |. 


By a report and certificate in Finance No. 13968, Chicago & 
Eastern Illinois Railroad Co. Abandonment, the Commission, 
division 4, has permitted abandonment by the C. & E. L. of a 
portion of a line of railroad, the southeasterly end of the Sulli- 
van county branch, in Sullivan county, Ind., 51.46 miles. 


M. E. RY. 


By a report and certificate in Finance No. 13972, Missis- 
sippi Eastern Railway Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment as to interstate and foreign 
commerce by the Mississippi Eastern of its entire line of rail- 
road, from Quitman to Crandall, in Clarke county, Miss., 
15.48 miles. 


Rock Island, Etc. 
Director Eastman, of the O. D. T., November 25, announced 


receipt of recommendations from Ralph H. Jewell, special not be large. 
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advisor to the director on abandonment of rail lines, that lines 
of the Rock Island, Nezperce & Idaho and Texas & Pacific be 
certified to the War Production Board as non-essential to war 
transportation. The three lines are: The 8.06 mile Deshler to 
Ruskin, Neb., line of the Rock Island; the 3.8 mile Nezperce to 
Craigmont, Ida., line of the Nezperce & Idaho; and the 15 mile 
Ville Platte to Eunice, La., line of the Texas & Pacific. It was 
recommended that the 3.85 mile Bedford to Concord, Mass, 
segment of the Boston & Maine, under consideration, be cer. 
tified as essential to war transportation. 

In his report on the Deshler to Ruskin, Neb., line, Mr. 
Jewell stated that “passenger traffic on the segment is very 
light, only 59 passengers having used the line in 1940, 1941, and 
the first six months of 1942.” Freight traffic, he found, was 
predominantly agricultural. In the 30 months from January, 
1940, to June, 1942, 136 cars of products of agriculture and 
livestock originated, and 65 car of miscellaneous items ter- 
minated on the segment. 

In 1941, Mr. Jewell reported, 129 revenue passengers were 
carried on the Nezperce to Craigmont, Ida., line. Total revenue 
freight carried by the line from January 1 to August 5, 1942, 
was 5,188 tons. A state highway, it was stated, paralleled the 
line its entire distance. 

Freight service on the Ville Platte to Eunice, Ia., line, 
according to the Jewell report, consisted of a round trip daily 
six times a week. Passenger service was discontinued in June, 
1941. In 1941 the total of all carloads of freight handled 
between points on the line and points beyond was 684. 

In his report on the Bedford to Concord, Mass., segment, 
Mr. Jewell stated that there were 3,776 tons of traffic received 
at Concord in 1940, 4,443 tons in 1941, and 3,347 tons in the 
first eight months of 1942. There had been no passenger 
service on the segment since 1926. 

The O. D. T. said that in order that interested persons 
might present comments or protests to Mr. Jewell regarding 
his reports and recommendations (copies of which may be 
obtained from Mr. Jewell at Washington, D. C.), Mr. Eastman 
would wait until after December 15, before sending any certifi- 
cation to the W. P. B. Comments must be in Mr. Jewell’s 
possession by December 15. 


F. E. C. 


The Commission, division 4, by a report and certificate in 
Finance No. 13954, Florida East Coast Railway Trustees 
Abandonment, has permitted abandonment by the trustees of 
the F. E. C. of the branch line in Putnam county, Fla., extend- 
ing from San Mateo Junction to San Mateo, 2.8 miles. 


B. & M.-S. V. 


In Finance No. 14026, the Boston & Maine Railroad and the 
Suncook Valley Railroad jointly have asked the Commission 
for a certificate permitting abandonment by the former of 
approximately 1.3 miles of its line extending from a point 
near the towns of Allentown and Pembroke to Hooksett, in 
Merrimack county, N. H., and abandonment of operation thereof 
by the latter, lessee. Applicants said there was no necessity 
for maintaining the line, adding there were no industries or 
public facilities served by it and “applicants seek authority to 
dismantle the line and secure the track materials for other 
purposes.” 

Reading 


By a report and certificate in Finance No. 13971, Reading 
Co. Abandonment, the Commission, division 4, has permitted 
abandonment by the Reading of 1,355.4 feet of its North 
Mahanoy Colliery branch line in Schuylkill county, Pa. 


B. & M. 


With Commissioner Porter dissenting, the Commission, by 
division 4, in Finance No. 13822, Boston & Maine Railroad Co., 
has issued a certificate, effective 30 days’ from November 20, 
permitting abandonment by the B. & M. of its Essex branch 
line extending from Hamilton to Essex, Mass., approximately 
5.17 miles. The abandonment was opposed by the Department 
of Public Utilities principally on the grounds that there had 
been a substantial increase in passenger traffic; that the branch 
would be needed later to transport 200 industrial workers who 
now traveled by private automobiles; and that the abandonment 
would result in an increased use of rubber and gasoline if 
additional passenger traffic became dependent on common 
carrier motor transportation. However, the Commission said 
the branch had been operating at substantial losses and stated 
that there had been some increase in traffic, and there were 
prospects of additional increases but not in sufficient volume 
to warrant continued operation. Commissioner Porter, in his 
dissent, said it was clear that the losses to the applicant from 
the operation of the branch were not large and were decreas- 
ing, with a strong probability that they might be entirely wiped 
out. Savings resulting from the abandonment, he added, would 
On the other hand, said he, the inconvenience 
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and loss to the residents of Essex and that neighborhood would 
pe considerable. The rubber and gasoline situation as affecting 
other transportation in the locality involved was uncertain, and 
the abandonment might well be deferred for at least one year 
awaiting developments. The Department of Public Utilities 
asked that the abandonment be held in abeyance pending clar- 
ification of the rubber situation. 


In the list of lines as to which the W. P. B. had asked 
the O. D. T. for certification as to whether the lines were 
essential in the war transportation effort (see Traffic World, 
Nov. 21, p. 1211) the list as announced carried the name of 
Abbeville, Va., on the Norfolk & Western. It should have been 
Abingdon, Va. 


Price Control and Transportation 


The Office of Price Administration on November 23 asked 
the U. S. Court of Appeals for the District of Columbia to 
reverse the decision by Judge O’Donoghue of the federal dis- 
trict court for the District of Columbia in the complaint of the 
0. P. A. against the Washington, Marlboro & Annapolis Motor 
Lines, Inc (see Traffic World, November 21, p. 1223), and to 
direct the lower court to enjoin the bus company from con- 
tinuing in effect an increase of 5 cents in its interstate fare 
on a route between Seat Pleasant, Md., and points in the Dis- 
trict of Columbia. 

Harry W. Jones, of the O. P. A. legal staff, in the argument 
on appeal before a three-judge court of the Court of Appeals, 
contended that compliance with the provisions of the inter- 
state commerce act by common carriers who, prior to enact- 
ment of the anti-inflation law of October 2, proposed rate 
increases dated to become effective after October 2, did not 
relieve such carriers of the burden of complying with the pro- 
vision of the anti-inflation act requiring them to give advance 
notice of their rate increase proposals to the President or his 
agent (in this case, the O. P. A.), and that to that extent the 
anti-inflation act superseded the interstate commerce act. The 
act of October 2 contained a proviso that “no common carrier 
or other public utility shall make any general increase in its 
rates or charges which were in effect on September 15, 1942, 
unless it first gives thirty days’ notice to the President, or 
such agency as he may designate, and consents to the timely 
intervention by such agency before the federal, state, or munic- 
ipal authority having jurisdiction to consider such increase.” 
The W., M. & A. Motor Lines filed its tariff proposing the 
higher fare on the Seat Pleasant route on September 23 with 
the Interstate Commerce Commission, and the increase became 
effective October 25. The O. P. A. then obtained a temporary 
restraining order in the federal district court, and the Commis- 
“se _— the effective date of the increase to Novem- 

er 20. 


James P. Donovan, counsel for the bus company, asserted 
that rule 5 of the Commission’s tariff circular MP-3 provided 
that, except as provided in rule 4 (relating to round-trip ex- 
cursion fares) and unless otherwise authorized, the fares and 
charges set forth in a schedule must remain in effect for at 
least thirty days after their effective date before being changed. 
Therefore, said Mr. Donovan, the bus company had no choice 
but to make the proposed increases effective on October 25 and 
could not, of its own volition, reduce the fare within a period 
of thirty days after that date. 


Mr. Jones argued that the bus company, if it had desired 
to act in accordance with the policy of the anti-inflation act, 
could have withdrawn its proposed schedule of increased 


charges within thirty days after it had been filed with the 
Commission. 


He said one question before the court was whether the 
provisions of the act of October 2 were applicable to the de- 
fendant in this proceeding. The court below, he said, dismissed 
the complaint on the ground that the defendant’s increase in 
fares was “made” before the anti-inflation act went into effect. 
He cited the provision of section 217(c) of the interstate com- 
merce act to the effect that no change should be made in any 
rate except after 30 days’ notice to the Commission, and averred 
that this use of the word “made” in the law “negatived” the 
_ the rate here considered was “made” before Octo- 

rz 

The lower court’s construction would mean, said Mr. Jones, 
that the bus company would have to give 60 days’ notice be- 
fore making a higher rate effective. If the rate was made on 
the date it was filed, the carrier would have to give notice to 
the O. P. A. 30 days in advance of that date, under terms of 
the proviso in section 1 of the anti-inflation act, and then an 
additional 30 days would have to elapse before the increase 
could become effective, he argued. He said the lower court’s 
decision was “inconsistent with the broad objectives of the 
act of October 2.” 
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The act stabilized prices and wages as of September 15, 
1942, he said, adding that it was clear that increases were not 
to be granted except under special conditions, such as condi- 
tions arising in connection with the prosecution of the war. He 
said it would certainly never be contended that the policy of 
stabilizing wages as of September 15 should not be applied by 
the War Labor Board to cases that had been filed with it prior 
to October 2. 

Mr. Jones reiterated the O. P. A. view that a general in- 
crease was any change in a rate that resulted in an increased 
charge to any class of passengers. He said it should be con- 
sidered as the opposite of a special increase, such as an increase 
in utility rates that a construction company might have to pay 
under special circumstances. The term “general increase” as 
used in the proviso of the anti-inflation act, he added, related 
not only to common carriers, but also to public utilities, and, 
he declared, public utility rates “obviously” were not deter- 
mined on a national basis. Moreover, he continued, a general 
increase could not be taken to mean a simultaneous increase 
in every rate or charge. It was rarely that every single rate 
was increased, he said. He maintained that, by piecemeal in- 
creases, achievement of increased rates over an entire system 
of lines might be achieved, and that construction of the law 
to mean that the carriers need not give notice to the O. P. A. 
about such increases would defeat the purpose of the anti- 
inflation act. 

Justice Vinson observed, in the course of Mr. Donovan’s 
argument, that a rate must be either general or special. He 
asked the bus line’s counsel whether he regarded the rate in- 
crease here involved as a “special” one. Mr. Donovan said he 
would term the considered increase a limited increase. He 
contended that an increase had to be system-wide to be general, 
and pointed out that the route in question was only one of 
seven operated by the defendant. Justice Miller wanted to 
know if the Interstate Commerce Commission had ever defined 
a “special increase’, and Mr. Donovan said that, to his knowl- 
edge, it had not. Justice Edgerton asked for a definition of 
policy, as to whether the O. P. A. “authority” should cover all 
the rates of an entire line, or only 20 per cent of the rates. 
Mr. Donovan took the position that rate increases were ‘‘gen- 
eral” only when they affected the majority of the business of 
a line. . 

Justice Miller observed that the vitality of the rate provi- 
sion in the anti-inflation act lay in what the Interstate Com- 
merce Commission might do. Mr. Jones said one way in which 
the O. P. A. operated to hold down rate increases was by 
negotiation with the carriers themselves. He added that the 
Commission had recognized “the basic criteria of war condi- 
tions” in determining the reasonableness of rates. 

‘Is it an argument against your position that the I. C. C. 
failed to act in this case?” asked Justice Miller. 

“T do not believe so,” said Mr. Jones. 

He made reference to the special permissions issued by the 
Commission to enable motor common carriers to postpone ef- 
fective dates of increased fares and rates to comply with pro- 
visions of the anti-inflation act (see Traffic World, October 31, 
p. 1030). 

Notices of Increases to O. P. A. 


The Commision has issued a notice to all common carriers 
subject to parts I, II and III of the interstate commerce act 
with respect to the filing of general increases in rates as pro- 
vided in the price control act. 

The notice requests, for the information of the Commission 
and for the purpose of cooperating with the Office of Price 
Administration, that such carriers and their agents, when filing 
with the Commission tariff publications containing general in- 
creases as provided in the price control act, either to (a) send 
to the Commission with the letter of transmittal accompanying 
such publications a copy of the notice to the O. P. A. of such 
increases; or (b) show on the letter of transmittal (or on a 
separate sheet accompanying such letter of transmittal) a state- 
ment indicating whether such publications contain any general 
increases in rates or charges and whether and on what date 
notice in accordance with the provisions of law has been sent 
to the transportation and public utilities division of the O. P. A. 





Oo. P. A. STORAGE INCREASE 


An increase of 3 cents a box for apples and pears other 
than cannery pears and $1 a ton for cannery pears, peaches, 
apricots, plums and prunes in cold storage rates for the states 
of Washington and Oregon was authorized No. 23. on a perma- 
nent basis by the ffice of Price Administration. 

The authorization, contained in amendment No. 64 to 
supplementary regulation 14 to the general maximum price 
regulation and effective November 28, supplants temporary 
increases allowed September 22. The increase for apples and 
pears other than cannery pears is the same as the temporary 
increase of last September. However, the temporary increase 
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on cannery pears had been $1.50 a ton. Under terms of that 
order, the storage plant operators must refund 50 cents a ton 
on charges made for cannery pears if they collected the full 
$1.50 allowed in the temporary order. 

The new order was issued after a study by O. P. A. 
investigators showed that the cold storage companies incurred 
substantial labor cost increases since the 1941 season, that 
their rates were low compared with other parts of the country 
although they were in a high cost area, and that many of 
them were operating at a loss. 


COMMISSION ORDERS 

Fourth section applications Nos. 19572 and 19694, iron and steel 
billets in the east (pig iron and related articles from trunk line ter- 
ritory). Reopened and assigned for hearing on December 17, 9:30 
o’clock a. m., at Washington, D. C., before Examiner E. Job. 

W-855, Hall Tug & Barge Corporation, contract carrier application. 
Effective date of certificate and order of August 28 postponed to Jan- 
uary 25, 1943. 

MC 9914, Warren Trucking Co., Inc., common carrier application. 
Reopened for reconsideration. Order of June 25, as subsequently modi- 
fied to become effective on December 31, in so far as it denied appli- 
cation, vacated. 

MC 29762, Fulton Fast Freight, Inc., common carrier application. 
Report and order of September 8 modified so as to authorize issuance 
to applicant, on compliance with sections 215 and 217 of interstate 
commerce act, and rules and regulations thereunder, of a certificate 
authorizing transportation of general commodities, except those of 
unusual value, live stock, dangerous explosives, household goods as 
defined in Practices of Motor Common Carriers of Household Goods, 
17 M. C. C. 467, commodities in bulk, and those requiring special 
equipment; lead, lead coloring and lead oil; and soap, soap powder, 
lard substitutes or compounds and toilet preparations, with or with- 
out advertising matter or premiums between points set forth in order. 
This order shall become effective December 26, unless prior thereto any 
party in interest shall show cause, if any there be, in writing verified 
under oath, why report and order of September 8 should not be modi- 
fied as described above. 

MC 43762, Pacific Freight Lines, common carrier application; MC 
48717, Richards Trucking and Warehouse Co., common carrier appli- 
cation; MC 75716, C. B. McClain, common carrier application; MC 
59835, Keystone Express System, common carrier application; MC 23639, 
Same, contract carrier application; and MC 43762 Sub. No. 5, Pacific 
Freight Lines, common carrier application. MC 48717 reopened for 
further hearing solely to determine extent to which applicant therein 
is entitled to continue transportation of general commodities between 
points in Los Angeles Harbor commercial zone, on one hand, and 
points in California, on the other, exclusive of operating rights it 
sold to Pacific Freight Lines. Order of July 25, as subsequently 
modified to become effective November 16, only in so far as it denied 
applicant in MC 48717 right to continue above-described operations, 
vacated. 

MC 47842 Sub. No. 2, A. P. Taylor, extension, Washington High- 
way 14-A. Reopened for further proceedings. 

MC 78042 Sub. No. 1, Frank Bearoff and Anthony Bearoff, exten- 
sion, Maryland. Report and order of August 21 modified so as to 
authorize issuance to applicant, on compliance with sections 215 and 
217 of interstate commerce act, and rules and regulations thereunder, in 
addition to authority granted in prior report herein, of a certificate 
authorizing transportation of pulverized limestone in bags, from 
Bridgeport, Pa., and points within 25 miles thereof, to points in Dela- 
ware, Maryland, New Jersey and the District of Columbia, over irreg- 
ular routes. This order shall become effective December 26 unless 
prior thereto any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order of August 21 
should not be modified as described above. 

MC 94384, Abraham Sandler, common carrier application. Report 
and order of May 23, 1939, modified so as to authorize issuance to 
applicant, on compliance with sections 215 and 217 of interstate com- 
merce act and rules and regulations thereunder, of a certificate, au- 
thorizing transportation of burlap and burlap bags, cotton waste, old 
rubber, scrap metals, waste paper, wool rags in compressed bales, 
and wool waste from Chelsea, Mass., to Providence, Woonsocket, and 
Hope Valley, R. I., and from Harrisville, R. I., to Chelsea, over 
irregular routes. This order shall become effective December 26 unless 
prior thereto any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order of May 23, 
1939, should not be modified as described above. 

MC F-1997, Steve Bonello, purchase, Hill Warehouse & Trucking 
Co. Fifteen-day effective period specified in order of October 29, 
granting temporary authority under section 210a(b), @xtended to expire 
November 28. 


MC C-269, Mid-Western Motor Freight Tariff Bureau, 
S & C Transport Co., Inc., et al. 
request. 

MC F-1623, Carolina Coach Co. of Virginia, purchase, Richmond- 
Greyhound Lines, Inc. Time within which authority conditionally 
granted herein may be exercised extended to January 1, 1943. 

No. 28259, Neuces County Navigation District No. 1 vs. Abilene & 
Southern et al. Effective date of orders heretofore entered herein 
postponed to January 22, 1943. 

MC F-1752, Liberty Trucking Co., purchase, Reliable Transit Co. 
Petition of protestant, Wisconsin Motor Carriers Association (joined 
in by Knox Motor Service, Inc.), for reconsideration, reopening, oral 
argument and/or further hearing in matter of decision by division 4, 
entered July 24, denied. 

MC F-1802, Dominic J. Valentine, purchase, William J. Kennedy. 


Ine., vs. 
Complaint dismissed on complainant’s 
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Petition of protestants, John Vogel, Inc., Needes’ Express, Inc., anq 
Textile Transportation Corporation, for reconsideration (including re. 
quest for hearing) by Commission of decision by division 4 entereg 
June 11, denied. 

MC F-1959, Cross Transportation, Inc., purchase, Milton L. Lahn. 
Petition of applicants for reconsideration by Commission of order of 
division 4 of September 30, denying temporary authority under see. 
tion 210a(b), denied. 

No. 28800, Blytheville Chamber of Commerce et al. vs. A. & R, et 

al. Petition filed by southern and southwestern defendants to review 
examiner’s ruling and strike from record Exhibit No. 273 and all 
testimony in connection therewith denied. 
MC 74721 Sub. No. 1, Motor Cargo, Inc., common carrier applica- 
tion. Report and order of July 29, in so far as they grant authority 
to operate over routes 1 to 7 inclusive, of appendix D of such report, 
modified so as to authorize issuance to applicant, on compliance with 
sections 215 and 217 of interstate commerce act and rules and regy- 
lations thereunder, of a certificate, restricting service over routes 
hereinbefore mentioned, as follows: ‘‘Applicant shall not transport traf- 
fic between any two points both of which are in the territory east 
of a line drawn through Buffalo, N. Y., and Pittsburgh, Pa.’’ This 
order shall become effective December 26, unless prior thereto any 
party-in-interest shall show cause, if any there be, in writing verified 
under oath, why report and order of July 29 should not be modified 
in manner described above. 


FINANCE APPLICATIONS 


MC F-2026. Sherburne Transportation Co., Inc., a water carrier 
of Plaquemine, La., asks authority to purchase common carrier truck 
rights of Thomas S. Seely, dba Seely Transportation Line, New Or- 
leans, La., under MC 44149. 

MC F-2027. Carlo Transportation Co., Inc., Newark, N. J., asks 
authority to purchase certain operating rights as motor carriers of 
Frank Pierro and Alphonse Pierro, dba Pierro Bros., Cliffside, N. J., 
under MC 31209. 


MC F-2028. Rohweder Truck Lines, Inc., Pipestone, Minn., asks 
authority to purchase, and temporarily to lease, a portion of the in- 
terstate common motor carrier rights of Holdcroft Transportation, 
Sioux City, Ia., under MC 24930. 

Finance No. 14023. Stamford & Northwestern Railway Co., asks 
authority to extend from February 1, 1939, to February 1, 1954, the 
obligation and lien of its matured and outstanding first mortgage six 
per cent bonds, in the principal amount of $1,872,880. Applicant said 
it had obtained the consent of the owner of all of the outstanding 
bonds to the extension. 


Finance No. 13466. Supplemental. Union Pacific Railroad Co. asks 
authority to amend the lease of certain equipment, for which appli- 
cant had been authorized to issue $13,250,000 of equipment trust certifi- 
cates, series G. Applicant said that, by an order of the War Produc- 
tion Board, it would not be permitted to construct 1,251 of a proposed 
1,523 steel box cars, but that W. P. B. had authorized the construc- 
tion and delivery to applicant of certain other equipment. Applicant 
asks authority to amend the lease so that the trust equipment therein 
defined shall consist of the original equipment (exclusive of the 
eliminated equipment) plus the substituted equipment, and to use the 
proceeds of the sale of its equipment trust certificates, series G, to 
acquire possession of, the right to use, and ultimately the title to this 
equipment. 

Finance No. 11829, Supplemental. Texas Transportation Co. asks 
authority to extend the maturity date, and to reduce the interest 
rate, on its outstanding first mortgage notes in the principal sum of 
$34,500. Applicant said the notes matured October 15, 1938, and pro- 
vided for interest at the rate of 6 per cent per annum, and that it did 
not have funds available for paying the notes. Applicant said that 
all of the note holders had consented to the extension of the maturity 
date of the principal of the notes to August 15, 1947, and to the reduc- 
tion of the interest rate thereon to 3 per cent per annum, effective 
October 15, 1942. 

MC F-2030. Interstate Motor Freight System, Grand Rapids, Mich., 
asks authority to purchase all of the tangible assets of Wesson Co., 
Indianapolis, Ind., and all of its intrastate and interstate operating 
rights; and asks for temporary authority to operate. 


MC F-2031. Lyon Van Lines, Inc., Los Angeles, Calif., asks al: 
thority to purchase certain radial operating rights of Lyon Van & 
Storage Co., Los Angeles, Calif., as to transportation as a commol 
carrier of household goods between specified points in California, ove 
irregular routes. Applicant said that application represented an 4t- 
tempt by the parent corporation, as transferor, and its wholly-owned 
subsidiary, as transferee, to segregate satisfactorily, from an operat: 
ing point of view, long-haul business from short-haul business in the 
transportation of household goods, in order to eliminate as much a 
possible empty or partially empty operation of equipment. 

MC F-2032. Smoky Mountain Stages, Inc., Asheville, N. C., asks 
authority to purchase by issuing stock certain intrastate and interstate 
operating rights of Inter-Carolinas Motor Bus Co., Asheville, N. C. 

MC F-2033, L. F. Miller and F. D. Miller, dba Miller & Miller 
Freight Lines, Wichita Falls, Tex., asks authority to purchase ce” 
tain property and operating rights of Davis Transportation Co., Lub 
bock, Tex. 


CHANGES IN DOCKET 


Hearing MC 103157 Sub. 1, November 23, El Paso, Texas, cancelet 
Hearing MC 69745, November 27, Pittsburgh, is postponed to dal? 
to be fixed. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Aleoholiec Liquors 


Pointing out that Part II of the act does not confer on 
shippers the right to route their shipments, Examiner Charles 
H. Riegner, in MC C-315, Frankfort Distilleries, Inc., vs. Huber 
& Huber Motor Express, Inc., et al., has proposed that the rate 
sought to be collected on shipments of alcoholic liquors from 
Louisville, Ky., to Fargo, N. D., from November 2, 1940, to 
March 19, 1941, be found unreasonable. 

Two shipments, said the proposed report, were tendered 
under bills of lading in which was inserted a rate of 103 cents, 
with routing instructions which specified the originating car- 
rier only. Three further shipments were tendered under bills 
of lading, showing the aforementioned rate, together with 
routing instructions. Seventeen months prior to the ship- 
ments, the carrier mentioned in the three shipments which 
carried routing instructions, said the report, withdrew its 
participation, making the rate applicable over the specified 
route 129 cents as provided in Central States Motor Freight 
Bureau’s MF I. C. C. No. B-61 (W. L. Meyers series). 

Huber & Huber, said the report, failed to direct com- 
plainant’s attention to the conflict between the routing in- 
structions and the rate inserted in the bills of lading and for- 
warded the shipments over the specified route. Charges were 
collected at the rate of 103 cents, said the report, and later 
complainant was presented with undercharge bills. The re- 
port pointed out that part II of the act authorized the estab- 
lishment of through routes and joint rates, in which case it 
was the duty of the carriers parties thereto to establish just 
and reasonable regulations. It was the initial carrier’s duty, 
said the report, where he has a choice of routes available, 
to forward an unrouted shipment over the lowest-rated route, 
and to call to the shipper’s attention any conflict between the 
route and the rate inserted in a bill of lading. The report 
said that the Commission had repeatedly held that a carrier 
responsible for the publication of a rate must protect it, and 
failure to protect the rate of 103 cents in this instance resulted 
in the exaction of unjust and unreasonable rates. Such prac- 
tices, the report said, might also result in the giving of un- 
reasonable preference or advantage to a particular person, or 
in subjecting that person to unjust discrimination or prejudice. 


Tin and Terne Plate 


In a proposed report in fourth section application No. 
19339, Tin Plate to Texas Ports and New Orleans, La., em- 
bracing fourth section applications Nos. 19431, 19618 and 
19619, Same, Examiner William B. Wilbur has recommended 
that the Commission grant authority to establish and main- 
tain various reduced, water-competitive rates, on tin plate and 
terne plate, in carloads, minimum 100,000 pounds, from the 
Chicago, St. Louis, Birmingham, Pittsburgh and Baltimore dis- 
tricts to Beaumont, Houston, Port Arthur and Dallas, Tex., 
a observing the long-and-short-haul provisions of sec- 
ion 4, 

Temporary relief was authorized by fourth section order 
No. 14439, said the examiner, and the proposed rates became 
effective November 17. The report proposed that applicants 
be authorized to establish and maintain over certain routes, 
for the transportation of tin and terne plate, in carloads, min- 
‘mum 100,000 pounds, the following rates: (1) To Beaumont, 
Houston, Port Arthur and Dallas, Tex., and New Orleans, 
La., (a) from St. Louis, Mo., East St. Louis and Granite City, 
Il, rates of 35 cents for 100 pounds, (b) from Chicago, Iil., 


' and Gary, Ind., and points in the Chicago switching district, 


Tates of 43 cents for 100 pounds, (c) from Pittsburgh, Pa., and 
other points in central territory including points from which 
fsé rates were to be held as maxima, as described in the ap- 
Dlications, rates of 55 cents for 100 pounds, and (d) from Bal- 
timore and Sparrows Point, Md., and from intermediate points 
In trunk line territory from which the rates from Baltimore 
and Sparrows Point would be observed as maxima, rates of 
0 cents for 100 pounds; and (2) to Beaumont, Houston, Port 

hur, and Dallas, Tex., from Birmingham, Bessemer, Ens- 
ey, Fairfield and North Birmingham, Ala., rates of 35 cents 
“4 100 pounds. The report further proposed that applicants 
ve authorized to maintain higher rates from, to, and between 
intermediate points; provided that such rates not be increased 
€xcept as authorized by the Commission, and provided that 


they should not exceed the lowest combination of rates subject 
to the act. 

The proposed report provided also that the relief should 
not apply to indirect lines or routes where the distance over 
the direct line or route (a) did not exceed 1,000 miles, and the 
longer route was more than 50 per cent circuitous; and (b) 
exceeded 1,000 miles and the longer line or route was 331/3 
per cent circuitous. The proposed report provided that where 
the distance over the short line or route exceeded 1,000 miles, 
and the distance over the longer line or route did not exceed 
1,500 miles, relief would apply to such longer route, even 
though it was more than 33 1/3 per cent circuitous. 

The report said that a protestant contract carrier by water 
had showed charges, as published, from the carrier’s wharf at 
Chicago to a wharf at Port Arthur, under conditions which re- 
quired various accessorial charges. The report said that an 
analysis of the total cost of transportation by barge from Chi- 
cago to Port Arthur was shown to include, among other items, 
70 cents a ton for unloading and 20 cents for wharfage. 
report said that the items of 20 cents for wharfage and 70 
cents for unloading at destination represented the maintenance 
and operation of the shipper’s private wharf at Port Arthur, 
and unloading the barge at that wharf. The report continued: 


To include those items in the cost to ship by barge is equivalent to 
the rail carriers adding to their rates for comparative purpose the ex- 
penses incurred and assumed by receivers of carload shipments by rail 
for the maintenance and operation of their private facilities provided 
for that purpose and the expense of unloading cars spotted at those fa- 
cilities for unloading. The rail rates do not include such items, not- 
withstanding the receivers of carloads by rail incur similar expenses, 
which, if ascertainable, could similarly be considered as part of the 
latters’ cost to transport by rail. In these circumstances, and for com- 


parative purposes, the items in question should be eliminated from 
that cost... 


Generally, said the report, the proposed rates yielded from 
30.1 to 53.4 cents a car-mile on the basis of the minimum 
weight of 100,000 pounds, as compared with 23.28 and 27.95 
cents a car-mile, which represented the average car-mile earn- 
ings for all traffic of the railroads of the western and eastern 
districts, respectively, for 1940. It was concluded, said the 
report, that the proposed retes were reasonably compensatory 


on tin and terne plate over routes restricted by the circuit 
limits specified. 





MODERN TRANSFER RIGHTS PURCHASE 

Saying that undertakings such as were proposed in MC 
F-1872, Modern Transfer Co., Purchase, Lehigh Valley Trans- 
portation Co., should be supported by strong and clear evidence 
and definite terms and conditions for consideration by the Com- 
mission, and that such was not the case here, Examiner Frank 
A. Clifford has recommended denial of the application of 
Modern to purchase certain operating rights and property of 
Lehigh Valley Transportation Co. Directly related to the pro- 
posed transaction, said the report, was a proposal, by Modern, 
to purchase office furniture and equipment, and to take assign- 
ment of freight interchange agreements of Lehigh Valley 
Transit Co., a railway operating by electric power in interstate 
and in intrastate freight service. The chief objection to the 
proposal, said the examiner, was in the proposed operating 
agreement between Modern and the railway. It was not clear, 
he said, which would conduct and be responsible for the rail 
transportation. From a tariff standpoint, he said, it was evi- 
dent that Modern (viewed as a shipper) would receive a de- 
cided preference over the general shipping public in charges 
for transportation performed by the railway. The application, 
said the report, was opposed by rail carriers in official-classifi- 
cation territory, and by four motor carriers. 


Proposed Reports 
Anthracite 


I. and S. M-2036, Anthracite Coal, Pennsylvania to New 
York Points. By Examiner W. T. Cantrell. New motor carrier 
commodity rates on anthracite from Pennsylvania origins to 
many points in New York proposed by Monroe & Davis Coal, 
Inc., of Auburn, N. Y., unjust and unreasonable. Schedules filed 
to become effective June 18, 1942, and suspended until January 
18, 1943, on protest of rail carriers in trunk line térritory, pro-< 
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posed to be ordered canceled and proceeding discontinued. The 
examiner said there was a serious doubt that the proposed rates 
would yield costs of operation, especially in view of the fact that 
they included the cost of making delivery of shipments, a serv- 
ice for which an additional charge was usually made. 


Bananas and Cocoanuts 


Fourth Section Application No. 18990, Bananas and Cocoa- 
nuts from Gulf Ports and Rio Grande River Crossings. By 
Examiner W. M. C. Cheseldine. Recommends grant of author-. 
ity, on conditions, to establish and maintain rates on bananas 
and cocoanuts, in straight or mixed carloads, from Gulf ports 
and Rio Grande crossings to destinations in Colorado to Chey- 
enne, Wyo., and Concordia and Norton, Kan., without observ- 
ing the long-and-short-haul part of the fourth section. 


Bus Fares 


MC C-298, Public Service Commission of Nevada vs. Dave 
Wolzinger. Bus fares of defendant, doing business as Pony 
Express Stages, of Los Angeles, Calif., between certain points 
in California, Nevada, and Utah, proposed to be found not 
unjust or unreasonable, and dismissal of complaint proposed. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-aay 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type 
«th name of town or city following.) 


lowa (Laurel)—MC 24630, Sub. 2, Schnathorst Truck 
Lines, extension. Dismissal of application proposed, at appli- 
cant’s request. Agricultural implements and farm machinery 
from points in Illinois to Laurel, Ia., and points in Iowa within 
a radius of 40 miles. 

lowa (Des Moines)—-MC 53496, Sub. 3, George E. Fender, 
extension. Denial of permit proposed. Canned goods and con- 
diments, between Amboy, DeKalb and Eola, Ill., on the one 
hand, and, on the other, points in a specified area in Iowa; 
packing house products from Cedar Rapids and Mason City, Ia., 
respectively to Chicago, Ill.; and packing house supplies from 
Chicago to Des Moines, Cedar Rapids and Mason City, over 
irregular routes. 

Virginia (Staunton)—-MC 55604, R. N. Smith and R. R. 
Smith, common carrier. Certificate proposed as to continuance 
of operation. General commodities, with exceptions, between 
points in Augusta, Rockingham and Rock Bridge counties, Va., 
on the one hand, and, on the other, points in N. C., 8. C., Md., 
W. Va., Del., N. J., D. C., New York commercial zone, and 
points in a specified area of Pa.; petroleum products in con- 
tainers from Baltimore, Md., to Covington and Clifton Forge, 
Va.; and empty petroleum containers in the reverse direction. 

Missouri (St. Louis)—-MC 61616, Sub. 26, Missouri Pa- 
cific Transportation Co., extension. Certificate proposed. Pas- 
sengers and their baggage, and express, newspapers and mail 
in the same vehicle with passengers, between certain points 


on U. S. highway 81 and Salina air base and Smolan, Kan., 
over specified route. 


Pennsylvania (Olyphant)—MC 103548, Sub. 1, Benjamin 
L. Klein, contract carrier, embracing MC C-332, B. L. Klein, 
Transportation for Compensation. Dismissal of application and 
discontinuance of proceeding proposed, on finding applicant’s 
operations to be those of a private carrier by motor vehicle, 
not subject to the provisions of the act. Finished dresses from 
Olyphant, Pa., to Yonkers, N. Y.; samples, hangers, piece goods, 
buttons, trimmings, and other materials in the reverse direction. 

Ohio (Columbus)—-MC 12267, William S. Merriman, Bro- 
ker Application. License proposed, as broker of transporta- 
tion by motor vehicle of clay products and building materials, 
between points in Ohio, Indiana and Pennsylvania. 

Indiana (Kokomo)—MC 52641, Sub. 4, Ross Transit Co., 
Inc., extension. Denial of permit proposed. Special commodi- 
ties, between certain points in Mich., Ill., Ind., Iowa, Ohio, Mo. 
and Ky., over irregular routes. 

lowa (Pleasantville)—S. M. Haeberlin, extension. Cer- 
tificate proposed. Hardware, building material, fencing and 
nails, from Chicag>? and Chicago Heights, Ill., on the one hand, 
to points within a radius of 15 miles of Pleasantville, Ia., in- 
cluding Pleasantville, on the other, over irregular routes. 

Virginia (Norfolk)—-MC 66773, T. H. Motor Lines, Inc., 
common carrier. Certificate proposed as to continuance of op- 
erations. General commodities, with exceptions, between 


Hampton, Newport News, Portsmouth, Fort Story and Sewalls 


Point, Va., and points in a specified area of Virginia, on the 
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one hand, and points in a specified area of North Carolina, over 
irregular routes. : 

Virginia (Norfolk)—-MC 6773, T. H. Motor Lines, Inc., ex- 
tension. Certificate proposed as to continuance of operations, 
General commodities, with exceptions, between points enumer- 
ated in proposed report next above, and between Roanoke Rap- 
ids, Henderson, Raleigh, Durham, Greensboro, High Point, Wil- 
son and Charlotte, N. C., on the one hand, and points in a 
specified area of North Carolina, over irregular routes, except 
that any duplication of authority granted in MC 6773 shall 
constitute a single operating right. 

West Virginia (Wiley Ford)—MC 103842, Sub. 1, Benjamin 
Franklin Hartman, common carrier. Denial of certificate pro- 
posed. Passengers between Fort Ashby, W. Va., and Amcelle, 
Md., serving intermediate points, over specified routes. 

Texas (Phillips)—-MC 89825, Sub. 1, John Buss, extension. 
Denial of certificate proposed. Oil well equipment and supplies 
between certain oil field locations in Oklahoma, Kansas, and 
New Mexico, and Carson, Hutchinson, Gray, and Moore coun- 
ties, in Texas, over irregular routes. 

Pennsylvania (Philadelphia)—-MC 73865, Hugh F. Gannon, 
common carrier. Certificate proposed on further hearing as to 
continuance of operation. Paper, and paper products, from 
Philadelphia, Pa., to Camden, Princeton, and Trenton, N. J., 
points in New Jersey within 20 miles of the city hall in Cam- 
den, and points in Pennsylvania within 25 miles of the city hall 
in Philadelphia; rejected shipments of paper products on re- 
turn to Philadelphia, over irregular routes. 

Ohio (Cincinnati)—-MC 37716, Sub. 6, C. & D. Motor De- 
livery Co., extension. Denial of certificate proposed. Recom- 
mended that application for permanent authority be construed 
as one for temporary authority and that the Commission, on its 
own motion, give consideration to the issuance of an order 
granting temporary authority. General commodities, with ex- 
ceptions, between Hamilton, Ohio, and Liberty, Ind., over desig- 
nated alternate routes; between Dayton, Ohio, and junction of 
U. S. highways 35 and 40 east of Richmond, Ind., over U. S. 
highway 35; between Dayton and Springfield, Ohio, and between 
Springfield and Xenia, Ohio, over specified routes, without serv- 
ice at intermediate points. The report said that the granting 
of temporary authority to operate over the described routes 
would result in a substantial reduction in mileage from that 
now used, would result in a saving in operating costs and in 
the wear and tear of tires and equipment, and would, there- 
fore, be in furtherance of the war effort. 

lowa (Audubon)—MC 16522, Sub. 1, Walter L. Williams, 
extension. Certificate proposed. Live stock, between Audubon, 
Ia., on the one hand, and, on the other, Kansas City, Kan., Kan- 
sas City and St. Joseph, Mo., over a specified route;; sand and 
gravel from Plattsmouth, Neb., to Audubon, Ia., over a specified 
route, including the intermediate and off-route points within 8 
miles of Plattsmouth for pick-up only, and the intermediate 
and off-route points within 25 miles of Audubon for delivery 
only, and with no return transportation for compensation. 

Texas (Waco)—MC 30867, Sub. 25, Central Freight Lines, 
Inc., extension. Certificate proposed. General commodities, 
with exceptions, between New Braunfels, Tex., and Seguin, 
Tex., over Texas highway 46, with service at all intermediate 
points. 

Ohio (Ironton)—MC 50404, Sub. 4, T. B. Longshore, ex- 
tension. Permit proposed. Steel, steel products, and materials 
and supplies used in the operation and maintenance of plants 
producing steel and steel products, between Ashland, Ky., on 
the one hand, and, on the other, Buffalo, N. Y., and Butler, Pa.; 
material and supplies as aforementioned between Middletown, 
Ohio, on the one hand, and, on the other, Buffalo, N. Y., and 
Butler, Pa.; and steel and steel products from Buffalo, N. Y., 
and Butler, Pa., to Middletown, Ohio, over irregular routes. 

New York (New York)—MC 101164, New York, Susque- 
hanna & Western Railroad Co., Walter Kidde, Trustee, com- 
mon carrier. Certificate proposed. General commodities, over 
city streets and unnumbered highways, via Maywood and 
Rochelle Park, N. J., serving those points as_ intermediate 
points, subject to the conditions that such service by motor 
vehicle be limited to service auxiliary to or supplemental of 

applicant’s rail service, and that applicant shall not serve any 
point not a station on its rail line. : 

California (San Francisco)—-MC 78787, Sub. 23, Pacific 
Motor Trucking Co., extension. Permit proposed. New auto- 
mobiles, new trucks, new busses, in truckaway and driveaway 
service, in initial movement, from Oakland, Calif., to Tonopah 
and Hawthorne, Nev., and to all points in Nevada which are 
stations on the rail lines of the Southern Pacific Co., over Il 
regular routes. Report also proposed finding that holding by 
applicant of certificates as a common carrier and a permit as 
a contract carrier would be consistent. 

lowa (Missouri Valley)—MC 93796, Sub. 1, A. J. Mace, 
extension. Certificate proposed. Livestock, from Missour! Val- 
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ley, Ia., to Omaha, Neb., serving the intermediate and off-route 
points in Iowa within 15 miles of Missouri Valley for pick-up 
only, and return with no transportation for compensation, over 
irregular routes. ’ 

New York (Chautauqua)—-MC 96508, Chautauqua Institu- 
tion, common carrier. Certificate proposed. General commodi- 
ties, which have moved or will move in baggage or express 
service, between Chautauqua and Mayville, N. Y., over a speci- 
fied highway. 


MOTOR FINANCE CASES 

MC F-2019, Consolidated Freightways, Inc., purchase—Jedd Jones 
et al. Application for authority under section 210a(b) of Consolidated 
Freightways, Inc., of Portland, Ore., for temporary operation of motor- 
carrier rights of Jedd Jones, Jr., Lawrence Jones and T. G. Tapper, 
doing business as Jones Motor Line, of Malad City, Ida., denied. 

MC F-1553, Consolidated Freightways, Inc., purchase—Pacific In- 
termountain Express Co. On petition of Consolidated Freightways, 
Inc, Portland, Ore., filed November 4, 1942, prior order, dated Sep- 
tember 19, 1942, modified to exclude authority for purchase of operat- 
ing rights of Pacific Intermountain Express Co, between Salt Lake 
City, Utah, and Pocatello, Ida., via Ogden, Brigham, and Logan, Utah, 
and Downey, Ida., and via Brigham and Tremonton, Utah, and Downey, 
serving all intermediate and specified off-route points. 

MC F-1874, H. J. Jeffries, purchase—J. E. Hilditch, Inc. Purchase 
by H. J. Jeffries, doing business as H. J. Jeffries Truck Line, of 
Oklahoma City, Okla., of operating rights of J. E. Hilditch, Inc., of 
Tulsa, Okla., approved and authorized, subject to condition. 

MC F-1910, Norfolk Southern Bus Corporation, purchase—Virginia- 
Carolina Transportation Company. Purchase by Norfolk Southern Bus 
Corporation, of Norfolk, Va., of certain operating rights of Virginia- 
Carolina Transportation Company, of Edenton, N. C., approved and 
authorized, subject to conditions. 

MC F-1892, The Santa Fe Trail Transportation Company, purchase 
—R. G. Spitzer. Purchase by The Santa Fe Trail Transportation Com- 
pany, of Wichita, Kans., of certain operating rights and property of 
R. G. Spitzer, doing business as Rio Grande Truck Lines, of Albu- 
querque, N. M., approved and authorized, subject to conditions. 

MC F-1950, East Texas Motor Freight Lines, lease—G. H. Cook. 
Lease by East Texas Motor Freight Lines, of Dallas, Texas, of operat- 
ing rights of R. C. Crawford, doing business as Crawford Truck Lines, 
of San Antonio, Texas, approved and authorized, subject to condition. 

MC F-1961, W. F. Williams, lease—Burlington Transportation Com- 
pany. Lease by W. F. Williams, doing business as Pop Corn Trail 
Stages, of Grand Island, Neb., of certain operating rights of Burling- 
ton Transportation Company, of Chicago, Ill., approved and authorized, 
subject to condition. 

MC F-1917, The Norwalk Truck Line Company, purchase—Charles 
and Fred DeCarbo. Purchase by The Norwalk Truck Line Company, 
of Norwalk, Ohio, of operating rights and certain property, and lease 
of certain other property, of Charles and Fred DeCarbo, partners, 
doing business as DeCarbo Express Company, of New Castle, Pa., 
approved and authorized, subject to condition. 

MC F-1878, Robert Blaske, Inc., purchase—Robert Blaske; The 
Willett Company, -control—Robert Blaske, Inc. Purchase by Robert 
Blaske, Inc., of Cedar Lake, Ind., of operating rights and property of 
Robert Blaske, doing business as Robert Blaske Co., of Chicago, IIl., 
and concurrent acquisition of control of the former by The Willett 
Company, also of Chicago, through ownership of stock, approved and 
authorized, subject to conditions. 


PETITIONS FOR REHEARING, ETC. 

W-670, Canai Operating Co., Inc., common carrier application. 
McLain Marine Corporation asks reopening and formal hearing. 

No. 28906, S. H. Kress & Co. vs. Newtex Steamship Corporation. 
Newtex Steamship Corporation asks that complaint be made more 
definite and certain and that it be granted additional time to file its 
answer, 

W-670, Canal Operating Co., Inc., common carrier application. 
he E. Hedger Transportation Corporation asks reopening and formal 
earing, 

MC C-158, food products between Baltimore and Pittsburgh. Rail 
carriers ask reconsideration. 

MC F-1936, Refiners Transport & Terminal Corporation, lease, 

Marshall Transport Co., Inc. Coastal Tank Lines, Inc., M. I. O’Boyle 
& Sons and Richard F. Kline ask revocation of temporary authority to 
lease operations of Marshall Transport Co., Inc., by applicant. 
_ No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 to permit publication 
of rates in cents a 100 pounds (subject to Ex Parte 148 increases) 
set forth in petition, on acid, sulphuric, in tank cars, carloads, mini- 
mum weight subject to Rule 35 but not less than 45,000 pounds, from 
Baton Rouge, North Baton Rouge, Bossier City, Shreveport, La., Beau- 
Mont, Chaison, Ft. Worth, Houston and Port Arthur, Tex., to Atlas, 
Mo., without at the same time changing rates on same commodities 
from and to other points embraced in findings and orders herein. 


UNCONTESTED FINANCE CASES 

_Report and order in F. D. No. 13960, Rocky Mountain & Santa Fe 
ney Company Purchase, authorizing purchase by the Atchison, 
oe Santa Fe Railway Company of the properties of the Rocky 
Mountain & Santa Fe Railway Company. Approved. 

Report and order in F. D. No. 13956, Atchison, Topeka & Santa 
He Railway Co, et al. merger, authorizing merger of the properties of 
Rai Barton County & Santa Fe Railway Co., the California Southern 
allroad Co., the Corona & Santa Fe Railway Co., the Eldorado & 
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Santa Fe Railway Co., the Elkhart & Santa Fe Railway Co., the Grand 
Canyon Railway Co., the Minkler Southern Railway Co., the Oklahoma 
Central Railroad Co., the Salina & Santa Fe Railway Co., the Santa 
Fe & Los Angeles Harbor Railway Co., and the Verde Valley Railway 
Co., or any of them, into the Atchison, Topeka & Santa Fe Railway 
Co., for ownership, management and operation. Approved. 

Report and order in F. D. No. 13959, Laton & Western Railroad 
Co. et al. merger, authorizing merger of the properties of the Laton 
& Western Railroad Co, into the California, Arizona & Santa Fe Rail- 
way Co. for ownership, management and operation. Approved. 


Suspended Tariffs 


‘Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules aot reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2137, the Commission has suspended from 
November 20, 1942, until June 20, 1943, the operation of certain 
schedules as published in tariff MF-I. C. C. No. 4 of George 
Ward Campbell, Keller, Va. The suspended schedules pro- 
pose to establish new less-truckload and 10,000-pound com- 
modity rates on steel posts, steel roofing, and wire products 
from Allentown, Pa., to Delaware and Maryland destinations. 

In I. and S. M-2138, the Commission has suspended from 
November 23 until June 23 the operation of certain schedules 
as published in supplement No. 15 to joint tariff MF-I. C. C. 
No. 78 (Earle C. Doebener series) of Eastern Motor Freight 
Conference, Inc., Agent, Hartford, Conn.; supplement No. 27 
to tariff MF-I. C. C. No. A-49 of Middle Atlantic States Motor 
Carrier Conference, Inc., Agent, Washington, D. C., and other 
tariffs. The suspended schedules propose to cancel present com- 
modity rates on bicycles from Westfield, Mass., to various 
points in Connecticut, Delaware, Massachusetts, Maryland, New 
Jersey, New York, Pennsylvania, Rhode Island and the District 
of Columbia, and to establish increased class and commodity 
rates in lieu thereof. The following is illustrative: 


From Westfield, Mass., to Baltimore, Md., present rate, any quan- 
tity, 149; proposed rate, any quantity, 164. From Westfield, Mass., to 
Philadelphia, Pa., present rate, any quantity, 95; proposed rate, any 
quantity, 143. From Westfield, Mass., to Stamford, Conn., present rate, 
any quantity, 71; proposed rate, any quantity, 77. From Westfield, 
Mass., to Albany, N. Y., present rate, any quantity, 68; proposed rate, 
0-5999 pounds, 87; 6000 pounds, 78. 


In I. and S. M-2140, the Commission has suspended from 
November 26 until June 26, the operation of certain schedules 
as published in tariff MF-I. C. C. No. 3 of R. N. Ellsworth, 
dba Ellsworth Sales Co., Eagle Grove, Ia. The suspended 
schedules propose to establish new or reduced commodity rates 
on dairy products from Elmore, Minn., and numerous points 
in Iowa to Chicago, Ill., and from the same origin territory and 
Chicago to various eastern points; also on various commodities 
from eastern points to Chicago and from eastern points and 
Chicago to destinations in Iowa; also new rules affecting those 
rates. 

In I. and S. M-2139, the Commission has suspended from 
November 25 until June 25, the operation of certain schedules 
as published in tariff MF-I. C. C. No. 4 of Eastern Motor 
Freight Lines, Inc., Plainfield, N. J. The suspended schedules 
propose to establish reduced commodity rates in less-truck- 
loads and subject to minima of 10,000 and 18,000 pounds on 
mineral wool (rock or slag) from South Plainfield, N. J., to 
various points in Connecticut, Massachusetts and Rhode Island. 


Cancellation of Rule 15 


Many protests have been filed with the Commission against 
the proposal of the railroads to suspend for the duration of 
the present emergency and six months thereafter the operation 
of Rule 15 of the Consolidated Freight Classification and ref- 
erence in Rule 16 to Rule 15, effective December 1. The rail- 
roads seek suspension so as to permit full operation of O. D. T. 
general order No. 18 relating to the maximum use of carload- 
ing space and motive power. 

Rule 15 forbids higher charges on less-carload shipments 
than on carloads, that is, if the load is less than the carload 
minimum but the charges, at the less-carload rate, are higher, 
then the charges will be computed at the carload rate (see 
Traffic World, Oct. 24, p. 975). Section 1 of Rule 16 provides 
that when both C. L. and L. C. L. ratings are provided for 
the same articles, the L. C. L. rating applies to a quantity of 
freight less than the minimum weight provided for carloads. 

Many of the protestants took the position that the suspen- 
sion would be contrary to O. D. T. No. 18, and would result in 
increased charges. 

The railroads now have revised section 1 of Rule 16 to 
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the Consolidated Freight Classification No. 15, in supplement 
a 19, effective December 1 on 10 days’ notice, to read as 
follows: 


When both C. L. and L. C. L. ratings are provided for the same 
articles, the L. C. L. rating applies to a quantity of freight less than 
the minimum weight provided for carloads unless such quantity is 
tendered for shipment as a carload subject to the C. L. minimum 
weight and rate. 


The foregoing revision gives the shipper a choice between 
the C. L. and L. C. L. weight and rate before shipment is made, 
and, according to Commission officials, probably will result in 
withdrawal of many of the protests. 

Among the protests received by the Commission were the 
following: Rubber Manufacturers Association, Inc., New York, 
N. Y.; National Industrial Traffic League; El Paso (Tex.) 
Chamber of Commerce and El Paso Freight Bureau; Indiana 
State Chamber of Commerce; Wisconsin Manufacturers Asso- 
ciation; Eastern Meat Packers Association; Railroad Commis- 
sion of Texas; Paraffine Companies, Inc.; Independent Steel 
Traffic Association, Pittsburgh, Pa., district.; Texas Industrial 
Traffic League; Jessop Steel Co., Washington, Pa.; and the De- 
troit Board of Commerce. 

The Jessop Steel Co. said it felt that cancellation of Rule 
15 was unfair to shippers and unnecessary for the railroads 
at present. It said it believed that it was contrary to section 
500.27 of O. D. T. order 18, notwithstanding the carriers’ con- 
tention that it was to comply with that order. In the case of 
smaller companies, it added, it would make it necessary for an 
increase in personnel and the acquisition of additional tariffs 
to check both the C. L. and L. C. L. rate in every instance 
before shipments were tendered to the carrier. 

The Texas Industrial Traffic League said it understood that 
the tariff publishing agents desired to suspend the operation 
of Rule 15 solely for the purpose of preventing shippers tender- 
ing as less-carload traffic at carload rates shipments which 
weighed less than required by O. D. T. order 18, revised, thus 
enabling shippers to nullify the provisions of O. D. T. 18. It 
said it was in sympathy with that move and would not object 
to having the rule revised so that it would read substantially 
as follows: 


Shipments of freight in quantities of less than the applicable tariff 
carload minimum weights, when loaded in cars by shippers and ten- 
dered to carriers to be transported as carload shipments, shall be ac- 
cepted and handled by carriers as carload shipments and the charges 
thereon shall be based upon the applicable tariff carload rates applied 
to the published tariff minimum weights applicable in connection with 
such carload rates, provided that the car is loaded to full visible ca- 
pacity or otherwise in compliance with governmental orders governing 
loading of cars. 


However, the League added, the suspension of Rule 15 in 
its entirety would create charges which “are exorbitant and 
unreasonable in violation of section 1 of the act.” 

The Commerce and Industry Association of New York said 
if operation of Rule 15 were suspended it would, in many cases, 
result in higher delivered prices and thus be inflationary in 
effect. The association protested the suspension unless, it said, 
“some. provision is made that when both carload and less-car- 
load ratings are provided for the same article the less-carload 
rating applies to a quantity of freight less than the minimum 
weight provided for carload unless such quantity is tendered 
for shipment as a carload subject to the carload minimum 
weight and rate.” 

The National Industrial Traffic League, said the setting 
aside of Rule 15 would establish a practice and result in charges 
for transportation which would be unjust and unreasonable in 
violation of section 1 of the interstate commerce act. That, 
it said, would be true as to shipments of property “ which are 
governed by terms of O. D. T. order No. 18, or other cirections 
and prohibitions of government agencies affecting transporta- 
tion by railroad.” That, it added, would be true also as to in- 
numerable movements of property which were exempted from 
the terms of such orders and prohibitions, including munition 
materials and articles of highest priority status. 

W. J. Kelly, assistant to the vice-president of the Associa- 
tion of American Railroads, in an answer on behalf of all 
railroads parties to the Consolidated Freight Classification to 
protests and petitions against the suspension of Rule 15, sub- 
mitted that suspension of the rule for the duration of the 
emergency was reasonable and necessary if the railroads were 
to handle less-carload and carload—each in its own field— 
freight as required by general orders O. D. T. No. 1 and No. 
18, revised, and that any other course of procedure would lead 
inevitably to abuse of equipment, loss or car days and provide 
a fertile field for wholesale circumvention of the provisions of 
both orders. 

Mr. Kelly asked that the petitions to which his answer was 
directed and any other petitions of similar character seeking 
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“suspension and investigation of the suspension (not cancella- 
tion) of Rule 15 for the duration of the war emergency be 
not granted.” His answer was directed against petitions of 
the National Industrial Traffic League, Wisconsin Manufactur- 
ers’ Association, Detroit Board of Commerce, Indiana State 
Chamber of Commerce, El Paso Chamber of Commerce and FE] 
Paso Freight Bureau, Texas Industrial Traffic League, Eastern 
Meat Packers’ Association, Jessop Steel Co., Oakland Chamber 
of Commerce, Independent Steel Traffic Association, and Com- 
merce and Industry Association of New York. 

Several of the aforementioned petitions, Mr. Kelly declared 
had been answered in whole or in part by republication of 
Classification Rule 16, effective December 1, and Classification 
Rule 33, effective November 30, revised. These revisions in 
part, he said, were based on request of the Office of Defense 
Transportation. The substance is, he says, that L. C. L,. 
ratings apply to a quantity of freight less than the carload min- 
imum weight, but a shipper is given the privilege of tendering 
such a shipment as a carload either separately or in a mul- 
tiple load subject to the carload minimum weight and rate 
= general order O. D. T. No. 18, revised, is complied 
with. 

Some of the petitions, particularly that of the National 
Industrial Traffic League, Mr. Kelly said, were so vague and 
indefinite it was difficult to analyze and answer satisfactorily 
the broad allegations that had been made. For example, said 
he, the following appeared in the League’s petition: “The 
League submits it would not be just, or in the public interest, 
that shippers and receivers of freight should be penalized by 
paying higher charges on any lot of freight—carload or L. 
C. L.—by reason of compliance with the maximum loading re- 
quirements or other terms of O. D. T. orders.” There was 
nothing in the proposed suspension of Rule 15 that would result 
in such payments, said Mr. Kelly. 

Mr. Kelly referred to petitions of the Wisconsin Manufac- 
turers’ Association, the Detroit Board of Commerce, and the 
El Paso Chamber of Commerce and the El Paso Freight Bu- 
reau, and said “clearly these protestants are asking the Com- 
mission to require respondents to continue practices which 
were proper in normal times but wholly inconsistent with the 
provisions of the O. D. T. orders here involved.” 

Respondents, Mr. Kelly said, offered two types of service, 
namely, L. C. L., which is defined in revised Classification Rule 
16, and carload, which is defined in Classification Rule 14. It 
was reasonable in these times that the shipper should be re- 
quired to elect at the time he made the shipment which c 
these services he desired and to so indicate to the initial rail- 
road, said he. 

In substance, Mr. Kelly declared, the petitions argued that 
notwithstanding the provisions of general order O. D. T. 18, 
revised, a shipper was entitled to have transported by rail at 
carload rates minimum carload shipments, but his competitors 
were required to sell and ship freight in the quantities specified 
and required. 

“We submit,” said he, “that such a procedure would be 
wholly inconsistent with the principles of general order O. D. 
T. 18, revised; certainly it would lead inevitably to abuse of 
equipment and loss of car days.” 

Mr. Kelly said some of the protestants appeared to have 
the idea that single L. C. L. shipments were kept together 
in the same car. That, he said, was not necessarily the case. 
In order to make the minimum of ten tons now specified for 
merchandise cars, it was necessary frequently to sparate a 
single L. C. L. shipment into several cars. High density freight 
might be loaded on the floor of one car and light bulky freight 
loaded on the top in another car, said Mr. Kelly, adding: 

The charge for loading carload freight previously carried in section 
2 of Rule 15 has been cancelled because under the provisions of gen- 
eral order O. D. T. No. 18, revised, the railroads are not permitted 
to apply carload rates to shipments tendered as L.C.L.,’’ said Mr. 
Kelly. ‘‘Freight handled at carload rates must be loaded by the shipper 
in compliance with requirements of general order O. D. T. No. 18, 
revised. The only exception is where a railroad by tariff holds out the 
service of loading carload freight in which case the obligation under 
general order O. D. T. No. 18, revised, is on the railroad. 

In the present emergency it is reasonable that if a shipment is 
tendered as L.C.L. and is given L.C.L. service, the railroads should be 
compensated for that service by the payment of L.C.L. rates. A ship- 
per or his representative should not be permitted, after the transpor- 
tation has been completed, to claim carload rates on shipments which, 
under the terms of general order O. D. T. No. 18, revised, could not 
have been offered initially to the railroad as a carload. 

Under the provisions of amendment No. 2 to general order O. D. T. 
No. 1 the railroads are prohibited from handling L.C.L. freight in 
trap cars for the duration of the emergency. It is required that mer- 
chandise be brought to the railroad freight house by truck, dray or by 
some conveyance other than a railroad freight car. 


Mr. Kelly said reference was made in some of the petitions 
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to the fact that general order O. D. T. No. 18, revised, did 
not apply to shipments L. C. L. or carload on flat cars. By 
direction of the O. D. T., said he, no shipments were being 
handled on flat cars that could be accommodated in closed 
ears because flat cars were in great demand for moving war 
materials. 

“When a shipment which requires flat-car loading is of- 
fered as an L. C. L. shipment, it will be handled at the L. C. L. 
rate subject to the provisions of sections 2 and 3 of Rule 29,” 
said he. “If such a shipment is offered as a carload shipment, 
it will be handled at the carload rate subject to the carload 
minimum under the provisions of Rule 16 as it is to be revised 
effective December 1.” 


Wool and Mohair Rates 


The National Wool Growers Association, National Wool Mar- 
keting Corporation, National Live Stock Marketing Association, 
Pacific Wool Growers and the Live Stock Traffic Association 
have asked the Commission to deny the petition of the rail 
carrier respondents in No. 28863, Wool and Mohair Rates, re- 
questing that the issues in the proceeding relating to trans- 
portation of wool and mohair from and to all points in the 
continental United States by railroad, or partly by railroad and 
partly by water, be broadened so as to include rates, rules, 
regulations and practices of common and contract carriers by 
motor vehicle and by water lines as to their port-to-port opera- 
tions, except the water lines operating through the Panama 
Canal (see Traffic World, Nov. 21, p. 1228). 

The protesting wool and livestock organizations, in their 
answer, declare that respondents’ petition “is without merit.” 
Therefore, they say, the petition should be summarily denied 
for many cogent reasons, the principal of which are: 


First, the present scope of the investigation embraces common car- 
rier transportation wholly by railroad, or partly by railroad and partly 
by water when both are used under a common control, management, 
or arrangement for a continuous carriage or shipment. Obviously, 
it is wholly unsound to say, as respondents do, that in order for the 
Commission to fix lawful rates for such carriers it must concurrently 
investigate and fix the rates for common and contract motor carriers, 
also indepndent water carriers, especially in the light of the following. 

Second, there are no joint motor carrier and rail rates for the 
transportation of wool and mohair as a careful inspection of the tariffs 
and schedules on file with the Commission will show. Consequently, 
it irresistibly follows that if and when common or contract motor 
carriers transport wool and mohair on which there has been a prior 
or there is a subsequent movement wholly by railroad, or partly by 
railroad and partly by water, the carriers assess and the producers 
must pay the combination of the rates or charges over the interchange 
point or points. 

Third, the preponderance of the wool and mohair moving by truck 
is not hauled by either common or contract motor carriers but is 
transported by motor vehicles exempt from rate regulation as provided 
in section 203(b) (4a-5-6) of the act. .. 

Fourth, respondents are inconsistent. They ask that the instant 
investigation be broadened to include the independent water carriers 
between the Gulf ports and north Atlantic ports and the inland barge 
lines on the Mississippi, Ohio and Illinois rivers, but that the inter- 
coastal water carriers operating through the Panama Canal be not 
included in the investigation for the reason ‘‘that at the present time 
there is no movement via the Panama Canal and no likelihood of such 
movement during the war emergency, and what the situation may be 
thereafter cannot be anticipated.’’ The justification advanced by re- 
spondents for the exclusion of the intercoastal lines applies with equal 
force to the independent water carriers between the Gulf ports and 
north Atlantic ports. Moreover, apparently the same situation exists 
respecting the inland barge lines. It will be noted that respondents 
make no contention that there is at the present time any substantial 
movement of wool and mohair via those lines but assert: ‘‘It is be- 
lieved that such barge movement will tend to increase in the future.’’ 

Fifth, from the foregoing it is clear that the real purpose behind 
respondents’ petition is to escape prompt and comprehensive investiga- 
tion of their rates, rules, regulations and practices by involving the 
rates, rules, regulations and practices of other carriers, except the 
intercoastal water lines, which admittedly handle only a relatively 
small portion of the wool and mohair traffic, if any. In other words, 
respondents hope to enhance the scope of the instant investigation so 


that it will become unwieldy, difficult, expensive and impossible of any 
early conclusion. 


In a petition filed concurrently with the answer, the wool 
and livestock organizations have asked for reconsideration and 
cancelation of the Commission’s order of October 12, 1942, in 
18 proceeding, which denied their request that a cost study 
€ prepared by the Commission’s personnel and introduced in 
the record covering the transportation of wool and mohair 
throughout. the nation. Several years ago, the protestants said, 
id Commission created a cost section and had employed a 
med force of skilled accountants and experts in the per- 
Popes of such service. The protestants declared that they 
id not have such skilled personnel and they were without suffi- 
“ent funds to employ them. Therefore, they added, it was 
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impracticable for them to prepare and submit a cost study. If 
the Commission, in its judgment, felt that it lacked sufficient 
appropriation of funds to enable it to prepare and submit a 
special cost study in this proceeding, protestants said they re- 
quested that it then “submit herein the cost study prepared 
under the direction of and submitted by the Honorable Ford K. 
Edwards, principal economist in charge of the Commission’s 
cost section in docket No. 28300, Class Rate Investigation, and 
then require respondents to break down the short line distances 
between the representative origins and destinations recently 
furnished by them so as to reflect the actual short line distances 
embraced in each of the major rate-making territories cov- 
ered by Mr. Edwards’ cost study just referred to.” 

Agwilines, Inc., (Clyde-Mallory Lines), Lykes-Coastwise 
Line, Inc., Pan-Atlantic Steamship Corporation, Seatrain Lines, 
Inc., and the Southern Steamship Co., have asked the Commis- 
sion to deny the petition of the respondent rail carriers so far 
as it asked broadening of the investigation in No. 28863, Wool 
and Mohair Rates, to embrace port-to-port operations of water 
lines in connection with the transportation of wool and mohair. 
The request for denial is in answer to the rail petition. 

The rail petition sought inclusion of the port-to-port opera- 
tions but not operations through Panama Canal because, it said, 
there was no movement of wool and mohair in connection with 
those services at the present time and the likelihood that there 
would not be any movement in the present emergncy. 

The protesting water carriers said their operating condi- 
tions were analogous to the intercoastal water carriers. They 
stated that they had contributed their vessels in furtherance of 
the war effort to the same extent as the intercoastal lines, that 
their services were completely suspended the early part of this 
year, and that they had not handled any traffic in regular 
coastwise service and the possibility of moving wool and mohair 
or any other commodities for the duration was very remote. 
The protestants said they had of necessity been forced to 
curtail their personnel to such an extent that they could not, 
if called on, adequately defend themselves or properly present 
exhibits, tonnage reports or other data that the Commission 
might require. 

“The present rates on wool and mohair from Gulf ports 
to Atlantic seaboard territory are class rates prescribed by 
the Commission in I. C. C.. docket No. 13535, Consolidated 
Southwestern Cases, and regardless of whether the movement 
to the Gulf ports is via truck or rail, the same rate applies 
via the water carrier from the Gulf port,” says the protestants. 
“Consequently, the depressed rail rate to the Gulf port and not 
the water rate from the Gulf port is the controlling factor.” 


Allied Van Pooling 


Briefs of applicant and protestants in MC F-1775, Allied 
Van Lines, Inc., et al——Pooling, have been filed with the Com- 
mission. The briefs involved the question of whether the pro- 
posed pooling agreement was accurately described as such, 
or was actually a merger or consolidation. 

Applicant’s brief said that, under the application, which 
was made pursuant to section 5 (1) of the act, applicants sought 
authority to pool their entire intercity-interstate household 
goods traffic, the service provided in connection therewith, and 
the earnings arising therefrom, and to constitute Allied Van 
Lines, Inc., as their sole agency to conduct the pooled opera- 
tions. The brief said that Allied was an Illinois corporation, 
organized by members of the National Furniture Warehouse- 
men’s Association, in 1928. It began operations in that year, 
said the brief, in the transportation of household goods under 
arrangements whereby its agents solicited and booked traffic 
in its name and furnished vehicles for transportation in its 
name. 

In MC 15735, Allied Van Lines, Inc., Common Carrier 
Application, embracing MC 15735, Sub. 1, Same, Extension, 
applicant said it had filed an application for a certificate 
authorizing the continuance of these operations. The recom- 
mended report in that proceeding proposed to find applicant to 
have failed to establish that its operations had been or were 
those of a common or contract carrier. On issuance of the 
report, the instant brief said, steps were taken by the manage- 
ment to preserve, under the provisions of the act, the method 
of operation which had been pursued by Allied and its agents 
for more than fourteen years. The instant application, it said, 
had been filed to accomplish this result, and its primary pur- 
pose was to obtain such authority as might be necessary to 
continue its method of service. There was no intent, said the 
brief, to include in this application any rights which might be 
secured by Allied under the pending “grandfather” certificate. 
The brief said that if the instant application was granted, the 
certificate application would be withdrawn. 

The brief said that, under Section 5 (1) of the act, the 
statute defined the principal findings to be made by the Com- 
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mission in this proceeding as: 1. The proposed transaction came 
within Section 5 (1); 2. It would enable the pooling carriers to 
effectuate better service to the public, or economy in operation; 
3. It would not unduly restrain competition. 

The brief said that, as of the close of the hearing, Allied 
had 594 agents, of which 364 were pooling carriers. In support 
of the application, the brief said, applicants presented officers 
of nine pooling carriers as witnesses, and said it was stipulated 
that officers of six other pooling carriers, scheduled and avail- 
able to testify, would in all material respects have testified 
substantially as those placed on the stand. The testimony of 
those fifteen witnesses, said the brief, was representative of that 
which would be given by officers of every pooling carrier. 

Class I rail carriers in Western Territory, and United Van 
Lines, Inc., Delcher Brothers Storage Co., Washburn Storage 
Co., and others, have filed protesting briefs with the Com- 
mission. The rail carriers said that if it was true that section 
5 (1) covered only agreements between common carriers for 
the pooling or division of traffic, or of service, or of gross or 
net earnings, or any portion thereof, as they said they thought 
it did, then the agreements in this proceeding were not within 
the meaning of section 5 (1). The rail carriers said they were 
of this opinion because they believed the agreements provided 
for and contemplated a pooling of “franchises”; that the result 
would be a merger and/or consolidation not only of operations 
but of certificates of public convenience and necessity. The 
result, they said, would be to vest actual control in National 
Furniture Warehousemen’s Association over which the Com- 
mission would have no jurisdiction, and to permit the associa- 
tion, by reason of its admitted control over its membership, to 
limit or extend operations of Allied without Commission author- 
ization. All of the carriers involved had not assented, as 
required by the act, said the brief. 


United Van Lines, Inc., Delcher Brothers Storage Co., 
Washburn Storage Co., and others asked that the instant 
application be dismissed or held in abeyance pending a final 
determination in the application matters in MC 15735 and MC 
15735, Sub. 1. If the Commission, said the brief,:should reverse 
the examiner and find that Allied was a common carrier, then 
the present proceedings would be a useless gesture. On the 
other hand, the brief continued, if the Commission should 
affirm the examiner, no action in the instant proceedings could 
overrule the Commission by declaring that Allied was a com- 
mon carrier. Allowance of the “pooling plan” would, said the 
brief, be tantamount to doing just that thing. 

The brief also said that if the so-called “pooling plan’ was 
to be operated in the manner described by witnesses in behalf 
of the application, it would have the effect of creating out of 
‘mere words the status of a common carrier by motor vehicle 
for Allied. Allied then could and would operate as such com- 
mon carrier, said the brief, and each and every one of its agent 
members would likewise be vested with the same status, and 
would operate between all points and places within the forty- 
eight states and the District of Columbia. 


The brief said, also, that the facts as presented of record 
definitely indicated that this application was one for consolida- 
tion and merger, rather than one for pooling, and that the 
notice sent out to members was specific on the point of pooling 
and was not broad enough to encompass the issues involved in 
an application for consolidation and merger. 


The exhibits clearly showed, said the brief, that the agent 
members intended to consolidate their certificate rights and 
their equipment—nothing more and nothing less. The only 
definite money, said the brief, which protestants had been able 
to ascertain from the record as having been paid by the agent 
members into the general fund of Allied was the 4 per cent 
of the transportation charges collected on all shipments trans- 
ported, which the agent member must pay into the general 
fund of Allied. 

A protest has also been filed with the Commission by Aero 
Mayflower Transit Co., which asked that the Allied application 
be dismissed as not being within the provision of the statute 
and, therefore, beyond the jurisdiction of the Commission. The 
protest said that the application should be denied because it 
was contrary to the public interest, but that, if the Commission 
was of the opinion that some form of operating rights would 
be in the public interest, then the Commission should prescribe 
the form, together with suitable conditions. 


NEW HAVEN REORGANIZATION 


The protective committee for holders of common stock of 
the New Haven has submitted a budget of proposed expendi- 
tures for the period November 1, 1942, to January 31, 1943, in 
Finance No. 10992, New York, New Haven and Hartford Rail- 
road Co. Reorganization. The petitioners asked for $3,995.10, 
and said that the budget was submitted for a three-month 
period because it would enable the committee to carry through 
its work of preparation for a petition of modification, together 
with a modified plan of reorganization which, the petitioners 
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said, would give effect to the modifications which would be 
suggested in the petition. The committee expected to petition 
for a reopening of the proceedings before the Commission, the 
petition said, for the taking of additional testimony concerning 
probable future conditions. The budget was not carried beyond 
a three-month period, said the petition, because there was no 
way of knowing whether there would be an opportunity to 
submit such evidence and prepare for such a hearing. The 
petition said, further, that in view of the decision of the Com- 
mission to limit the expenditures of the committee to those 
contained in a budget of proposed expenditures, and in view 
of the changing and unpredictable conditions in the reorganiza- 
tion, it seemed to the committee desirable to submit its budgets 
of proposed expenditures for comparatively short periods, 
The Commission, in Finance No. 10992, New York, New 
Haven & Hartford Railroad Co. Reorganization, by order, has 
authorized the protective committee for holders of common 
stock of the New Haven, to solicit contributions of 3 cents a 
share, plus one dollar service charge, together with authoriza- 
tions, from all holders of common stock of the debtor. The 
instant order modified the reports and orders of the Commis- 
sion, of July 9, and October 15, division 4, in that the committee 
was authorized to solicit the contributions from all holders of 
common stock of the New Haven. The previous reports and 
orders had authorized the solicitation of additional contriby- 
tions only from stockholders then represented by the committee. 


Livestock to and from the South 


Rail carriers in the western district have asked the Com- 
mission for postponement of the effective date of its order and 
for reopening and further hearing in I. and S. No. 4779, et al. 
Livestock to and from the South, declaring that they had made 
a comprehensive survey of the rates that would result from 
the decision and that they were satisfied that the Commission 
“was not aware of the situations that would result by publish- 
ing rates in accord” with that decision. 

The Commission’s decision, according to the rail carriers, 
endeavored to adjust rates on livestock to, from and within 
southeastern territory. The feature of these proceedings so far 
as concerned these carriers was the rates on livestock, fat and 
stocker and feeder cattle from the west to the south and from 
the west through the south to the east, said the petition. The 
Commission’s prescription of rates definitely resulted in lower 
rates in many instances through the lower Mississippi River 
crossings than those through the upper Mississippi River cross- 
ings to important eastern destinations, the petition added, 
pointing out that complainants in No. 28450 (a proceeding 
joined with the title case) only desired the same rates through 
the lower crossings as were applicable through the upper cross- 
ings where the distances through the lower crossings were 
comparable with those through the upper crossings. The 
prescribed through rates, the petition declared, failed entirely 
to give consideration not only to the prayer of the principal 
complainants but to the rights of carriers operating in the 
western district to their long haul on traffic that the western 
lines originated. 

A review of some of the resulting through rates that would 
result from the Commission’s decision, the petition said, war- 
ranted the statement that the Commission did not realize what 
effect the rates as prescribed would have through the various 
gateways. The through distance from Little Rock, Ark., to Bal- 
timore, Md., via Vicksburg was 1,313 miles, it said. The fat 
cattle rate to Vicksburg was 25 cents, beyond 62 cents, or 4 
total of 87 cents; while the present rate through East St 
Louis for a distance of 1,233 miles was 89 cents. The same 
situation, the petition said, was present as to the rates on 
stocker and feeder cattle. The through rate via Vicksburg 
would be 78 cents, via East St. Louis, 84 cents. The petition 
also said the same situation was present as to the rates from 
many Texas origins, and from western trunk line territory. 
It added that there were innumerable situations that would 
result from compliance with the decision. It stated that it 
was impossible to include in this petition all the situations that 
would result. The carriers therefore asked that the proceed- 
ings be reopened “in order that the Commission may be made 
aware of the unreasonable and indefensible rate adjustment 
that would result from publishing rates in compliance with the 
Commission’s decision.” 


SEATRAIN AND TEXAS PORTS 

Oral argument on exceptions to the proposed report 0! 
further hearing of Chief Regulation Examiner G. O. Basham 
in No. 573, Port Commission of the City of Beaumont, Tex: 
et al. vs. Seatrain Lines, Inc., et al., will be heard by_ the 
Maritime Commission beginning at 10 a. m., eastern war time, 
December 2, in room 1851 of the Department of Commerc 
Building, Washington, D. C., the commission has announced 
(see Traffic World, Oct. 24, p.. 994). 
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Explosive Regulations and Tariffs 


Common and contract carriers by motor vehicle who do 
not publish in their own tariffs or schedules, or do not partici- 
pate in- agency tariffs which publish regulations issued by the 
Commission for the transportation of explosives and other 
dangerous articles, may file applications for special permission 
authority to publish the following rule in their tariffs or 
schedules: 


Explosives or other dangerous articles will not be accepted for 
transportation or transported unless the shipping order, bill of lading, 
or other shipping paper prepared by the shipper (when shippers are 
required by the Commission’s regulations so to certify packages for 
transportation) shows in the lower left-hand corner the following cer- 
tificate over the written or stamped facsimile signature of the shipper 
or his duly authorized agent: 

“This is to certify that the above articles are properly described 
by name, and are packed and marked, and are in proper condition for 
transportation according to the applicable regulations prescribed by 
the Interstate Commerce Commission.’’ 


The foregoing rule was set forth in a notice issued by 
W. Y. Blanning, director of the Commission’s Bureau of Motor 
Carriers, to all common and contract carriers by motor vehicles 
who are authorized to transport such articles. The notice stated 
that the Commission’s regulations had the force and effect of 
law and violation thereof would result in severe penalties. 

It was stated at the Commission that the notice was a 
precautionary measure brought about by the fact that more 
carriers were engaged in the transportation of explosives by 
reason of the war. The notice said that the expense of partici- 
pating in an agency tariff and the purchase of copies sufficient 
to meet the Commission’s posting requirements might be bur- 
densome for some carriers. The special permission would grant 
authority to publish the rule in lieu of compliance with the 
requirements of Rule 3(h) of Tariff Circular MF No. 3 or 
Rule 7(c) of Tariff Circular MF No. 2. 


N. Y. Canal Operations 


“We believe that the policy of the Commission in granting 
certificates without formal hearing and on the basis of ‘field’ 
reports of its agents is an aid to proper administration if it is 
carefully policed, but that in the event of any reasonable doubt 
arises as to the propriety of any action taken, plain justice 
demands that applications so treated shall be made subject to 
formal hearings,” declares the W. E. Hedger Transportation 
Corporation in a petition filed with the Commission for re- 
opening and for formal hearing in W-670, Canal Operating Co., 
Inc, Common Carrier Application. 

In its report in W-670, division 4, with Commissioner Miller 
partially dissenting, found applicant entitled to continue op- 
eration as 2 common carrier by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of com- 
modities generally between ports and points in the New York 
Harbor area, and along Long Island Sound, the Hudson River, 
and the Erie Canal of the New York State Canal System, by 
reason of having been engaged in such operation on January 
1, 1940, and continuously since. This case, Hedger said, was 
decided without formal hearing and in spite of statements in 
the report of the field examiners that 100 per cent of appli- 
cant’s operations were exempt from regulation under section 
303 (b), section 303 (g), or section 303 (f) (2) of part III. It 
Was perfectly obvious that prior to 1940, but not continuously 
since by any means, said Hedger, there was a relationship be- 
tween applicant and the Michigan-Atlantic Corporation which 
holds a certificate to transport general commodities between 
points along the Great Lakes, except Lake Superior, points in 
the New York Harbor, and intermediate points on the New 
York State Barge Canal. But, it added, just as obvious was 
the fact that both of them could not have been carriers with 
respect to the same freight. Nowhere, Hedger said, was there 
any evidence in this informal record as to whether the appli- 
cant, or Michigan-Atlantic, issued bills of lading; had privity 
o contract with the owners of the goods transported; or un- 
dertook the liability or responsibility of a carrier with respect 
® such goods. Those questions, it said, “should and can be 
explored at a formal hearing before a certificate is issued.” 


b ‘On no stretch of waterway in the United States has there 
—o such a plethora of applications from those who have been 
hn the fringe’ of transportation as in the case of the New York 

ate Barge Canal,” said Hedger. “It seems safe to say that 
all brokers and commission men who have had even a remote 
touch of transportation have all applied for permanent rights 
as full fledged carriers. And singularly enough on no stretch 
~ Waterway have so many applications been approved on in- 
ormal records. And this particular stretch of waterway has 
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developed more different kinds of carriers than any other. 
We have the operator who owns power only. And we have the 
operator who owns cargo space only. And we have the op- 
erator who owns both. . . 

“We believe the situation has reached a point where ex- 
treme caution should be exercised in the grant of operating 
rights on this waterway. We certainly have no disposition, 
indeed no status, to quarrel with any certification of legitimate 
‘grandfather’ rights. But we believe, as an operator of long 
standing, that we have just cause for complaint against the 
official sanction for new operations, under the guise of ‘grand- 
father’ operations, without the evidence of public convenience 
and necessity which statute requires for new operations.” 

In view of the “tie-up” between applicant and the Michi- 
gan-Atlantic Corporation, Hedger submitted that both cases 
should be reopened in order that they might be heard on a 
consolidated record. In that way and only in that way, it 
said, could the Commission be in position to determine the true 
factual situation. 

Hedger said it would prove at a formal hearing, if ac- 
corded, that the applicant was not entitled to operating rights 
of any character; that its sole contact with water operations 
was in the way of a sort of side line to the employment of its 
vice-president and secretary, John A. Urquehart with the Michi- 
gan-Atlantic Corporation; and that such activities ceased in 
1939 and had not been resumed since. 


CLASS RATE INVESTIGATION 


Representative Spencer, of Arkansas, inserted in the Con- 
gressional Record of November 23, a statement made by Gov- 
ernor Homer M. Adkins, of Arkansas, in the Commission’s 
hearing at Columbus, O., Nov. 18, in No. 28300, Class Rate 
Investigation, 1939, and No. 28310, Consolidated Freight Classi- 
fication. 

Though he said he did not attempt to qualify as a rate 
expert, the governor said the effect of freight rates was not 
without his knowledge as he had participated in a great many 
discussions dealing with that problem as a member of the 
Southern Governors Conference. 

“IT am hopeful,” said he, “that as a result of this investiga- 
tion, the Commission in its mature judgment will find that not 
only the present but the post-war development of the nation, 
as well as the post-war situation confronting employables, will 
warrant equal treatment as to transportation costs to all parts 
of the territory involved.” 





AUTOMOBILE SCRAP IN TRANSIT 

Special permission No. 13199 has been issued by the Com- 
mission to cover a situation which officials said was both 
interesting and unusual. Agents Kipp and Peel had requested 
the permission to cover compression of light automobile scrap 
in transit at points in southwestern, western and trunk-line 
territory, the compressed scrap to go to blast furnaces in 
western territory, including Chicago, and points in that area. 

The problem, it was said, was to avoid violations of the 
long-and-short-haul provisions of section 4, while permitting 
a reasonable adjustment of rates on shipments of the scrap 
metal from three points of origin, to a transit point, where 
it would be compressed and reshipped in one car. Under the 
permission, a minimum of 30,000 pounds, at column 20 rates, 
will apply to the loose scrap metal from each of the three 
points of origin to the transit point. A minimum of 75,000 
pounds will apply to the compressed scrap from the transit 
point, on the basis of column 15 rates from origin to destina- 
tion, applied against the weight into the transit point. 

The Office of Price Administration had intervened in the 
applications, said Commission officials, because O. P. A. felt 
that it was desirable to permit shippers from the three points 
of origin to pay the 75,000 pound minimum rate on the loose 
scrap, in order to keep as low as possible the price of the 
scrap metal at its final destination. 


MOTOR ACCOUNTING RULES CASE 


The Commission and the United States have filed a suit 
in federal district court at Chicago against William S. Har- 
rington, Chicago, doing business as Safeway Truck Lines, a 
motor common carrier, in which the plaintiffs seek an injunc- 
tion forcing the defendant to adopt accounting methods pre- 
scribed by the Commission and to file quarterly statistics re- 
ports with the Commission. Colin A. Smith, attorney for the 
Commission’s bureau of motor carriers at Chicago, who filed 
the suit, said it was the first of its kind brought against truck- 
ing operators, many of whom have failed to conform to Com- 
mission rules requiring adoption of uniform accounting methods 
and filing of quarterly reports. Such carriers, he said, were 
in violation of section 222 (g) of the act. He said it was the 
Commission’s intention, in the present case, to serve notice on 
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such carriers generally that similar violations would result in 
court action against the practices. 

The Safeway Truck Lines, a class I carrier, transports 
packing house products, dressed poultry, prepared foods in cans, 
drugs, etc., between Chicago, Kansas City, Mo.-Kan., Des 
Moines, Omaha, Boston, Buffalo, N. Y., and points in Colorado, 
Ohio and Indiana. It operates 52 tractors and trailer units. 


Anti-Trust Laws and Rates 


Activities in the investigation into carrier rate-making 
practices by the anti-trust division of the Department of Justice 
this week indicated that the proceedings had reached a stage 
where the representatives of the division had sifted out of the 
mass of papers produced under subpoena by rate bureaus and 
carriers enough material to justify calling individuals before 
the grand jury to explain what some of those papers meant. 
Up until late last week, it was understood that individuals 
called before the jury were required merely to identify letters 
and documents. Beginning late last week and continuing this 
week, however, it was learned, witnesses were questioned about 
letters they had signed and statements they had made at meet- 
ings and conferences, minutes of which had been examined by 
the department representatives. 

Among those on whom personal subpoenas had been served 
who appeared were a group of railroad rate bureau men, 
including W. S. Mercer, assistant to the chairman of the Illi- 
nois Freight Association, who was acting chairman in the 
period between the death of R. S. Sperry and the appointment 
of R. G. Raasch to succed him as chairman about two months 
ago; J. A. Farmar, chairman of the Western Trunk Line Com- 
mittee; Eugene Morris, chairman of the Central Freight Asso- 
ciation; D. T. Lawrence, who retired last May as chairman of 
the Trunk Line Association; N. W. Hawkes, vice-chairman, 
Trunk Line Association, and F. Van Ummersen, chairman of the 
New England Freight Association. 

Recalled for questioning were Dan Ryan and Frank 
Hefferren, of the Central States Motor Freight Bureau, with 
Chester G. Moore, managing director of that association, and 
Charles L. Lawson, chairman of its standing rate committee 
scheduled to reappear late this or early next week. 

New in the proceedings was the appearance of a representa- 
tive of the freight forwarding industry, Morris Forgash, presi- 
dent of the U. S. Freight Company, parent company of the 
Universal Carloading and Distributing Company. His appear- 
ance caused considerable comment. It was known that some 
of the material before the jury tended to show that there were 
negotiations between truck rate men, on the one hand, and 
forwarder rate men, on the other, as to levels of rates to be 
maintained by truckers and forwarders at the time of the 
wholesale reductions in railroad merchandise rates in the south 
in the fall of 1940, at which time there were also under con- 
sideration similar widespread reductions by railroads in Trunk 
Line Territory. It was surmised that Mr. Forgash had been 
called for questioning on that point. Truck rate men pointed 
out, however, that at that time, part IV of the interstate com- 
merce act, regulating forwarders, was not in existence and that 
parleys between truckers and forwarders were actually in the 
nature of discussions between carriers and shippers, because 
the Commission had, in fact, declared that forwarders were 
shippers under the act. 

There were indications, as the week drew to a close, that 
the Department of Justice men felt they had done about all 
that could be done in the way of getting the matter before the 
jury. It was expected that soon, perhaps next week, the jury 
would take an indefinite recess while the department men went 
to Washington for consultation with their superiors as to what 
steps to take next. 


CENTURY SYSTEM TO BE SOLD 


The Century System, Inc., a motor common carrier of 
general commodities over specified routes between Chicago and 
points in Indiana and Michigan, has been adjudicated a bank- 
rupt under chapter 10 of the federal bankruptcy act. The 
federal court has appointed Fred Hummel, Chicago, trustee. 
Mr. Hummel said the entire properties of the company will be 
sold at auction some time in December (see Traffic World, 
Sept. 5, p. 538). 

In the company’s petition for appointment of a trustee, it 
said the company’s assets totaled approximately $115,000 and 
its debts approximately $150,000. The court, in its order, up- 
held the contention of David Axelrod, Chicago, a creditor, that 
the company was insolvent and unable to continue operations. 

Examiner V. V. Baker of the Commission, in a proposed 
report last April in MC F-1686, Century System, Inc., purchase, 
Mid-West Motor Freight Company, recommended that the 
Commission not approve the Century’s System’s proposal to 
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purchase, for $20,000, Mid-West’s operating rights over various 
routes in Indiana, Illinois, and Michigan. He said that Cen. 
tury’s current liabilities were three times greater than its cur- 
rent assets, as of December 31, 1941, and pointed out that 
Century would be more likely to operate successfully if jt 
concentrated all its efforts on its present operations than if it 
sought to manage its own properties and those of Mid-West in 
addition (see Traffic World, April 11, p. 973). 


Seas Shipping Tax Appeal 


The Tax Court of the United States, in its docket No. 
107931, Seas Shipping Co., Inc., Petitioner, vs. Commissioner 
of Internal Revenue, Respondent, has ruled that funds deposited 
in a capital reserve account, pursuant to section 607 (f) of the 
merchant marine act of 1936, as amended by section 28 of the 
act of June 23, 1938, 607 (h) were exempt from income tax, 
even though they were funds earned before the petitioner en- 
tered into a subsidy operating contract with the Maritime 
Commission. 

In overruling the Commissioner of Internal Revenue, the 
court said it was the commissioner’s position that earnings re- 
ferred to in section 607 (h) of the act, as amended, embraced 
only the earnings of the contractor for voyages begun after the 
date of the signing of the subsidy agreement. The court said 
the commissioner submitted that, since there were no voyages 
begun by the petitioner after October 14, 1938, the date of the 
agreement between petitioner and the Maritime Commission, 
which were completed within the calendar year 1938, the peti- 
tioner was not entitled to exclude from its taxable earnings of 
that year any portion of the amount deposited as earnings in 
the capital reserve fund in 1938. 

The court said that the section aforementioned, part of a 
long and complex statute, must be interpreted in the light of 
all the provisions of the statute. The Merchant Marine act, it 
said, was not primarily for the benefit of the operator. It was 
for the benefit of the United States. The Congress, said the 
court, was interested in having a large and up-to-date mer- 
chant marine which could be availed of in case of war or na- 
tional emergency. That the section was not too narrowly con- 
structed, the court said, was apparent from the fact that 
Congress provided that an operator could deposit not only a 
percentage of its earnings, but all of them. When they were 
deposited, it said, they were removed from the operator’s gen- 
eral funds, and could not be used for the payment of any income 
taxes or any other taxes. 

The court said it was well known by the Maritime Com- 
mission at the time the contract of October 14, 1938, was signed, 
that the petitioner would have no earnings from subsidized 
operations during the year 1938. It, nevertheless, required it 
to deposit at least 75 percent of its earnings, for the entire 
year 1938 in the capital reserve fund, the court said. They were 
deposited, it said, at a time when the petitioner was entitled to 
receive an operating differential subsidy in respect of all oper- 
ations after the date the contract was entered into. The statute 
was specific, the court said, that earnings deposited in the 
capital reserve fund “shall be exempt from all Federal taxes.” 
The court said it did not think that it was the intent of Con- 
gress that only the earnings from subsidized operations were 
to be exempt from all Federal taxes. 


Protective Service Charges 


Four large brewing concerns, Anheuser-Busch, Inc., of St. 
Louis, Mo., Blatz Brewing Co., and Jos. Schlitz Brewing Co., 
both of Milwaukee, Wis., and Pabst Brewing Co., of Chicago, 
Ill., have filed in federal court at Chicago, a complaint seeking 
to have suspended, enjoined, set aside, and annulled, so far as 
applies to their interstate shipments of beer, an order of the 
Commission entered on October 1, 1940, and becoming effective 
December 15, in No. 20769, Charges for Protective Service to 
Perishable Freight, requiring railroads to establish in connec- 
tion with special rules and charges governing services of icing 
and reicing traffic subject to section 4 of the perishable pro- 
tective tariff, supervision, ice haulage and accounting charges. 
The case is docketed as civil action No. 4862, Anheuser-Busch, 
Ine. et al. vs. United States of America, Interstate Commerce 
Commission, and the Alton Railroad Co. et al. Approximately 
seventy railroads are named as defendants. 

The complaint asks that the defendants be prohibited from 
publishing and filing with the Commission tariffs or schedules 
of rates and charges under the compulsion of the order in No. 
20769, and from making effective and enforcing the rates and 
charges. For more than 35 years, except in the period when 
the manufacture and sale of beer was unlawful, complainants 
said beer in carloads had been transported by the carrier de- 
fendants and other railroads in interstate commerce under 
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tariffs or schedules that named the aggregate charge for such 
transportation in two separate parts (in cases where refrigera- 
tion service was required and furnished), namely, line-haul 
charge and icing charge. The aggregate of these charges, com- 
plainants said, had constituted the total compensation received 
for the total transportation service rendered in_ connection 
“with plaintiffs’ shipments of beer by said carrier defendants.” 
The order sought to be enjoined, according to the complain- 
ants, increased icing charges in place of charges of a similar 
character now in effect and, in addition, imposed new and addi- 
tional charges “of a character not heretofore separately apnlied 
to plaintiffs’ shipments of beer.” 

Complainants said it was estimated that the aggregate in- 
creased charges, not including icing charges, that would have 
to be borne by them would be in an amount not less than 
$84,000 a year. They declared that the order, so far as they 
were concerned, was unlawful and void and beyond the power 
of the Commission to make; also was not supported by essential 
findings of fact. 


Greyhound Merger and Stock Issue 


The Department of Justice has filed exceptions to the pro- 
posed report in MC F-1678, Southwestern Greyhound Lines, 
Inc. Merger, Arkansas Motor Coaches, Ltd., Inc., and cases 
joined therewith. In the proposed report, Examiner James L. 
Smith recommended that the Commission approve and author- 
ize merger of the operating rights and property of Arkansas 
Motor Coaches, Ltd., Inc., into Southwestern Greyhound Lines, 
Inc., for ownership, management, and operation; and also rec- 
ommended authorization of Southwestern Greyhound Lines, 
Inc., and the Greyhound Corporation to issue stock to finance 
the transaction (see Traffic World, Oct. 24, p. 955). 


The Department of Justice intervened in this case, said an 
introduction to its brief, as a result of widespread complaints 
that competititon in the motor bus industry was being elimi- 
nated, and in order to aid in the development of an adequate 
record on which the important underlying issues must be de- 
cided. Southwestern Greyhound Lines, Inc., it said, was sub- 
ject to the control of railroad carriers. In its brief to the 
examiner, said the department, it had pointed out that various 
restrictive provisions in the articles and by-laws of Southwest- 
ern Greyhound Lines, giving the railroads the right to veto any 
major corporate actions, together with other evidentiary facts, 
brought the situation within the scope of a Supreme Court de- 
cision in which “control” had been defined. A showing as re- 
quired by the “railroad proviso” of section 5 (2) (b) of the 
act had not been made, said the department. 


Five other grounds of error were cited by the department, 
the aforementioned one, having to do with control by railroad 
carriers, being the principal grounds. 


Southwestern Greyhound Lines, Inc., and the Greyhound 
Corporation, applicants in MC F-1678, and the cases joined 
therewith, have also filed exceptions to the proposed report. 
The proposed report erred, said the applicants, in finding that 
the evidence did not warrant a departure from the policy of 
division 4, which required that any increase in the “Other 
Intangible Property” account of the acquiring carrier be writ- 
ten off to surplus, and in the requirement that applicants South- 
western Greyhound and Greyhound Corporation be required to 
make such write-off. The proposed report also erred, said 
the applicants in requiring that the stock to be issued be in the 
value of not exceeding $180,000 as of the date of issue. The 
proposed report erred, added the applicants, in requiring that 
Greyhound Corporation should increase its present holdings 


to more than 70 per cent of the Class A voting stock to be 
issued by Southwestern. 


The cases joined with the aforementioned title, were MC 
F-1679, Southwestern Greyhound Lines, Inc.—Issuance of 


oo MC F-1680, the Greyhound Corporation—Issuance of 
ock. 


SUPREME COURT ACTION 


The Supreme Court of the United States has denied review 
of the decision of the Superior Court of Pennsylvania in No. 427, 
William H. Bickley, dba Bickley’s Auto Express, Petitioner, vs. 
Pennsylvania Public Utility Commission. The Pennsylvania 
commission had found the petitioner entitled to registration, 
under the laws of that state, as a common carrier only with 
Tespect to transportation of property between specified coun- 
ties in Pennsylvania. The petitioner, on appeal to the Euperior 
Court, contended that the commission had placed undue limita- 


tions on his operations. The Superior Court upheld the com- 
mission’s findings. 
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¥ 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publ Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fourth Circuit.) In action by 
stevedoring company against railroad for value of services 
performed in “barring” railroad cars placed alongside stearh- 
ships docked at piers after railroad had given notice of refusal 
to continue to pay for such services and stevedoring company 
had given notice of intention to continue rendering service 
holding railroads for the customary compensation, evidence 
failed to sustain burden of showing acceptance of such liability 
by railroad. 

If the duty devolving on railroad company by virtue of 
its published tariffs and contract of transportation does not 
include the barring of railroad cars place alongside steamships 
docked at piers, any agreement to pay shipper or those repre- 
senting shipper for performing such service would be contrary 
to law and void. 

If it is the duty of railroad company under its contract 
of transportation to move railroad cars placed alongside steam- 
ships docked at piers in order to make each car accessible to 
to tackle for loading and unloading, and company refuses to 
perform such duty, the shipper may recover for cost to it of 
the service irrespective of any promise or denial of liability 
by the railroad, and stevedoring company acting under contract 
with vessel representing shipper would be entitled to recover 
against railroad for the rendition of such services as a part 
of its duty under contract of loading and unloading cars. 

Railroad was obligated under its published tariffs of rates 
for shipment of heavy freight to and from ships to place cars 
for the purpose of loading or unloading within reach of ship’s 
tackle, but, having placed a string of cars alongside pier at 
request of shipper or his agent so that one of the cars was 
within reach of the tackle, railroad was under no further duty 
to move cars for shipper’s convenience. 

Railroad is under obligation to make one, but only one, 
delivery of cars to consignee, and, where consignee requests 
delivery in such way that only one of a string of cars delivered 
can be placed directly in reach of unloading tackle, consignee 
thereby “waives” any right to have the other cars so placed 
as an incident of “delivery”. 

The “place of delivery” within meaning of carrier’s obliga- 
tion under contract of transportation means the point of loading 
or unloading, but carrier must always be accorded a reasonably 
immediate access to the point of loading or unloading. 


A custom, prevailing only in the port of Baltimore, that it 
was duty of railroad embraced within its transportation con- 
tract to bear the cost of shifting each of a string of cars placed 
alongside pier so as to make it accessible in turn to ship’s 
tackle, was not such a general “custom” as would establish 
a rule of law resulting in the addition of an implied term to 


contracts of transportation established by published tariffs as 
a matter of law. 


The duty of a railroad under published tariffs did not 
include the shifting of each of a string of railroad cars placed 
alongside steamships docked at piers so as to make each car 
in turn accessible to ship’s tackle, and hence any agreement 
of railroad to bear the cost of such shifting would be void and 
railroad could not be held liable for the value of such services 
performed by stevedoring company acting under contract with 
vessel which represented shipper. 


The Interstate Commerce Commission has exclusive juris- 
diction over rate-making matters, and whether prevailing cus- 
tom makes it a part of railroad’s duty under contract of 
transportation to shift a string of railroad cars placed alongside 
steamships docked at piers so as to render each in turn 
accessible to ship’s tackle would have to be first established 
by the Commission before courts could take cognizance thereof. 
Interstate Commerce Act, Sec. 15 (1), 49 U. S. C. A. See. 15 (1). 

Stevedoring company, acting under contractual obligation 
to vessel which represented shipper to handle shipments upon 
delivery by railroad, would have standing before Interstate 
Commerce Commission to obtain ruling as to whether railroad’s 
contract of transportation included duty of shifting cars after 
they had been placed alongside steamships docked at piers 
which services were performed by stevedores. Interstate Com- 
merce Act, Sec. 15 (1), 49 U. S. C. A. Sec. 15 (1). 

That water carriers were not at the time subject to control 
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by Interstate Commerce Commission did not preclude Com- 
mission from determining what was embraced in railroad’s 
duty of making deliveries to vessels at ports of shipments moving 
on inland bills of lading in accordance with tariffs filed with 
the Commission. Interstate Commerce Act, Sec. 15 (1), 49 
U. S. C. A. Sec. 15 (1). (Jarka Corporation of Baltimore, vs. 
Pennsylvania R. Co., 130 Fed 2d 804.) 





(St. Louis Court of Appeals, Missouri.) A carrier ordinarily 
has right to look for compensation to person who required 
performance of service by causing delivery of goods to carrier 
for transportation, and such person is generally the shipper 
named in bill of lading or the consignor. 

A stipulation in bill of lading that consignee shall pay 
freight charges does not of itself relieve consignor from lia- 
bility therefor, though consignee, receiving goods in pursuance 
of such bill, may be sued for charges. 

Interstate carriers are subject to and compelled to make 
fixed freight charges or rates, stated in tariffs filed with Inter- 
state Commerce Commission, without discrimination between 
shippers. 

Interstate carriers are required to make and collect from 
shippers uniform charges for like services. 

Though goods are to be delivered by carrier only on pay- 
ment of freight charges by consignee, delivery thereof to con- 
signee by carrier without collecting such charges does not 
relieve consignor from liability therefor. 

A carrier’s right to collect freight charges from consignor 
can be barred only by limitations or contract providing that 
consignor assumes no liability for payment of such charges and 
that carrier must look to consignee alone for payment thereof. 

An interstate carrier cannot, by any act, “estop” itself 
from exacting lawful freight rate and recovering full amount 
thereof from consignee or consignor. Interstate Commerce 
Act, 49 U. S. C. A. Sec. 1 et seq. 

A ecarrier’s unavailing pursuit of insolvent consignee for 
payment of freight charges does not bar recovery thereof 
from consignor. 

A carrier’s delivery of goods to consignee without collect- 
ing freight charges is no “release” of, or “waiver” of right to 
recover them from consignor. 


Notice to consignor of consignee’s failure to pay freight 
charges is not required, and want of such notice is no defense 
to carrier’s action against consignor for such charges. 


Where bill of lading expressly made corporate consignor 
liable for freight charges, unless it signed stipulation therein 
that carrier should not deliver goods without requiring pay- 
ment of such charges by consignee, consignor did not sign 
such stipulation, and there was no evidence of agreement or 
understanding that consignor should be relieved of its primary 
liability for charges in any event carrier was entitled to recover 
amount thereof from consignor, though carrier made delivery 
without requiring payment of charges by consignee. (Long 
on R. Co. vs. Midland Valley Lumber Co., 164 S. W. Rep. 
2d 930.) 


Alton Asks Reorganization 


Attorneys for the Alton Railroad filed a petition in federal 
district court at Chicago, November 25, seeking reorganization 
of the company under section 77 of the federal bankruptcy act. 
The court approved the petition, and set December 14 as the 
date for hearing on the appointment of a trustee or trustees. 
The firm of Winston, Strawn and Shaw, Chicago, represented 
the Alton. 

A tentative plan of reorganization, filed with the petition, 
proposed that creditors holding the road’s 3 per cent refunding 
mortgage bonds, totaling $48,411,125, including two years’ un- 
paid interest, should receive new 4 per cent income bonds 


totaling $24,205,562 and 242,055 no-par value shares of common 
stock. 


The petition said the company could not meet present 
interest payments on the refunding bonds, the only bonds out- 
standing against the road. In the past, it said, the company 
had been able to meet interest and equipment purchase expenses 
through the assistance of the Baltimore and Ohio, which controls 
the Alton through ownership of all its 250,000 shares of com- 
mon stock. The B. and O. acquired the properties of the old 
Chicago and Alton Railroad, including three leased lines and 
all equipment, at auction sale in 1930. The Chicago and Alton 
was reorganized as the Alton Railroad in 1931 at Chicago. 


The B. and O., the petition said, had advanced $8,269,000 
to the Alton for interest and equipment requirements. It said 
that Alton creditors in October asked the B. and O. to approve 
a reorganization plan, submitted by them, based on substantial 
financial assistance for the Alton by the B. and O., but the B. 
and O. refused to continue to advance cash to the Alton. 
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The plan submitted in court makes no provision for repay- 
ment of the $8,269,000 to the B. and O. Neither does it provide 
for paying $1,102,591 due to the Reconstruction Finance Corpor- 
ation, a debt underwritten by the B. and O. Under the proposal 
equity of the present stock would be wiped out. 
_ The reorganization petition said the company needs approx- 
imately $18,000,000 of new freight cars and other equipment 
and cannot borrow funds for their purchase, whether or not 
such equipment could be obtained now. Such inability, it added 
would result in necessary payments of approximately $1,000,000 
annually for rentals of freight cars, an expense that the Alton 
could not meet. 

The plan proposed that the new company should pay $3 
a Share on outstanding stock of the Kansas City, St. Louis and 
Chicago Railroad Company, which owns that part of the Alton 
line between Mexico, Mo., and Kansas City. Under a lease 
agreement made by the Chicago and Alton in 1878, the K. C.,, 
St. L. and C. stockholders have been receiving $6 a share. The 
Alton has sought in federal court for the last two years to 


have the old agreement disaffirmed, without success (see Traffic 
World, July 11, p. 91). 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations o, 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


District of Connecticut, at Hartford, Conn. Wooster Ex- 
press, Hartford, Conn., was fined $625 November 16, on a plea 
of guilty to operating without a certificate, and with failure to 
make and keep records in the form and manner prescribed by 
the Commission. The fine was paid. 


Northern Texas District, at Fort Worth. Busy Bee Trans- 
fer & Storage Co., Dallas, Tex., was fined $1,000 November 13, 
following a plea of guilty to transporting property in inter- 
state commerce without authority from the Commission; charg- 
ing a greater compensation than the lawful charge specified 
in its tariffs; failing to show proper information in its receipts 
and bills of lading; failing to require a doctor's certificate at- 
testing to the physical fitness of its drivers. The entire fine 
was paid. 

_ Southern Ohio district, at Dayton. Ollin W. Allen, of 
Piqua, Ohio, was fined $1,000 November 16, on a plea of guilty 
to an information charging him with operating as a common 
carrier for compensation, without a certificate having been 
issued to him by the Commission, and without having on file 
with the Commission, and without having published, any rate 
or charge applicable to such transportation. The defendant 
was required to pay $500 of the fine, and payment of the bal- 


ance was suspended, conditioned on defendant’s full compliance 
with the act. 


_ Eastern Michigan District, at Detroit. Andrews Truck 
Line, Inc., of Adrian, Mich., was fined $500, November 17, fol- 
lowing a plea of guilty to an information charging it with 
operating as a common carrier for compensation without a 
certificate having been issued to it by the Commission, and 


= granting rate concessions. The fine was required to be 
paid. 


W. S. A. CONTROL OF FORWARDERS 


Administrator Land of the War Shipping Administration 
and E. R. Stettinius, Jr., Lend-Lease Administrator, jointly have 
issued directive 5, effective December 1, 1942, with respect to 
forwarding and transportation of waterborne foreign commerce 
of the United States, setting forth the form of ocean bill of 
lading to be issued by vessels for the ocean carriage of lend- 
lease cargo included within the scope of W. S. A. directive (see 
Traffic World, Nov. 7, p. 1112). 


By amendment No. 1 to its directive No. 5, relating to for- 
warding and transportation of waterborne foreign commerce, 
the War Shipping Administration has revised certain language 
in the original directive, has prescribed new signature provi- 
sions, and has added a provision requiring that the carrier, 
master of the vessel, or agent of the vessel or of the carrier 
at the port of shipment note on the original bills of lading 
required by the W. S. A. forwarding regulations the name of 
the ship on which the material was loaded and the date when 
such loading was completed, with the use of a prescribed rub- 
ber stamp for the making of such notation. 

The W. S. A. has issued its directive No. 6, calling for is- 
suance to it of dock receipts, as prescribed in the directive, by 
ocean carriers with respect to cargo included within directive 
No. 4 of the W. S. A. (see Traffic World, November 7, p. 1113). 
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N. L. T. L. Annual Meeting 


Traffic League at Closing Session Hears Colonel Williamson Declare in Effect That War 
Department Will Not “Stand’ for Limitations on Truck Hauls—Compulsory Pooling 
of Revenue Opposed—Cross Hauling Ban Proposals to Be Studied 


By Staniey H. Smirn, Staff Correspondent at New York, N. Y. 


e What was received as an ultimatum from the War De- 
partment that it would not permit any other government 
agency to impose limitations on the operation of common and 
contract motor trucks in interstate commerce was delivered by 
Colonel W. J. Williamson, chief of transportation corps, traffic 
control division, War Department, at the closing session of the 
thirty-fifth annual meeting of the National Industrial Traffic 
League in New York City November 20 (see Traffic World, 
November 21, page 1243). 


Colonel Williamson spoke extemporaneously but the de- 
mand for his remarks was such that the League’s official stenog- 
rapher, reporting the meeting, was asked to “run them off.” 
This was done and copies were made available to those attend- 
ing the meeting before adjournment. He spoke as follows, ac- 
cording to the transcript of his remarks: 


Fellows, it certainly is nice to get up here, to be privileged to 
come as an outsider. It is nice to get back here and see so many 
of my old friends. I wish I could meet with you more often. I have 
a special message for you today. I have been asked to come up here, 
in fact, I have been ordered to come up here and give you a message, 
subject to the approval of your president, and occupy a few minutes 
of your time in giving you the War Department’s thinking in connec- 
tion with proposed limitation on the operation of motor trucks. No 
one has been authorized to speak for the War Department heretofore, 
officially. I am here by order of my commanding general to tell you 
this story so that you will know exactly how we feel about this 
situation. 

The War Department, in so far as the operation of commercial 
vehicles, common carriers in interstate traffic, is concerned, is opposed 
to any regulation. Of the total of approximately five million vehicles, 
motor trucks in operation today, there are less than 5 per cent that 
are engaged in common carrier interstate transportation. So, out of 
the total, we have a very small number that are really involved in 
this discussion. 

Of the approximately 200,000 vehicles, I dare say that 70 per 
cent or better of the tonnage that they are handling today is involved 
either directly or indirectly in the war effort. So that when you 
eliminate the purely commercial traffic that is left, you really don’t 
have much to talk about. Some of that commercial traffic is woven 
into the handling of the war effort goods in a way that it would be 
difficult to separate it, and we wouldn’t want to see it separated if 
it could be. Many times a motor vehicle is used in the quick and 
expeditious movement of some strategic materials for the war effort and 
in order to utilize that vehicle to its fullest capacity and usage, we 
don’t want to see it come back empty, but we do give it or try to 
give it a load of commercial merchandise, or even on the outbound 
movement the vehicle may be loaded. It could be a small percentage 
of War Department goods but it might be a shipment of the most 
vital importance in the war effort and the balance of the cargo could 
be made up of commercial merchandise. 


We don’t want to freeze the operation of these vehicles by any 
rules or regulations. We feel—and I know that the War Department 
have explicit faith in their transportation organization, in their traffic 
control organization—and they know that these vehicles are going to 
be used in the war effort in the very best possible manner. 


Now, personally, I have got a deep and an abiding faith in the 
intelligence, the loyalty, and the patriotism and the good sound com- 
mon sense of the transportation men and women of America. I don’t 
believe they need any restrictions placed upon them as to when and 
where these vehicles can be used. I believe that each and every one 
of you people will go back into your own home communities as emis- 
Saries or advocates to see that in your own businesses that the use 
of motor trucks is not violated, that they will be used only where 
they are the practical vehicle to use, and that you also will carry the 
message back to your associates in other businesses to see that they 
respect the good sound common thinking of the worthwhile transpor- 


tation people of this country. I don’t think we need any further 
restriction on it. 


In so far as the War Department is concerned, the field, so to 
speak, has authority to route everything under two carloads of freight. 
That means all L. C. L. freight. There were some abuses in the past 
in the choice of the transportation vehicle that was to handle some of 
this merchandise and that did handle some of it. But we have caught 
up pretty well on that and there are now nearly 1,500 different military 
establishments in this country. The Air Service has by far the largest 
number of these installations—over 600 of them. 


We are gradually getting experienced transportation officers placed 
in each of these different installations, men that know when a motor 
truck should be used. They know the urgency of the shipment that 
they have got to make; they won’t abuse the mileage factor and the 
motor truck will be utilized in the most advantageous way. 


Now, supplementing these transportation officers at all these dif- 
ferent installations, we have a traveling organization of experienced 
traffic men. You know a lot of them yourselves. Practically all of 
them were members of the N. I. T. League in their former capacities. 
These men are traveling over all of these various military installations 
as well as the industries within their particular areas, bringing the 
message of better transportation home to the shipping officers of 
both the military institutions and also industry. 

I believe that we would better serve the interests of the war effort 
if we tried to approach this problem from a good, sound, practical 
point of view than by trying to place restrictions on the operation of 
the carriers. When we want to move a shipment, it won’t make a 
particle of difference whether it has to move a long or a shot distance. 
That is the thing that will be done in the best interests of the war. 

Now, I think you fellows, at least most of you, know me well 
enough to know I wouldn’t come up here and try to sell you a bill of 
goods that I wasn’t wholly and entirely sincere about. I definitely 
feel that there is no need for this restriction that is being discussed 
at the present time, either for motor carriers or for railroads. I think 
that these things should be best left in the hands of the experienced 
traffic people that are guiding the direction of the nation’s commerce 
at the present time. 

Now, I want to tell you what can happen if certain powers insist 
on this regulation. The War Department does have the authority and 
will exercise it to declare all common carriers in interstate transpor- 
tation vehicles in the service of the War Department and immediately 
remove them from the influence or the control of any other agency. 
We don’t want to do that, but if certain interests insist on this regu- 
lation being put into effect, that will be our only way out. We don’t 
want to take it and we hope that we can bank on you men in your 
various industries and businesses to go along with the War Depart- 
ment in attempting and in the effort to use and utilize the motor 
truck equipment of the country in a practical, efficient manner. No 
one can tell us about the scarcity of rubber, the difficulty in the re- 
placement of motor trucks, parts, and so forth. We are all too well 
aware of that. We are charged with the definite responsibility for the 
successful prosecution of the war. We have a deeper interest in this 
subject than any other single agency can possibly have. That is the 
message that I was directed to give to you. 

I didn’t come up to debate it, I didn’t come up to ask you to go 
on record in any way, shape or form. I want to leave that with you 
and I want to retire gracefully from the room and say I am very happy 
of this opportunity and glad to be with you again, and God bless you 
all. 

Chairman Day, of the League’s emergency committee, said 
his committee had not seen the proposed limitation proposal. 
Those familiar with the proposal, however, he said, should not 
hesitate to express their views to the committee—that such in- 
formation would be of inestimable value when the committee 
came to handle the subject. 


James Redmond, president of the Canadian Industrial 
Traffic League, was introduced and spoke to the League. 


Classification Committee 


In considering the report of the classification committee, 
S. L. Felton, chairman, the League, with respect to proposed 
modification of rule 10 in western territory, approved a recom- 
mendation of the executive committee that the League adhere 
to the position it had previously taken with regard to that rule 
—that it be extended for application in all classification terri- 
tory. The executive committee disapproved a recommendation 
of the classification committee that a formal complaint be filed 
with the Commission. This was approved. 


The League removed from the docket of the committee, 
at its request, consideration of the Evans utility loader, and 
referred that subject to the L. C. L. and merchandise, and 
transportation instrumentalities and car service committees. 

With respect to rule 30, dunnage in closed cars, the League 
approved a recommendation of the executive committee that 
the words “in the protection of ladings” be stricken from the 
classification committee’s recommendation, making the recom- 
mendation read: “Your committee recommends adoption by 
the League of the principle that all dunnage used in connection 


with carload shipments in closed cars be free of transportation 
charges.” 


The classification committee said supplement 12 to classifi- 
cation rule 15 contained a change in rule 7 principally con- 
cerning bonds of indemnity in lieu of surrender of bills of lad- 
ing. The executive committee recommended that the classifica- 
tion committee be directed to take action on this subject in 
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harmony with the action taken on the same subject in connec- 
tion with the bill of lading committee report (see Traffic World, 
Nov. 21). This was approved by the League. 


As to rule 15, less carload shipments subject to carload 
charges, the League approved a recommendation of the execu- 
tive committee that the League go on record as opposed to the 
cancellation of rule 15, or any change in the language of rule 
15, and that it also oppose any change in the language of rule 
16, and that the classification committee be instructed to ask 
for suspension of proposed changes in rule 15 and rule 16. 


The report, with information requiring no action, was 
adopted as amended. 


Demurrage and Storage 


The committee on car demurrage and storage, C. W. Trust, 
chairman, submitted a report of information as to some sub- 
jects and made recommendations as to others. The League 
approved a recommendation of the executive committee as to 
amendment to rules with respect to grain (index No. 3, con- 
ference docket No. 130) that the proposal of the demurrage 
committee as presented to the A. A. R. committee at the Pitts- 
burgh meeting on October 14 be approved. The committee re- 
port said discussion developed that, although the principal mar- 
kets could operate under the proposed A. A. R. change in the 
rule, the interior markets could not and that the change would 
not expedite the movement of cars. As a counter proposal to 
that already presented by the League committee, said its re- 
port, the suggestion was made that the A. A. R. demurrage 
committee give further consideration to the present rule by 
changing the cut-off hour to 4 p. m. 


The League approved a recommendation of the committee 
assenting to elimination of the phrase “the day on which” from 
rules 3, 4 and 8, in freight tariff 4-W (index No. 6, conference 
docket No. 127). 


Another recommendation approved was that the League 
approve a change in rule 3, section B, paragraph 2, for clarifi- 
cation purposes (index No. 7, conference docket No. 131). 


The League also approved recommendation of its commit- 
tee assenting to amendment of rule 3, section B, paragraph 
2(a) to make the concluding portion of paragraph (a) read as 
follows: “. . . when order was forwarded on a prior date, or 
mailed, wired or otherwise transmitted between 12:01 a. m. 
and 7 a. m. of the date received” (index No. 9, conference 


docket No. 133). 


The League approved a recommendation of the executive 
committee referring back to the demurrage committee for fur- 
ther consideration amendment of rule 3, section C, paragraph 
2, and new paragraph 3 to rule 5, section B (index No. 10, con- 
ference docket No. 134). 


The League approved a recommendation of the committee 
that a proposal of the A. A. R. demurrage committee to revise 
note 1 to rule 7, section B, be approved (index No. 11—con- 
ference docket No. 135). 


In lieu of proposed elimination of paragraph 3 of demur- 
rage rule 8, section 2, the committee recommended that the 
words “on Sunday, a legal holiday, or’ and “on other days” 
be deleted from the paragraph, and also that the hour be 
changed from 3 p. m. to 7 p. m. (index No. 14, conference 
docket No. 141). The executive committee recommended ap- 
proval of the recommendation with the further proviso that 
it be made effective for the duration of the war. This was 
approved by the League. 


The League approved a recommendation of the committee 
approving liberalization of demurrage rule 8, section H (index 
No. 15, conference docket No. 136), designed to make cars 
free from demurrage in saw-milling, logging, or the operations 
of a logging railroad, when the use of power driven machinery 
is prohibited by law because of fire hazard. 


The executive committee recommended that proposed 
amendment of opening paragraph of rule 9 (index No. 21, con- 
ference docket No. 144), providing for elimination of the words 
“exclusive of Sundays and legal holidays” be continued in the 
hands of the demurrage committee for further consideration. 
This was approved. 


With respect to suggested amendment of rule 8, section A 
(index No. 22, conference docket No. 145), that the word “im- 
pacted” be included after the word “frozen” in the preamble 
of the section, the executive committee recommended that 
the word “impacted” be included in the preamble of paragraph 
2, section A of rule 8 of the same rule. The League approved 
the recommendation. 

The League approved the committee’s recommendation 
that clarification of storage rules 1, section A-2; 1, section C; 
3, section A; and addition of notes to rules 3 and 4, to line up 
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these rules with demurrage rules be approved (index No. 19 
conference docket No. 142). 


The report as a whole, as amended, was adopted. 
Legislative Committee 


A recommendation that the League go on record as oppos 
to S. 2163, the bill introduced by Senator Reed, of Sagas pe 
any other proposed legislation providing for compulsory pool- 
ing, was made in the report of the legislative committees 
Charles R. Seal, chairman. The recommendation was approved 
by the League. The executive committee had recommended 
approval. The difficult question of compulsory pooling had again 
been raised by the Reed Bill, proposing to amend paragraph 1 
of section 5 of the interstate commerce act to empower the 
Commission to require pooling of the avails of general in- 
creases in rates, fares or charges, said the committee. Con- 
tinuing, the committee said: 


To the present provisions of paragraph (1) of Section 5, providing 
for voluntary pooling of traffic service, or gross or net earnings, or 
any portion thereof, with the assent of all carriers involved and the 
approval of the Commission, the bill would add the following proviso: 

“Provided further, That whenever the Commission is of opinion 
after hearing upon general application of carriers in any rate area or 
territory or group, or in the country as a whole, or upon its own 
initiative, after hearing, that increases in rates, fares, or charges 
should be permitted upon a percentage or other uniform basis because 
of the revenue needs of the affected carriers, considered collectively 
it may provide for the pooling or division of the avails of such in- 
creases, or any part thereof, among the affected carriers so as to en- 
able, to the extent reasonably practicable, each of them to afford ade- 
quate transportation service, giving due consideration, among other 
things, to the efficiency with which the carriers concerned are oper- 
ated, the amount o frevenue required to pay their respective operating 
expenses, taxes, and a fair return on their railway property held for 
and used in the service of transportation, and the importance to the 
public of the transportation services of such carriers.”’’ 

Although the League apparently has never adopted a position 
specifically opposing compulsory pooling, it might be considered to 
have done so inferentially when it went on record favoring volun- 
tary pooling. The League was placed on record as opposing com- 
pulsory pooling at the hearing on the bill which resulted in the trans- 
portation act of 1940. The report and recommendations of the special 
committee in charge of that legislation for the League was circulated 
to the entire membership and no objections thereto were raised. It 
seems desirable, if not necessary, that the question be now further 
considered for the guidance of those who would be charged with the 
duty of representing the League when and if the bill comes up for 
hearing. While there is some doubt now that the bill will be assigned 
for hearing at this session, it is not believed that action should be 
delayed because of this doubt, since Senator Reed earlier in the year 
announced that the League, among others, would be called upon to 
express its views, and that the following questions would be asked: 

What is to be included in a ‘‘national transportation system’’ so 
far as railroads are concerned? ; 

Why is a weak railroad? 

Is it necessary or desirable in a national transportation system to 
preserve the weak railroads? 

If the foregoing question is answered in the affirmative, how do 
you propose that it be done? 

These questions, some obscure and others fundamental, will be 
referred to following discussion of the general subject of pooling. 

The bill raises questions which could be discussed at such length 
as to prolong unduly this report. As to the text of the bill itself, it 
will be noted that, while it probably was the intent of the author to 
provide only for pooling of the avails of increases in railroad rates, 
the present provisions of paragraph (1) of Section 5, to which the 
proviso would be added, apply to carriers subject to Parts II and Ill 
of the act as well as those subject to Part I; so that the provision as 
a whole might be construed to relate to the revenues of all carriers, 
and to provide for pooling among motor carriers or between motor 
and rail carriers collectively. There has been no known sentiment 
among motor carriers in favor of compulsory pooling, and it is be- 
lieved that the League would be strongly opposed to any common fixa- 
tion of rai: and motor carrier rates and revenues. The bill would re- 
quire clarification regardless of its merits on principle. 

As distinguished from a general pooling of traffic or revenues, the 
bill provides for pooling only of the avails of general or emergency 
increases in rates, and thus finds plausible support in discussions of 
the Commission dealing with situations where it became necessary to 
grant emergency rate increases to highly prosperous roads in order to 
relieve the financial pinch of other (Fifteen Per Cent Case, 1931, Ex 
Parte 103, 178, I. C. C. 539, 578-580; 179 I. C. C. 215; General Commodity 
Rate Increases, 1937, Ex Parte 115, 223 I. C. C. 657, 741-745), and in 
the Commission’s power to fix divisions. 

Compulsory pooling of revenues would seem to involve funda- 
mentally the same principle whether limited, as by this bill, to the 
revenues from emregency rate increases, or required on a_ broader 
plan. A substantial part of the present base rates represents emer- 
gency increases of past years which have become incorporated into 
the rates. It may be argued by proponents of compulsory pooling 
that prosperous lines should not be allowed to augment their already 
adequate earnings from increases which are justified only by the neces- 
sities of poorer lines, whose needs may not be fully satisfied by the 
increase received; and that compulsory pooling of the revenues from 
general increases would not only promote the aim since the transporta- 
tion act of 1920 to build up and maintain an adequate national trans- 
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portation system, but would impose upon the shipping public a lesser 
increase than would be required if all rates were increased to the ex- 
tent required by the needs of the weaker roads. The latter thought is 
illustrated in the discussion by Mr. Fulbright at the 1931 annual meet- 
ing (icrcular No. 1386, page 154), reporting as chairman of the League’s 
special committee on Ex Parte No. 103. 

It is not believed, however, that compulsory pooling is either neces- 
sary or desirable to the maintenance of a national transportation sys- 
tem. Whatever virtues can be claimed for compulsory pooling, which 
is essentially socialistic, do not overcome the objection that it would 
be contrary to the idea of private enterprise and an encroachment 
upon property rights. While a national transportation system com- 
posed wholly of prosperous carriers would be ideal, the proper con- 
cept of such a system cannot be carried to the extent of requiring the 
efficient to sustain the inefficient or the fortuitously situated pros- 
perous road to contribute to the maintenance of another that may 
have been inaptly conceived and located or poorly financed or man- 
aged. To so treat revenues as community property would most likely 
reduce the competitive initiative of lines with high earning power, 
with a corresponding adverse effect upon the shipping public, and also 
might well have the effect of impairing rather than improving railroad 
credit in general. 

The answers to the questions which Senator Reed has indicated 
will be asked of those requested to discuss the bill cannot be briefiy 
stated; nor can the various angles to be considered be adequately de- 
veloped within the bounds of this report. It seems impracticable for 
the membership as a whole to attempt to determine the precise an- 
swers. The formulation of these will require further study and can 
best be done by those who will be charged with the duty of represent- 
ing the League before the Senate committee, with the advice and 
assistance of counsel. 

It is probable that no specific answer can be given to the question 
as to what is to be included in a national transportation system so far 
as railroads are concerned. Many railroads are, of course, essential 
to such a system; others may not be, depending upon various factors. 
As to the question ‘‘Why is a weak railroad?’’ there may be any num- 
ber of reasons why a particular railroad may be weak, either tempo- 
rarily or permanently. On the question as to the desirability of pre- 
serving weak railroads, any answer would have to recognize that some 
railroads are essential to a national transportation system even though 
they may be weak. Weakness is relative, some roads being weaker 
than others, and may be temporary or chronic. It might be due to 
conditions for which pooling, even if otherwise proper, would not be 
the remedy, such as inefficient management and operation, indifference 
towards the Gevelopment of traffic, or an unsound financial structure, 
or inadequate divisions of rates. 

The needs of some weak roads, or roads in areas of sparsity of 
traffic, have been met by allowance of arbitraries above the standard 
rate level. In other instances hte need has been met through read- 
justment of divisions. In still others, financialy reorganization, tem- 
porary or permanent, has been found necessary. Such means have so 
far by and large contributed to preserving the national transportation 
system of railroads, and mergers of weak roads with stronger ones 
offer a further means. There would seem to be no practical need that 
these be supplemented by a plan of compulsory pooling that would 
conscript the earnings of the efficient and prosperous roads for the 
benefit of the less efficient or the less prosperous. Such a plan might 
promote laxity in management by causing beneficiary roads to come 
to rely upon this form of relief. 


Your committee recommends that the League go on record as op- 
posed to S. 2163 or any other proposed legislation providing for com- 
pulsory pooling, and that the preparation of any statement to be pre- 
sented to Congress, and of the answers to questions such as those 
discussed above, be left to the appropriate officers and counsel. 


The League approved recommendation of the legislative 
committee that action seeking repeal of section 22 of the act 
authorizing reduced rates on government traffic be held in 
abeyance. The committee said such proposed repeal would 
meet with strong opposition from the government “which might 


mg further difficulties in the way of the land grant (repeal) 
1 ag 


The committee reported that H. R. 7304 would forbid the 
payment or receipt of contingent fees in connection with the 
procurement of government contracts and also would forbid 
any former employes of a government department from repre- 
senting an employer before such department within five years 
following the termination of his employment by the depart- 
ment. The executive committee recommended that the League 
register a qualified objection to the bill as now drawn and 
advocate that if there was to be any such legislation affecting 
former government employes, the bill be amended by addition 
of the words: “except departments or agencies which main- 
tain a register or bar of practitioners, subject to discipline for 
misconduct, and bound by an established code of ethics.” This 
was approved. 


Approval of opposition to provisions in the Glancy bill in 
the New York legislature providing for certification of traffic 
managers was voted by the League. The bill failed of passage 
for lack of support, said legislative committee. It said it was 
believed that the present position of the League in opposition 
to statutory professionalization of traffic management was to 
“4 _ as opposed to legislation such as that provided 

ie bill. 


On the question of ceilings on rates the League did not 
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commit itself for or against ceilings but took the position that 
it was opposed to transfer of jurisdiction as to rates from exist- 
ing regulatory agencies of Congress. This was the action 
taken in connection with consideration of the Norris proposal 
to prevent increases in rates except with the approval of the 
President. In discussion some members indicated support for 
ceilings on rates in connection with control of prices of com- 
modities while others opposed “freezing” of the rate structure. 
The report of the committee, as approved, was adopted. 


Weighing Committee 


The weighing committee, Murray N. Billings, chairman, 
submitted a report dealing with the proposal that the National 
Code of Weighing Rules be suspended for the duration and 
that in its place an order be issued prohibiting railroads from 
reweighing any carload of freight that had a previous weigh- 
ing by the railroad, or was moving under established weight 
agreements, and that in obtaining the actual weights the car 
was not to be weighed but the marked tare of the car used. 
The abjective was to eliminate waste in transportation. 

In conferences on the subject the committee said it took 
the position that such a drastic change would create a com- 
mercial upheaval, with its ramifications, such as could not be 
visualized and that the public should be permitted to eliminate 
the unnecessary weighing so as to retain the weighing that 
was necessary. The committee said members of the staffs of 
the O. D. T. and the Commission agreed that shippers and 
railroads should have an opportunity, over a reasonable test 
period, to demonstrate that the unnecessary weighing could 
be eliminated. 

League members were asked to eliminate unnecessary 
weighing and the committee said that from information it had 
received it believed that the League had responded in the 
elimination of unnecessary weighing. The committee recom- 
mended that the League approve the action of the committee 
in arranging for this test of the cooperative efforts of the ship- 
pers and railroads, and that the League undertake still further 
efforts to eliminate unnecessary weighing. This was approved. 


Motor Carrier Rates, Etc. 


Pointing out that the motor carrier act did not now con- 
tain any statute of limitations with respect to overcharges or 
undercharges by motor common carriers and that various 
motor carrier tariff publishing agencies had from time to time 
docketed proposals to publish a tariff rule limiting the period 
of time within which shippers might recover overcharges— 
usually without any similar provision for undercharges—the 
committee on motor carrier rates, classifications, tariff rules 
and regulations, W. H. Ott, chairman, recommended the estab- 
lishment of a statutory provision in Part II., of the interestate 
commerce act, relating to overcharges and undercharges of 
common motor carrier similar to the provision now contained 
in Part I. of the act relating to rail carriers. This was approved. 


Minimum Weights 


The committee recommended that the League support its 
endorsement of the general principle that minimum weights 
established by motor carriers should not exceed the carrying 
capacity of a single motor vehicle (or combination thereof 
drawn by one power unit) in general use, in any further court 
proceedings arising out of the Commission’s decision in I. and 
S. M-1216, Rugs and Mattings to Western Trunk Line Terri- 
tory. In that case the Commission applied that principle. Ac- 
tion was brought in the U. S. District Court at New York in 
Eastern Central Motor Carriers Association vs. U. S. et al., 
seeking to set aside the Commission’s order in the case cited, 
said the committee, but the League did not participate in the 
argument in the case. Director Blanning, of the Bureau of 
Motor Carriers, has written motor carrier »ublishing agencies 
that their minimum weights are not in accord with the deci- 
sion in I. and S. M-1216 and has suggested revision to bring 
them in line with the decision. The committee said “so far as 
is known, the motor carriers do not intend to take any such 
action as suggested by Mr. Blanning unless compelled to do 
so.” The recommendation was approved. The report as ap- - 
proved was adopted. 


Motor Carrier Contracts 
The name of the motor carrier contracts committee was 
changed to contract motor carrier committee. The committee, 
L. Z. Whitbeck, chairman, submitted a brief report of informa- 
tion. 
The report was received. 


Car Service Committee 


In considering the report of the committee on transporta- 
tion instrumentalities and car service (F. F. Estes, chairman) 
the League approved a recommendation of the executive com- 
mittee, in lieu of a similar committee recommendation, that 
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the League “is in favor of, and insists upon, the release of 
enough essential material for the construction of sufficient rail- 
road equipment to take care of the estimated essential traffic 
needs of 1943” and that the '.eague and its individual mem- 
bers pledge continued and increased cooperation to help in 
every possible way to expedite the movement of railroad 
freight. It was stated that it was understood that the special 
emergency committee would take such steps as were appropriate 
and necessary to carry out these policies. The League also 
approved a recommendation of the executive committee that 
the League go on record commending the railroads for their 
splendid transportation performance to date as revealed by 
the report of the committee on transportation instrumentalities 
and car service despite the difficulties under which the rail- 
roads had operated. 

The committee said that the data furnished by the Asso- 
ciation of American Railroads showed that in 1941 claims due 
to delay amounted to $595,941, an increase of 10.2 per cent 
over delay claims in 1940. It said the association did not break 
down this figure to show claims paid on account of general 
delay and those paid for delay due to failure to maintain 
schedules. It recommended that the A. A. R. be requested to 
differentiate in its claim statistics between the amount of 
claims paid for general delays and the amount paid for delays 
due to failure to maintain scheduled freight time operation, and 
that, if such a differentiation was impracticable at present due 
to cancelation of freight train schedules, such a differentiation 
be incorporated in the claim statistics as soon as it was prac- 
ticable to do so. This was approved. 

The report pointed out that last fall the committee had 
said it shared the optimism of President Bryan when he said, 
September 16, that there was no car shortage and “with our 
cooperation there will be no car shortage,” but that it did not 
now feel justified in making the same prediction for the ensu- 
ing year, due to certain restrictions that had been placed by 
the W. P. B. on new equipment for the railroads and on re- 
placement parts for present equipment. 

“This, along with other changed conditions,” said the com- 
mittee, “such as the generally longer hauls of rail tonnage and 
the diversions from truck and water movement to the rails, 
tends to make the future 100 per cent car supply and railroad 
operation unpredictable, and accentuates the need for continued 
and increased efforts on the part of both shippers and railroads 


to speed up loading, movement and unloading of all freight 
cars.” 


The report, as amended, was adopted. 
Membership, Etc. 


For the membership committee, W. J. Bailey, chairman, 
Mr. Lacey reported that the League now had 813 members, as 
against 711 a year ago. re 


Mr. Lacey also reported that D. S. Bliss, deputy collector 
of internal revenue, had wired that the taxes on transportation 
of property would not apply on shipments originating prior to 
midnight of November 30 regardless of time of delivery or 
payment of freight charges. 


The special committee on bituminous coal act, Johu B. 
Keeler, chairman, was abolished with a vote of thanks. 

The special committee on itinerant merchant, Allen Dean, 
chairman, was discontinued, with a vote of thanks, for the 
duration. 


Reports of information were received from the special 
committee on fourth section, D. O. Moore, chairman; from the 
passenger traffic committee, G. A. Bahler, chairman, and the 
special committee on the investigation and research of trans- 
portation agencies by the transportation board, Charles W. 
Braden, chairman. 

The special committee on reorganization of executive de- 
partments of the U. S. government, A. H. Schwietert, chair- 
man, recommended that it be discharged but the executive 
committee recommended that the committee be continued and 
this was approved by the League. The committee doubted any 
new proposals to enable the President to reorganize govern- 
ment departments would be made in the war emergency period. 


Cross Hauling 


After a talk by W. E. Rosenbaum, traffic consultant, of 
St. Louis, Mo., as to moves being made in Washington toward 
imposing bans on cross hauling of various commodities, the 
League voted to refer that subject to the executive committee. 
Mr. Rosenbaum spoke in opposition to such proposals and 
named various commodities as to which he said it had been 
proposed there should be cross hauling bans. He had been 
unable to obtain a definition of cross haul. It was clear, said 
he, that the O. D. T. was up against terrific pressure from the 
W. P. B. in this matter. Men in the W. P. B., without trans- 
portation experience, were attempting to tell the O. D. T. what 
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to do, said he. He presented the matter as one of serious im- 
port to all industry. 


Executive Committee Members 


The board of directors at a meeting November 20 elected 
to the executive committee the following: I. F. Lyons, J. B. 
Keeler, Carl Giessow, Alonzo Bennett, A. H. Schwietert, H. D. 
Rhodehouse, H. J. Wagner, A. G. T. Moore, A. H. Brown, G. F. 
Hichborn, K. A. Moore, A. J. Sevin, T. C. Burwell, Allen Dean, 
W. A. Moore, F. B. Townsend, E. A. Jack, Porter Howard, 
C. A. Lahey and F. A. Doebber. 


Mr. Keeler was reelected chairman of the executive com- 
mittee. 


I. F. Lyons was elected chairman of the board of directors. 
The League elected the following regional vice presidents 
and members of the board of directors: 


Regional Vice-Presidents 

New England Region: 

W. P. Libby, North Plymouth, Mass. 
Trunk Line Region: 

J. S. Wood, New York City. 
Central Freight Association Region: 

Geo. A. Blair, Chicago, Ill. 
Western Trunk Line Region: 

L. P. Siddons, Colorado Springs, Colo. 
Southwestern Region: 

A. L. Reed, Dallas, Texas. 
Southeastern Region: 

M. M. Emmert, Atlanta, Ga. 
Northwestern Region: 

Martin F. Smith, Minneapolis, Minn. 
Pacific Coast Region: 

W. G. Stone, Sacramento, Calif. 


Board of Directors 
Trunk Line Region: 
S. Boden, Pittsburgh, Pa. 
W. Burton, Rochester, N. Y. 
. C. Crawford, Bethlehem, Pa. 
T. Harkrader, New York, N. Y. 
. F. Hichborn, New York, N. Y. 
orter Howard, Philadelphia, Pa. 
. A. Jack, Pittsburgh, Pa. 
ohn B. Keeler, Pittsburgh, Pa. 
M. Mabey, New York, N. Y. 
. E. Maloney, Buffalo, N. Y. 
W. Marshall, Wilmington, Del. 
F. Mongeon, New York, N. Y. 
O. Moore, Pittsburgh, Pa. 
. A. Moore, New York, N. Y. 
J. Newberry, New York, N. Y. 
H. Rolf, Philadelphia, Pa. 
J. Sevin, Pittsburgh, Pa. 
R. Van Arnum, Washington, D. C. 
H. J. Wagner, Norfolk, Va. 


New England Region: 
R. W. Burke, Chicopee, Mass. 
A. H. Erlandson, Sanford, Me. 
N. W. Ford, Hartford, Conn. 
Elmer B. Jones, Worcester, Mass. 
W. H. Pease, Bridgeport, Conn. 
A. A. Raphael, Boston, Mass. 


Western Trunk Line Region: 
H. S. Dickenson, Denver, Colo. 
S. L. Foote, Madison, Wis. 
H. W. Gehrke, Milwaukee, Wis. 
Carl Giessow, St. Lcuis, Mo. 
R. K. Keas, St. Louis, Mo. 
Chas. Shackell, Cedar Rapids, Ia. 
J. H. Tedrow, Kansas City, Mo. 
W. S. Whitten, Lincoln, Neb. 
Pacific Coast Region: 
K. C. Batchelder, Seattle, Wash. 
H. A. Gillis, Portland, Ore. 
H. A. Lincoln, San Francisco, Cal. 
I. F. Lyons, San Francisco, Cal. 
W. O. Narry, Los Angeles, Cal. 
E. A. Read, Oakland, Cal. 


Central Freight Association Region: 
A. H. Brown, Cleveland, O. 
T. C. Burwell, Decatur, Ill. 
Allen Dean, Detroit, Mich. 
F. A. Doebber, Indianapolis, Ind. 
H. D. Fenske, Detroit, Mich. 
R. H. Hagerman, Dayton, O. 
. Jicha, Cleveland, O. 
A. Lahey, Chicago, Ill. 
W. Mackey, Chicago, IIl. 
. M. MacPherson, Grand Rapids, Mich. 
A. Moore, Detroit, Mich. 
V. McMahon, Youngstown, O. 
W. Peters, Anderson, Ind. 
D. Rhodehouse, Cleveland, O. 
. J. Schroeder, Moline, Ill. 
. H. Sehwietert, Chicago, Ill. 
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c. T. Stripp, Cleveland, O. 
Chas. Sullivan, Detroit, Mich. 
H. J. Zimmerman, Akron, O. 


Southeastern Region: 

Alonzo Bennett, Memphis, Tenn. 

Ww. S. Creighton, Charlotte, N. C. 

E. L. Hart, Atlanta, Ga. 

Frank H. Luther, Louisville, Ky. 

c. A. Mitchell, Memphis, Tenn. 

J. H. Schroeder, Birmingham, Ala. 
Southwestern Region: 

J. J. Dee, Houston, Texas. 

M. L. Dickerson, Hodge, La. 

F. A. Leffingwell, Dallas, Texas. 

A. G. T. Moore, New Orleans, La. 

H. W. Roe, Tulsa, Okla. 

E. H. Thornton, New Orleans, La. 
Northwestern Region: 

E. H. Berg, St. Paul, Minn. 
J. Henderson, Minneapolis, Minn. 
E. Luth, Winona, Minn. 
B. Smith, Minneapolis, Minn. 
B. Townsend, Minneapolis, Minn. 
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Limitation of Truck Hauls 


The Traffic World Washington Bureau 


Colonel Williamson said November 24, in answer to ques- 
tions relating to his address before the National Industrial 
Traffic League, that, in saying that the War Department would 
declare carriers in the service of the Department if any order 
were issued limiting truck hauls, he meant that the truck car- 
riers would operate subject to the Department’s instructions. 
Operation, said he, would remain in the hands of the present 
operators. 


Asked under what authority the Department would take 
such action, he said the authority was in the act of August 29, 
1916, authorizing the President to take possession and assume 
control of any system or systems of transportation. If the 
War Department, at the direction of the President, assumed 
control of truck operations, he said, any order issued by the 
O. D. T. would not apply to such truck operations. Asked why 
he had made his statement to the League instead of to Di- 
rector Eastman, he said the War Department wanted the traffic 
men to know first hand what the position of the Department 
was. He said it was known that the League was considering 
the subject and that it was desired that the League know ex- 
actly where the Department stood. The War Department was 
charged with the successful prosecution of the war, said he, 
and it felt that the truck transportation needs with reference 
to the war effort would be met if the questiton of limitation 
on hauls were left: with the expert traffic men. He said the 
War Department did not intend to do anything further unless 
the O. D. T. issued an order limiting hauls by truck. 


oO. D. T. Unmoved 


Notwithstanding the declaration made by Col. Williamson 
before the National Industrial Traffic League, Director East- 
man, when asked about it, said the Office of Defense Trans- 
portation would continue with its study of the question as he 
had told the League in his address November 19 (see Traffic 
World, Nov. 21, p. 1239). He said he had nothing to add at 
this time to the statement he made to the League. He proposed 
to continue his inquiry and come to a conclusion. 

The indications were that the issue between the War De- 
partment and the Office of Defense Transportation over the 
question of limiting motor hauls would not come to a head until 
the O. D. T. made its decision as to limitation of truck hauls. 

Col. Williamson had not seemed to have frightened the 
0. D. T. Comment was heard as to why, if he had on his 
mind what he told the League, he had not made his speech to 
Director Eastman in the latter’s office in Washington. There 
was gossip to the effect that members of the League opposed 
to the League going on record in favor of limitations on truck 
hauls were greatly pleased that Col. Williamson had made his 
speech to the League. It was understood that the colonel had 
asked and obtained permission to address the League. 

The feeling at the O. D. T. was that there was no reason, 
despite Col. Williamson’s speech, why it should not proceed 
to a conclusion with the matter of limiting truck hauls and 
make effective its decision, if it decided that was the thing to 
do. _Doubt was expressed that the War Department had au- 
thority to block an order of O. D. T. by, as Col. Williamson 
said, declaring trucks in the service of the War Department. 

O. D. T. officials pointed out that traffic in which the 
army and navy were interested had been excepted from O. D. 
T. orders and such traffic might be excepted if a truck haul 
limitation order were issued. Col. Williamson, however, said 
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in his speech that, of approximately 200,000 vehicles in inter- 
state traffic, “I dare say 70 per cent or better of the tonnage 
that they are handling today is involved either directly or in- 
directly in the war effort.” 


Army Once Was For It 


Early this summer army officials were advocating that a 
limitation be placed on truck hauls. The idea then was that 
the maximum haul for a truck should be 300 miles and that 
the railroads should be used for longer hauls. Motor carriers 
opposed the proposal. A public conference, as a result of this 
opposition, was held by Director Eastman and Commissioner 
Rogers, head of the O. D. T. motor transport division (see 
Traffic World, July 4, p. 44). Shortly before that Brigadier 
General C. P. Gross, chief of transportation service, head- 
quarters, services of supply, testifying before the Senate appro- 
priations committee, said arrangements were being made by 
the O. D. T. and by the War Department to limit the haul by 
motor truck and make the long hauls by rail (see Traffic World, 
July 4, p. 45). Under Secretary of War Patterson, in testimony 
June 11 before the Senate committee on small business, recom- 
mended adoption of a four-point rubber conservation program, 
including shifting of freight and passenger traffic to the rail- 
roads wherever possible and nationwide gasoline rationing. 
Nothing came of the War Department activities at that time. 
Col. Williamson’s appearance before the Traffic League last 
week was the next development. The colonel, in answer to a 


question, said the 300-mile limit idea, after consideration, had 
been dropped. 


CHICAGO TRUCKERS OPPOSE HAUL LIMITATION 


About 150 truck operators in the Chicago area met at the 
Morrison Hotel November 27 and adopted a resolution em- 
powering the board of directors of the Central Motor Freight 
Association, under the sponsorship of which the meeting was 
held, to oppose any truck-rail coordination plan that would in- 
clude limitation of the length of truck hauls. R. J. Olson, presi- 
dent of the C. M. F. A., presided. Harry Chaddick, American 
Transportation Company, Chicago member of the trucking in- 
dustry committee on rail-truck coordination, appointed by Ted 
Rodgers, president of the American Trucking Associations, Inc., 
to confer with the Office of Defense Transportation in the mat- 
ter, reported on a meeting of that committee held in Washing- 
ton last week. He said the committee was to meet again in 
Washington December 8 and to forward its recommendations 
to the O. D. T. on or before December 11. 


MecNear Challenges W. L. B. 


; George P. McNear, Jr., of the Toledo, Peoria, and Western, 
in a letter to Wayne L. Morse of the National War Labor 
Board, November 23, accused the latter of “misleading and 
untrue statements” in his communication of November 5 (see 
Traffic World November 7, p. 1091), in which the board mem- 
ber, among other things, said that the Office of Defense Trans- 
portation had been notified of the board’s decision that it should 
manage or arrange for the management of the railroad for the 
duration of the war. The W. L. B. decision followed refusal on 
the part of Mr. McNear to obtain the release of his railroad 
from government control at the price of signing wage and rules 
agreements with operating unions containing the terms agreed 
on between the workers and the federal manager. 

: Unfortunately the W. L. B. “appears to be more interested 
in playing politics with labor leaders than in treating all citi- 
zens fairly, or in promoting the vigorous and efficient prosecu- 
tion of the war,’ says Mr. McNear in his letter to Mr. Morse. 
“Such actions by the board,” he continues, “breed more dis- 
content,” and explain the paragraph in Mr. Morse’s letter, in 
which he said the board had so many cases before it awaiting 
decision that it could not afford to devote further time to the 
T. P. & W. matter. 

Mr. McNear calls attention to the failure on the part of 
Mr. Morse to say anything in his letter about the denial of the 
National Board of Mediation to recommend the appointment 
of the emergency fact-finding board for which he had asked 
repeatedly. Mr. Morse also fails to note that “various proposals 
for arbitration . _. all were politically dominated,” says 
McNear, and adds that the Morse letter does not deny that 
Judge Hilliard, the referee finally appointed, “had already 
shown his unfairness and incompetence.” Finally, he says, the 
Morse letter fails to answer his question as to why, after Chair- 
man Davis of the W. L. B., had declared that the Hilliard 
decision would be final, the W. L. B. actually made major 
modifications in it. 

“You insist on closing our case with that kind of record,” 
says Mr. McNear. ‘You do not dare give us the fair arbitration 
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we have requested, nor do you dare hold a public hearing on 
the subject, where the facts could be made known.” 

He charges that the “excellent record-of individual output” 
on the railroads, in shipyards, and in other industries has ‘“‘been 
lessened by the union activities sponsored by” the W. L. B. 
As bearing on the right of bureaus and commissions to control 
such activities, he cites a recent decision in the circuit court 
of appeals of Florida, in which Judge George E. Holt granted 
a permanent injunction restraining an A. F. of L. painters’ 
union from penalizing members for using paint spray-guns. In 
his opinion in that case, Judge Holt said his court was “the 
proper forum” in which the men might seek relief, “and not 
some politically dominated board, bureau, or commission in 
Washington.” 

“The American people showed at the recent elections that 
they want vigorous and efficient prosecution of the war,” said 
Mr. McNear in conclusion. “You have no mandate to order 
the deliberate and needless wastes which would occur on the 
‘= hg W. were we to sign the contracts demanded by your 
board.” 


Asks Barriger for Records 


On November 23, Mr. McNear also wrote to J. W. Barriger, 
federal manager of the T. P. & W., asking for the loan of oper- 
ating records, particularly of train sheets, for a number of 
months. The request was made, he said, because Mr. Barriger 
had criticized adversely figures contained in a study attached 
to the T. P. & W. annual report, which purported to show 
wastes of manpower equipment, and materials under federal 
operation. Mr. McNear said the figures contained in the report 
were “obtained from a variety of sources that were considered 
to be reliable.” He had asked Dr. J. H. Parmelee, director of 
the A. A. R.’s Bureau of Railway Statistics to make an analysis 
of the report, he said, and the train sheets were needed to 
ascertain whether Mr. Barriger’s criticisms were or were not 
well founded. 


Western Rail Manpower Needs 


Describing the maintenance-of-way manpower situation on 
certain western railroads as critical, Director Eastman of the 
Office of Defense Transportation has urged the War Manpower 
Commission to take “immediate steps” to obtain sufficient track 
workers for the safe maintenance of track and roadway on 
those railroads, he said today. 

Mr. Eastman has requested the W. M. C. to determine 
whether adequate track labor can be obtained for the western 
roads from domestic sources. 

“Tf it is found,” he said, “that adequate supplies of domestic 
labor are not now available, the Office of Defense Transporta- 
tion then requests that immediate steps be taken to arrange for 
the importation of labor from Mexico in sufficient numbers to 
meet the most pressing minimum needs . . . until such time as 
domestic labor again becomes available.” 

The O. D. T. director disclosed that representatives of rail- 
roads and maintenance-of-way employes, conferring with gov- 
ernment officials, had failed to agree on arrangements for the 
recruitment of Mexican labor. 

In a recent letter to W. M. C., Chairman Paul V. McNutt, 
Mr. Eastman referred to a memorandum he had sent to Mr. 
MeNutt October 20, in which he said that “the difficulties of 
manning section and extra gang crews on western railroads 
have reached such proportions that quick and effective action 
is necessary.” 


In his memorandum, Mr. Eastman asserted that “if our 
railroads are to be prepared to carry increasingly heavy trans- 
portation burdens, track and roadway maintenance must be on 
a greater scale than ever before.” Crews for this work, he said, 
are not being maintained in sufficient force on certain western 
roads to carry out current or future programs. 


Mr. Eastman recalled, in his earlier communication, the 
failure of recruiting programs that had been tried, and dis- 
cussed two other proposed plans: the recruiting of track labor 
from pools of unemployed workers outside the territory of the 
western railroads and from Mexican groups. He added: 


Whether track labor is recruited from sources within the United 
States or in Mexico, the railroads affected must guarantee either to 
Mexicans or to domestic workers certain minimum standards of hours, 
wages, working conditions, housing, commissary arrangements, medical 
care, etc. 


In his recent letter to the W. M. C. chairman, Mr. Eastman 
reported on a meeting in Chicago of representatives of railroads 
and maintenance-of-way employes with government officials. 
At this meeting, he said, “an effort was made to include in a 
proposed plan a recognition of the wage problem, together 
with a recommendation that the existing wage negotiations be 
expedited and the propriety of granting time and one-half over- 
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Representatives of railroads, he said, were unwilling to include 
such proposals in the plan. 

“Similarly an attempt was made,” Mr. Eastman said, “to 
obtain an agreement on the importation of Mexican labor under 
safeguards established by the federal government if sufficient 
track labor could not be obtained otherwise. Representatives 
of labor agreed to the recruitment of track labor from Mexico 
but as a last resort only and providing also that management 
should agree on the paragraphs of the proposed plan dealing 
with wage recommendations. Since the representatives of man. 
agement would not agree to the proposed recommendations in 
regard to wages, representatives of labor withhold agreement 
as to the possible importation of labor from Mexico.” 

Referring to his memorandum of October 20, in which he 
recalled that as of September 15 twelve of the largest western 
railroads reported that they had 14,359 current unfilled vacan- 
cles among section and extra gang crews, Mr. Eastman called 
Mr. McNutt’s attention to “the increase in derailments on rail- 
roads in the western district in 1942 as compared with 1941.” 
A considerable part of the increase was blamed on inadequate 
maintenance of way. 

Mr. Eastman quoted Interstate Commerce Commission sta- 
tistics which showed 1,107 derailments in the first half of 1942 
as against 655 in the corresponding period of last year. 


RAILROAD MANPOWER 


_ Six railroad executives and six rail labor officials, consti- 
tuting a labor-management conference group, in its first formal 
session with O. D. T. officials discussed proposals for inter-rail- 
road transfers of workers to meet “spot labor shortages,” accord- 
ing to an O. D. T. announcement. The O. D. T. said the labor- 
management group was organized October 30 “under the auspices 
of the O. D. T.” to provide a systematic cooperative arrange- 
ment by which the experience of its members could be drawn 
upon in a program of maximum utilization of facilities, equip- 
ment and manpower in the war effort. 

Among suggestions presented at the conference, it was 
stated, was one to the effect that when a worker was inducted 
into one of the armed services, a member of his family, “fre- 
quently a woman,” could be hired, with the inducted worker's 
seniority to be maintained in his absence. Another suggestion 
was that able-bodied men now employed in non-essential activi- 
ties might be drawn into the railroad industry. The group also 
discussed the possibility of importing labor from Puerto Rico 
or Mexico. It was also proposed that railroad employes recently 
retired could be recalled to the industry to take jobs to which 
they were suited, that employes could be encouraged by the 
brotherhoods, employers and government to postpone their 
retirement, and that training programs could be expanded and 
accelerated to fit new workers for railroad jobs and present 
employes for upgrading. 

Members of the conference group are: 


L. W. Baldwin, chief executive officer of the Missouri Pacific Lines; 
M. W. Clement, president of the Pennsylvania Railroad Co.; J. B. Hill, 
president of the Louisville and Nashville Railroad; E. W. Scheer, presi- 
dent of the Reading Railway System; J. J. Pelley, president of the 
Association of American Railroads, ex officio member of the manage- 
ment group; C. E. Denney, president of the Northern Pacific Railroad, 
and E. E. Norris, president of the Southern Railway System; D. B. 
Robertson, president of the Brotherhood of Locomotive Firemen and 
Enginemen; G. M. Harrison, president of the Brotherhood of Railway 
and Steamship Clerks, Freight Handlers, Express and Station Em- 
ployes; S. J. Hogan, president of the National Marine Engineers’ Ben- 
eficial Association; B. M. Jewell, president of the Railway Employes’ 
Department of the American Federation of Labor; A. F. Whitney, 
president of the Brotherhood of Railroad Trainmen, and J. G. Luhrsen, 
executive secretary of the Railway Labor Executives’ Association. 


CHICAGO TRUCK WAGE NEGOTIATIONS 

Negotiations between representatives of Chicago truck op- 
erators and their drivers, on demands for wage increases and 
reduction of the weekly working hours, were resumed Novem- 
ber 25 at offices of the Cartage Exchange of Chicago (see Traffic 
World, Nov. 21, p. 1233). 
_ William B. Crawford, counsel for the exchange, said addi- 
tional conferences would be held beginning early next week. 
Drivers and employers, he said, were anxious to reach an agree- 
ment before December 31, when the present union contract ex- 
pires. He said that, if a full 15 per cent wage increase were 
granted the drivers employed by Chicago carters, as requested 
by the drivers, the carters’ total operating costs would be in- 
creased approximately 8 per cent and their net income would be 
wiped out unless they could increase rates. Before any wage 
increases could be granted, he said, the companies would have 
to obtain approval of Director Byrnes of the Office of Economic 
Stabilization, and rate increases could not be obtained until 
after wages were increased. The operators might be at a dis 
advantage, even if both wages and rates were increased, he said, 
because the wage increases might be made retroactive and could 


time after eight hours of employment” also be determined. not be recouped in increased cartage charges. 
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Railroad Adjustment Board Case 


The United States Supreme Court has asked parties to the 
suit of the Delaware and Hudson Railroad against the National 
Railroad Adjustment Board, involving the railroad’s effort to 
obtain a federal court injunction forcing the board’s first division 
to render decisions in 170 grievance complaints involving com- 
pany disputes with its employes, to submit memorandum 
opinions as to why the case is not moot in view of the death 
recently of Judge Royal A. Stone, of the Minnesota Supreme 
Court. The case is now before the high court on appeal from 
a ruling by the appellate court at Chicago in support of the 
rgilroad’s contention that the district court has jurisdiction to 
force the board to make decisions in the grievance complaints 
(see Traffic World, Oc. 3, p. 778). The appeal to the high 
court was taken by Leo Hassenauer, attorney for the five 
division members representing the railroad brotherhoods. 

Judge Stone was appointed early in 1940 to sit with the 
division as referee, after the ten division members reached a 
deadlock concerning the grievances. On May 13, 1940, he divulged 
in a memorandum opinion that he would uphold the railroad’s 
side in the first 73 grievances heard by himself and the division. 
Before the formal decision could be made, the brotherhoods 
withdrew their complaints, and the division took no further 
action, the five members represented by Mr. Hassanauer con- 
tending that the brotherhoods had the legal right to withdraw 
the complaints and that the court could not issue an injunction 
forcing the division to prevent the withdrawals. Railroad at- 
torneys took the matter to court, contending that the brother- 
hoods intended to resubmit the cases to the division in an at- 
tempt to obtain the appointment later of a referee who might 
rule in favor of the employes. The district court ruled that it 
had no jurisdiction, but, on appeal, the circuit court decided in 
favor of the D. and H. The high court has not yet acted on Mr. 
Hassenauer’s petition for a writ of certiorari. 

Mr. Hassenauer and railroad attorneys in Chicago familiar 
with the case have expressed opinions that the chances of the 
D. and H. winning anything but a hollow victory in the case 
have been much reduced by the death of Judge Stone. The only 
chance of the view of the railroad prevailing lies in the up- 
holding by the Supreme Court of the lower court and the selec- 
tion by the board of a new referee who would follow substan- 
tially Judge Stone’s memorandum. Such a new referee could 
easily, however, it was pointed out, arrive at conclusions far 
different from those set fourt by Judge Stone, in which case 
the railroad’s efforts would have gone for naught. On the other 
hand, should the Supreme Court grant the writ and reverse the 
lower court, the proceedings in the 73 cases would be at an 
end for the time being. However, the motive behind the with- 
drawal in the first instance, was the hope on the part of the 
union leaders that, if and when the cases were resubmitted, they 
would draw a referee less likely to run counter to their con- 
tentions. Hence, a resubmittal would be in order. 

_ The crux of the matter, as it now stands, is that the grant- 
ing of the writ and the reversal of the lower court would, in 
effect, make it possible for parties before the board to withdraw 
and resubmit cases in endless succession as often as they con- 


ceived the views of a referee to be running counter to their 
contentions, . 


STATUS OF YARDMASTERS 

The Railroad Yardmasters of America have “most strenu- 
ously excepted to” the proposed report of Examiner Leland F. 
James in Ex Parte No. 72, Sub 1, Regulations Concerning the 
Class of Employes and Subordinate Officials That Are to Be 
Included Within the Term “Employe” Under the Railway Labor 
Act—General Yardmasters and Assistant General Yardmasters, 
_ Pacific Railroad Co. (see Traffic World, Nov. 7, p. 

In the proposed report, Examiner James said that general 
yardmasters and assistant general yardmasters in large and 
important switching centers ipso facto fell within the designa- 
tion of “officials” because of the importance of the words “of 
necessity” in the order. The Yardmasters said that general 
yardmasters and assistant general yardmasters in such switch- 
ing centers were not and could not be, ipso facto, officials. The 
test, said the Yardmasters, must be the powers and duties they 
were clothed with and could not be by name only. The report, 
Said the Yardmasters, admitted that the record was completely 
Silent on the part of the company to show that the general 
yardmasters and assistant general yardmasters at St. Louis, 
Kansas City, and Little Rock were all clothed with the power 
of firing, and hiring, and disciplining, and with all the responsi- 
bilities of an official by necessity. By inference, said the Yard- 
masters, the proposed report had found that the general yard- 
masters and assistant general yardmasters at these terminals 
were all officials. 


The proposed report had recommended that existing orders 
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of the Commission, defining the work of employes or subordi- 
nate officials of carriers by railroad, should include the work 
of general yardmasters and assistant general yardmasters of 
the Missouri Pacific at 19 terminals, but not at St. Louis and 
Kansas City, Mo., and Little Rock, Ark., so as to bring them 


within the meaning of section 1(5) of the amended railway 
labor act. 


RETIREMENT BOARD FIGURES 


The Railroad Retirement Board has announced that applica- 
tions for unemployment insurance benefits filed by railroad 
employes in September totaled 11,550, compared with 12,400 
in August. The lower number of applications, despite total 
lay-offs of 17,200 railroad workers, indicated that many of 
those laid off obtained employment in other industries, it said. 
Unemployment insurance benefit payments for September 
amounted to $205,000, representing a decline of $13,000 from 
the previous month. The board’s employment service placed 
11,315 workers in the month, compared with 12,922 in August. 

Retirement benefit payments in September totaled $10,692,- 
625, approximately the same monthly rate as the average for 
the first eight months of the year. The September payments 
brought the total since the beginning of operations of the 
board to $589,206,671. The board has certified 164,981 employe 
annuities, 48,579 pensions, 3,459 survivor annuities, 6,756 death- 
benefit annuities, and 59,075 lump-sum death benefits. Retire- 
ment certifications in September totaled 1,401, compared with 
an average of 1,209 for the first eight months of the year. 

The average daily unemployment benefit payment for 
initial registrations periods was $15.25—98 cents under the 
August average. The average for subsequent payments was 
$23.36, compared with $24.02 for August. 


M. C. AND SHIPYARD TROUBLE 


The Maritime Commission has announced its recommenda- 
tions in connection with a protest by workers at the Alabama 
Dry Dock and Shipbuilding Co., Mobile, Ala. The recommenda- 
tions were based on a hearing held in September in Mobile, the 
commission said. 

The commission stated that the operations of the shipyard 
ferry, the immediate cause of the controversy, would be con- 
tinued on a toll basis over an experimental period ending Jan- 
uary 15, 1943, at which time an examination would be made to 
determine whether the five-cent fare resulted in an unreasonable 
profit being made by the city of Mobile. 

The hearing, called by the commission and attended by 
representatives of the War Production Board, the Department 
of Labor, the Industrial Union of Marine Shipbuilding Workers 
of America (C. I. O.), and the management of the yard, traced 
the stoppage of production at the shipyard to the deplorable 
living conditions at Mobile, said the commission. In this re- 
spect, the commission stated, action had already been taken 
by the Office of Price Administration to insure strict observance 
of the rent-freeze program to prevent fraudulent transfers of 
property and resultant evictions of workers. The commission 
also said that it was engaged in securing the priorities and 
materials necessary for the relief of the housing, sewage and 
water shortages. The commission recommended the formation 
of a shipyard employe advisory committee to suggest solutions 
to the mayor and city commission. 


TRUCK LABOR SHORTAGE 


Whether labor shortages in the for-hire trucking industry 
could be prevented from becoming a serious factor in the 
war effort would depend to a great extent on the initiative of 
labor and management in devising new methods to obtain 
trained personnel, Otto S. Beyer, director of the division of 
——— personnel, Office of Defense Transportation, said 

ov. 25. 

Mr. Beyer’s statement was prompted by an O. D. T. 
report on current and anticipated employment in the industry 
based on the latest bi-monthly survey of the United States 
Employment Service. 

Already, it was pointed out, critical labor shortages were 
beginning to develop in the for-hire trucking industry, and 
the problem was expected to become more serious unless 
immediate steps were taken. 

Reports obtained through the United States Employment 
Service disclosed critical shortages in 39 for-hire trucking 
companies. Difficulties in obtaining drivers, rate clerks and 
mechanics were reported by other companies in which the 
shortages had not yet reached the critical stage. 

Despite growing difficulties in filling personnel require- 
ments, the for-hire trucking industry generally depended on 
peace-time methods of recruiting employes, Mr. Beyer said. 

Most trucking companies, he added, had no formal training 
programs and appeared to be reluctant to start them. Employ- 
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ment of women, likewise, had not increased to a very noticeable 
extent in the industry, said he. 


BUS LABOR PROBLEMS 


Competent mechanics and service men constitute a more 
critical labor problem for the inter-city bus industry than drivers, 
according to a report made by Otto S. Beyer, director of the 
division of transport personnel, Office of Defense Transporta- 
tion. 

Mr. Beyer’s report was based on a survey of labor require- 
ments in the industry conducted by the United States Employ- 
ment Service, which revealed that the trend of inter-city bus 
employment had followed the upward trend of traffic. The 153 
Class I carriers reporting to the Interstate Commerce Commis- 
sion carried over 34 million passengers in July, which was 80.2 
per cent greater than in July, 1942. Although July traffic is 
normally high, many carriers reported that the usual decline 
at the end of the summer vacation season did not occur, and 
traffic is expected to continue at the present high rate of in- 
crease, or possibly go even higher. 

The 101 companies included in the survey, representing 
63.7 per cent of employment in the industry, predicted that a 
five per cent increase in personnel would be required by Sep- 
tember, 1943, as compared with last September. This would 
bring total employment in the industry to 46,769 employes. 
The employment last September already was 32.8 per cent 
greater than in September, 1941. 





ONE RAIL UNION SUES ANOTHER 


In a complaint filed in the federal district court for the 
District of Columbia, the Order of Railway Conductors alleges 
that the Pennsylvania Railroad Co., the Baltimore & Eastern 
Railroad Co. (a subsidiary of the Pennsylvania), and the 
Brotherhood of Railroad Trainmen have entered into an illegal 
agreement regulating wages and working conditions of railroad 
employes serving as “assistant conductors.” The Order of Rail- 
way Conductors charges that the defendants thereby have vio- 
lated the railway labor act, in that the agreement in question, 
according to the complaint, has not been made with the proper 
bargaining agent for the employes involved. 

The O. R. C. complaint alleged that the Pennsylvania and 
the Brotherhood of Railroad Trainmen, in a “secret” agree- 
ment, decided to “carve out of the road conductors’ work a 
purported new class or craft of ‘assistant conductors’,” and 
that, although the Brotherhood of Railroad Trainmen averred 
that it did not desire to invade the jurisdiction of the conduc- 
tors’ union, it was in reality “soliciting authorization cards” to 
represent the craft of conductors. The “assistant conductors,” 
it was stated, also performed the work of brakemen and were 
called into service as ticket collectors on occasions of unusually 
heavy passenger traffic. Brakemen generally are represented 
by the Brotherhood of Railroad Trainmen. 

The conductors’ union askd the court to declare void the 
agreement between the Pennsylvania and the trainmen’s 
brotherhood, to declare the conductors’ union the sole bargain- 
ing agent for the employes in question, and to enjoin the rail- 
road from entering into any agreement with the trainmen’s 
brotherhood in the future with respect to “assistant conduc- 
tors” employed by the railroad. 





RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,322, 461 employes as of the 
middle of August and total compensation for that month of 
$256,971,330, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of wake statistics 
of those roads for August, statement M-300. 

The employment was an increase of 115,303, or 9.55 per 
cent, over the number reported for August last year. The 
total number of hours paid for was 13.21 per cent greater and 
the total compensation was 28.52 per cent greater in August 
this year than in August last year. 

Compensation for “time paid for but not worked” for 
August, 1942, was reported as follows: 

Executives, officials, and staff assistants, $99,290; profes- 
sional, clerical and general, $2,485,739; maintenance of way 
and structures, $751,166; maintenance of equipment and stores, 
$2,321,104; transportation (other than train, engine, and yard), 
$795,151; and transportation (yardmasters, switch tenders and 
hostlers), $162,472. 

In the train and engine service, compensation for August 
was reported as follows: Straight time actually worked, 
$55,128,276; straight time paid for, $66,169,957; overtime paid 
for, $6,997,793; constructive allowances, $2,432,608; total, 
$75,600,358. Miles actually run totaled 539,268,995 and miles 
paid for but not run totaled 64,851,205. 


TRAFFIC WORLD 


Transportation Outlook 


“There is not much hope for augmenting the transportatio 
supply,” said V. V. Boatner, director of the division of railway 
transport, Office of Defense Transportation, in an address No. 


vember 20 before the Illinois Manufacturers Association in St 
Louis, Mo. 


__ “The larger part of any increase we secure for some time 
will be squeezed out of what we now have. From what has 
been accomplished in this respect . . . I think it is clear that 
no great amount of juice remains in the lemon, and the process 
of extraction from now on is going to be more painful.” 

Mr. Boatner said that the fact that no breakdown in trans- 
portation had occurred in this war was due in a large measure 
to the excellence of railway management and operation. 

The load was being carried with about a fourth fewer cars 
and a third fewer locomotives than were used to carry a con- 
siderably smaller ton-mile and passenger-mile load in the most 
prosperous years preceding the depression, or in fact, ever be- 
fore, said he. Continuing, he said, in part: 


Naturally, the question arises as to how this has been accom. 
plished. First, there has been the full realization of large expenditures 
for expansion and improvements that were just about completed at the 
end of the prosperous ‘‘20’s.’’ Second, the great expansion in the 
utility of the motor truck has relieved the railroads of a lot of bur- 
densome performances of intra-terminal services. The truck also has 
relieved the railroads of much assembling and distributing service 
in both main and branch line operations, thereby leaving the rails free 
to devote their energies to the major movements. Third, the char- 
acter of present traffic and its transport requirements differ from nor- 
mal traffic in that it moves long distances and originates and ter- 
minates, in considerable measure, at large centers where facilities for 
handling and distribution usually are the most adequate. 

Obviously, the handling of this great volume of traffic has heavily 
taxed facilities and equipment, and at times the situation has been 
strained. Nevertheless, we have passed the peak month of carloadings 
in which period weekly loadings were slightly lower than during the 
same period in 1941. On the other hand, despite the decrease in ear- 
loadings, the load upon the railroads in ton miles was some 30 to 25 
per cent greater than it was a year ago. The car surplus last year 
during the peak loading week amounted to, roundly, 40,000 cars, 
whereas at the peak in October this year, when loadings were some 
14,000 cars iess, the surplus was only, roundly, 29,000 cars, and for 
the week ended November 7, when the loading had decreased to 829,000 
cars, the surplus was only 35,000 cars. 

These small surpluses give hardly sufficient margin to accommo- 
date car distribution without shortages. Even so, the utilization of 
equipment has been conducted in the most efficient manner in his- 
tory, both by the railroads and by the public who load and unload 
the cars. By voluntary action on the part of the majority, and pres- 
sure on the others, the users of cars have loaded and unloaded more 
rapidly than ever before. The Regional Advisory Boards of the Shippers 
have done yeoman service in bringing about this situation. 

A small committee from the National Association of Regional 
Advisory Boards has rendered me great assistance with advice and 
counsel. In order that the shipping public might be dealt with more 
intimately, and that a full understanding of our efforts can be dis- 
seminated by men who are enagged in transportation for industry, 
I have established small committees in most of the larger cities. These 
committees will work with and assist our local representatives and 
keep fully abreast of their local situation so that they may be able to 
acquaint the shipping public in their respective communities with the 
problems of transportation. These committees also will submit to us 
their views and recommendation as to how their respective problems 
can best be handled from the public standpoint. This, I am sure, will 
be of great assistance to us. 

When the Office of Defense Transportation got started soon after 
the beginning of the year, our war effort was just beginning to grow 
in a big way. Traffic demands were being met with comparative ease. 
All of us realized these demands would expand rapidly. So, in order 
to be prepared and to be able to meet the increasing demands, the 
Office of Defense Transportation, in collaboration with the Interstate 
Commerce Commission, the shippers, the Association of American 
Railroads, and the roads individually, issued general order No. 1 to 
become effective May 1, requiring heavier loading of merchandise ship- 
ments, and the Commission by its order No. 68, restricted the use of 
multiple cars for single shipments. These two orders alone have re- 
duced car loadings by an amount equal to the addition of 80,000 cars 
to the supply. 

Despite this great reduction in cars utilized, the tonnage of this 
character of freight actually has increased. Heavier loading, more 
rapid loading and unloading, decreases in banks of cars held at ports 
and at mines with coal, the effect of general order 18, the reduction 
in bad order cars from 4.4 per cent to 2.6 per cent, equaling 31,000 
cars, the addition of 57,900 new cars less 17,800 cars retired, make 
available, as of October this year compared with the loading and actual 
performance as of Ocotber, 1941, roundly 190,000 cars. 

In other words, had these innovations and methods not been in- 
stalled it would have required 190,000 more cars to handle the traffic 
in October this year than were actually used. Since we now have 4 
surplus of only a fraction of that total, a serious deficiency would have 
resulted. ; 

In our worst car shortages of.the past the shortages were not this 
large. On the other hand, had cars been available and loaded in 
October, 1942, as they were in 1941, and dispatched and released corre 
spondingly, carloadings for the peak week of October would have 
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approximate 1,100,000 instead of the 909,000 actually handled. In the 
first case the car shortage would have been so great that industrial 
output would have been seriously reduced, costs greatly increased 
poth to industry and railroads, and general confusion would have re- 
sulted. Thus, the war effort would have been seriously impaired. 

In the second case, had the cars been available and loaded and 
handled as in 1941, producing approximately 1,100,000 carloads, weeks 
of congestion would have resulted and we would not be in about the 
same position in which we found ourselves in the latter part of 1917. 
Either situation would have been disastrous under conditions now 
existing. Concurrently, by the reduction in unserviceable engines as 
compared with September, 1941, and the increase in load per train 
mile, all of us working cooperatively have added to the locomotive 
supply the equivalent of 3,500 locomotives, which have likewise had 
a far-reaching effect. The number of new locomotives and cars that 
will be added to the supply this year will be quite limited. 


RAILROAD PASSENGER SCHEDULES 


C. E. Johnston, regional director of the O. D. T. at Chicago, 
said November 25 that, following a series of meetings of offi- 
cials of western railroads and O. D. T. representatives, it had 
been agreed that decisions concerning lengthening of passenger 
train schedules, more efficient use of passenger coaches and 
locomotives, and other matters affecting passenger operations 
in the west, would be made by the individual railroads. It 
would not be necessary for the railroads to obtain further ap- 
proval by the O. D. T. of their passenger train schedules, he 
said, adding that he felt that the individual railroads could best 
decide how to meet their problems and would do their utmost 
to improve passenger train efficiency. He said he understood 
that a few trains operating between Chicago and St. Louis, and 
St. Louis and the southwest, would be placed on somewhat 
slower schedules. The lengthening of schedules of streamlined 
passenger trains operating between Chicago and the Twin Cities 
and Omaha had previously been announced (see Traffic World, 
Nov. 14, p. 1177). 


TRAIN SERVICE TO FLORIDA 


The O. D. T. in special permit O. D. T. 24-27 has author- 
ized train service between Chicago and southern Florida points 
in addition to that provided in the week ended Sept. 26. Gen- 
eral order O. D. T. No. 24, as of Sept. 26, froze railway pas- 
senger schedules and the special permit is an exception to that 
order. The O. D. T. said the permit provided for one train in 
addition to present service, on every third calendar day, over 
each of three separate routes between Chicago and Miami. 
The train must consist of both coaches and Pullman cars, it 
said, adding: 


The permit was granted on application of the carriers who pointed 
out that the light summer service, in effect at the time of the schedule 
freeze, was inadequate to care for the growing needs of the armed serv- 
ices, which have taken over many of the facilities of former winter 
resorts. The routes over which the Chicago-Miami trains will operate 
are: 1. Illinois Central, Central of Georgia, Atlantic Coast Line and 
Florida East Coast Railroads. 2. Pennsylvania, Louisville and Nash- 
ville, Atlantic Coast Line and Florida East Coast Railroads. 3. Chicago 
and Eastern Illinois, Louisville and Nashville, Nashville, Chattanooga 
and St. Louis, Atlanta, Birmingham and Coast, Atlantic Coast Line and 
the Florida East Coast Railroads. 


G. O. NO. 1 AMENDMENT 


The O. D. T. has issued amendment 3 to general order 
No. 1, prescribing minimum loading requirements for less- 
than-carload freight moving by rail, to exclude from the order 
carload freight shipped by forwarders. Under the general 
order as originally issued, said the O. D. T., both carload and 
less-than-carload freight shipped by forwarders in closed freight 
cars was required generally to be loaded to a minimum of ten 
tons. In general order No. 18, revised, however, it pointed 
out, freight consolidated into carloads by forwarders and 
shipped at carload rates was brought under that order pre- 
scribing loading requirements for carload freight, and therefore 
amendment 3 to No. 1 was issued. 


BUS COORDINATION 


The first pooling of revenue arrangement ordered by the 
Office of Defense Transportation is contained in a special order 
coordinating intercity bus service issued by Director Eastman 


as a rubber and equipment conservation measure, says the 
0. D. T., adding: 


The order (special order O. D. T. No. B-32) directed coordinated 
operation of busses between Providence, R. I., and New Bedford, Mass., 
via Fal! River, Mass. Companies affected were the New England 
Transportation Company, of Boston, Milton Schoenberg, operating as 
I, C. T. Bus Company, of East Providence, R. I., and the Union Street 
Railway Company, of New Bedford, Mass. 

These carriers duplicate service between Providence and New Bed- 
ford for a distance of 30 miles, and serve an area heavily dotted with 
Industrial communities. 

The New England Transportation Company and the Union Street 
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Railway Company were directed, as nearly as practicable, to operate 
6414 per cent of the combined vehicle mileage between the two points, 
and Milton Schoenberg was directed to operate, as nearly as prac- 
ticable, 3544 per cent of the combined vehicle mileage. These per- 
centages were reached on the basis of comparative operations of the 
earriers during the last four years. 

The New England Transportation Company was directed to pay to 
Milton Schoenberg 90 per cent of the revenue collected by it and the 
Union Street Railway Company from transportation in excess of 64% 
per cent of the combined gross revenue, and Milton Schoenberg was 
directed to pay to the New England Transportation Company 90 per 
cent of the revenue collected by him from transportation in excess of 
35% per cent of the combined gross revenue. 

The companies were ordered to honor each other’s tickets between 
all points common to their lines, to divert traffic to each other to 
relieve overloads and reduce the operation of additional equipment in 
extra sections, and to adjust schedules to avoid duplication of times 
of departure. All through schedules are ‘‘frozen.’’ 

The order, effective December 4, will save 5,360 scheduled bus miles 
a month. 

It is specified that the order shall remain in effect ‘‘until the 
termination of the present war shall have been duly proclaimed, or 
until such earlier time as the Office of Defense Transportation by 
further order may designate.”’ 


0. D. T. Order Interpretations 


The terms “farm,” “farm products,” and “agricultural com- 
modities and product” as used in general orders and general 
permits of the Office of Defense Transportation have been 
defined in interpretations issued by Jack Garrett Scott, O. D. T. 
general counsel. Text of the interpretation follows: 


General Order ODT 3 (Rev.), as amended (Sec. 501.7(c)(2)). 

General Permit ODT 3 (Rev.)-6 (Sec. 521.505). 

General Order ODT 6, as amended (Sec. 501.36 (c)). 

General Order ODT 17, as amended (Sec. 501.70(c) (2)). 

General Permit ODT 17-16 (Sec. 521.2892). 

Question 1: What is the meaning of the term ‘‘farm’’ as used in 
the General Orders and General Permits referred to above? 

Decision: The term ‘‘farm’’ as used in such General Orders and 
General Permits, includes any plot, parcel, or tract of land, used for 
agricultural purposes or devoted (1) to agriculture, (2) to any industry 
practiced by a cultivator of the soil in connection with the cultivation 
of the soil, or (3) to the breeding or raising of live stock, and includes 
any ranch, patch, orchard, vineyard, plantation, or grove. 

Question 2: What is the meaning of the term ‘agricultural com- 
modities and products thereof,’’ as used in the General Orders referred 
to above, and the term ‘‘farm products,’’ as used in the General Per- 
mits referred to above? 

Decision: The term ‘‘agricultural commodities or products there- 
of,’’ as used in such General Orders, includes within its scope any 
article or thing which is yielded, raised or produced on a farm—either 
incidental to or as a result of the cultivation of the soil or in connec- 
tion with the breeding or raising of live stock—by nature, labor, or 
otherwise. Such term includes any domestic animal, bird, or insect, 
raised on a farm, and also any product of such animal, bird, or insect, 
produced on, or in connection with the operation of, a farm and used 
as a food, as a fertilizer, or for the manufacture of clothing. 

The term ‘‘farm products,’’ as used in such general permits, is 
synonymous with the term ‘agricultural commodities and products 
thereof,’’ as used in such general orders. 


SENATE TRANSPORTATION INVESTIGATION 


The Senate has referred to its interstate commerce com- 
mittee S. Res. 317, introduced by Senator O’Daniel, of Texas, 
authorizing the committee to make such investigation and study 
as it deems advisable in the public interest with respect to 
matters presented to the committee from time to time relating 
to the use of various types of transportation facilities in con- 
nection with the war effort. The resolution provides that the 
committee shall report to the Senate from time to time with its 
recommendations, if any, for legislation. The resolution would 
limit to one thousand dollars the expenses for the committee 
for the purposes indicated. 


SENATE INVESTIGATION OF O. D. T. ORDER 


Senator O’Mahoney, of Wyoming, for himself and Senator 
Wheeler, of Montana, has introduced S. Res. 314, calling for 
an investigation, by the Senate interstate commerce committee, 
of matters relating to the issuance of general order O. D. T. 
No. 21 by the Office of Defense Transportation. 

The resolution authorizes that committee, or a subcom- 
mittee thereof, to investigate and study (1) the circumstances 
and conditions surrounding the issuance of general order No. 21, 
under which Certificates of War Necessity are required for 
operation of all commercial vehicles; (2) the administration of 
the provisions of the order; (3) the standards under which 
Certificates of War Necessity are issued pursuant to the order, 
and (4) “any other matters relevant thereto.” The resolution 
limits expenses of the committee in connection with hearings 
on the subject matter of the resolution to $2,500. 

In the course of an address in the Senate in which he 
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declared that bureaucracy in the federal government had risen 
to power, Senator O’Mahoney said that several senators had 
conferred with Rubber Director Jeffers on November 19, “to 
determine what we could advise our constituents with respect 
to what they should do to obtain a satisfactory Certificate of 
War Necessity for the operation of necessary trucks.” He 
added: 


We found, as everyone knows, that the Office of Defense Transpor- 
tation, the Office of Price Administration, and the rubber division under 
Mr. Jeffers all have jurisdiction of the question whether a farmer 
shall receive 50 or 112 gallons of gasoline for a 1,000-mile journey. 
The determination is made, not in the county or the state where the 
farmer or the commercial operator conducts his business, but in a 
bureaucratic office in Detroit. The clerk in Detroit, who tells the 
farmer or commercial operator how much gasoline he may have, with- 
out ever having seen the county or town in which he operates, is not 
elected by the people. He is an appointive official. 


PARTIAL UNLOADING UNDER O. D. T. 18 


The Commission, by an order issued November 26, entitled 
“Charges on Shipments Stopped for Partial Unloading”, has 
authorized and directed carriers parties to Consolidated Freight 
Classification No. 15, to adjust charges to the basis of those 
accruing under the provisions of Rule 51 (Stopoffs to complete 
loading or for partial unloading), so far as they relate to stop- 
offs for partial unloading, on carload shipments (other than 
those on which the governing tariffs permitted such privilege) 
moving during the effectiveness of general order O. D. T. 18 
(revised) from transit stations on and after November 1, when 
such shipments were supported by inbound billing dated prior to 
November 1. The carriers were required by the order to file 
with the Commission statements which “definitely and clearly 
describe the shipments on which adjustments shall have been 
made under authority of this order.” 

The order said that on November 1 a large amount of ton- 
nage was on hand at transit stations as to which the tariffs 
governing did not permit, in connection with the movement 
from transit stations, the privilege of stopping for partial 
unloading. Rail carriers, said the order, filed a petition in 
which they requested authority to apply the provisions of Rule 
51 to the aforementioned shipments. The Commission said it 
was of the opinion that the collection of charges on such ship- 
ments in excess of those accruing on the basis of the provisions 
of Rule 51 would result in the exaction of unjust and unreason- 
able charges. The Office of Defense Transportation, said the 
Commission, had interpreted O. D. T. 18 as applying to ship- 
ments moving under transit arrangements, when reloaded at 
transit points, and that the said order required the loading of 
cars with tonnage which in many instances exceeded the min- 
imum weights provided by the applicable tariffs. 


oO. D. T. TRUCK INFORMATION OFFICES 


The Office of Defense Transportation has announced estab- 
ishment under the O. D. T. truck saving program of two joint 
information offices, one at 611 K. of P. Building, Indianapolis, 
Ind., the other at 1461 Magazine Street, New Orleans, La. 
Catherine L. Goldsboro is manager of the Indianapolis office. 
The board of governors consists of E. W. Krause, W. D. Knapp, 
John S. Smith, F. R. Perkins, John G. Quinn, F. C. Budden- 
baum, C. C. Hibbard, B. N. Angell and Otto Abshier. The man- 
ager of the New Orleans office is Robert Matthews. The 
board of governors consists of Ferd Artigues, G. V. Kussmann, 
Jr., Frank Perkins, C. H. Dittman, Jr., A. A. Rabalais, Mrs. 
R. K. Norton, A. E. Fabacher, George R. Just, H. M. Lightell, 
Cc. A. Brown, I. C. Lemley and Severin L. Frey. 

Additional joint information offices for truck operators 
have been established at 1316 Washington Street, Columbia, 
S. C., and 1957 University Avenue, St. Paul, Minn., the O. D. T. 
has announced. The O. D. T. said J. T. Outlaw would be 
manager of the Columbia office, with C. L. Fuller, J. G. Butler 
and C. A. Wallace constituting its board of governors. It 
stated that Lou Hosking would be manager of the St. Paul 
office and that its board. of governors would consist of W. E. 
Elsholtz, A. F. Lewis, L. W. Schirmer, S. F. Douglas, Leon 
Laramie and C. A. Bornkamp. 


TRUCK CONSERVATION ORDER 


“The Office of Defense Transportation opened up a new 
field of conservation in the motor truck industry with an order 
paving the way for cooperative action by seven contract carriers 
engaged in the transportation of materials, supplies and man- 
ufactured products for the Container Corporation of America,” 
says the O. D. T., adding: 


The order, first of its kind issued by the O. D. T., directs the 
seven carriers to establish an office at Carthage, Ind., and to appoint 
a manager in order to assist each other in carrying out O. D. T. truck 
conservation regulations. 
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The order is to become effective November 30 and is to remain in 
effect ‘‘until the termination of the present war shall have been duly 
proclaimed, or until such earlier time as the Office of Defense Trans. 
portation by further order may designate.’’ J 

The carriers are directed to register with the Carthage office al] 
shipments of the Container Corporation which they are unable to 
handle and also to register any vehicles for which such shipments are 
not available. 

The manager of the office is directed to arrange with the carriers 
for the use of such equipment for the transportation of shipments of 
bs Container Corporation so as to eliminate empty mileage wherever 
easible. 


Carriers subject to the order are not relieved, however, from the 
necessity of checking with joint information offices, established in ac- 
cordance with general order O. D. T. No. 13. 


The carriers are: R. D. Allisbaugh, doing business as 
Allisbaugh Trucking Company; L. Brown, doing business as 
Brown Trucking Company; Harry Ursechel, doing business as 
Urschel Trucking Company; R. E. Dieckbrader; Vera Carter, 
doing business as M. C. Trucking Company; Fred E. and F, 
Alvan Sohn, doing business as Sohn and Son; and Zimmerman 
Trucking Service, Inc. 


TANK CAR CONSULTANTS 


Director Eastman has announced the appointment of five 
representatives of tank car lessor owners, shipper owners, and 
—— to serve without compensation as tank car consultants 
to him. 

_ The industry representatives all are members of the execu- 
tive committee of the tank car service committee. This latter 
group was formed in July 1, 1941, to serve as an advisory body 
to Ralph Budd when he was transportation commissioner of 
the advisory commission to the Council of National Defense. 
Since establishment of the O. D. T. it has served Mr. Eastman 
in an advisory capacity. 

The tank car consultants are L. H. S. Roblee, Chicago, 
president of the North American Car Co.; Robert Rogers, New 
York City, president of the Shippers Car Line Corporation; 
H. E. Coyl, Chicago, of the General American Transportation 
Corporation; B. C. Graves, Chicago, vice-president of the Union 
Tank Car Co.; and Alfred D. Carleton, San Francisco, traffic 
manager of the Standard Oil Co. of California. 


USE OF BUSSES AND STREET CARS 


Existing fleets of mass transportation vehicles must do 
useful work around the clock instead of just for one or two 
hours each morning and evening if the nation’s transportation 
problem was to be solved, Edward A. Roberts, associate di- 
rector of the O. D. T. division of local transport, declared in 
an address before the transportation group of the American 
Institute of Electrical Engineers, in New York City. 

“Traditionally,” he said, “two-thirds of the busses and 
street cars of the country have stood idle except for a brief 
couple of hours during the rush periods. These vehicles can 
perform just as useful service as new vehicles when a con- 
munity adopts an intelligent program of staggering hours so 
that school students, office workers and department store em- 
ployees are not clogging up transportation systems at the same 
time that munitions workers must travel. 

“By spreading the demand for transportation around the 
clock, the carrying capacity of public transportation systems 
can be increased three-fold to five-fold. The importance of 
staggering hours simply cannot be over-emphasized. The merits 
of the idea are recognized throughout the country and the plan 
has been widely adopted. As an instance, hours of probably 
half the workers in the state of New Jersey are now estab- 
lished by edict of the coordinator of transportation.” 





TRUCK JOINT ACTION PLAN 


The Office of Defense Transportation has issued supple- 
mentary order O. D. T. No. 3 Revised—4, approving joint action 
plans by the Yellow Truck Lines, Inc., of Madison, Wis., and 
the Northern Transportation Co. of Green Bay, Wis., to con- 
solidate local pick-up and delivery service at Milwaukee, Wis. 
The O. D. T. said it was expected that the consolidation would 
result in a 50 per cent reduction in pick-up and delivery truck 
mileage of the two companies, with a corresponding saving In 
rubber and essential truck equipment, but without loss of 
service to the public. 


W. S. A. ON LOST LADING BILLS 


Under traffic regulation No. 4, issued by the War Shipping 
Administration, provision is made for delivery of cargo “in the 
interest of the prosecution of the war” in event of loss or de- 
lay in transit of the bill of lading. The regulation sets forth 
guarantees to be made by the receiver of the cargo in such 
instances. 
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November 28, 1942 


Eastman on War Transport 


That “Office of Defense Transportation” was not an 
appropriate name for that agency and that a more appropriate 
title, under present conditions, would have been “Office of War 
Transportation,” was pointed out by Director Eastman in an 
address Nov. 24 in New York City before the National Indus- 
trial Conference Board. 


The executive order creating the O. D. T. was dated Dec. 
18, 1941, after “Pearl Harbor,” he pointed out, but added that 
the order was drafted before the Japanese attacked the United 
States Dec. 7, 1941. That ‘act, said he, accounted for the name 
assigned the agency he headed. There had been talk before the 


' war began that the President was planning to set up a defense 


transportation agency to take the place of the office of which 


| Ralph Budd was the head. 


In his address Mr. Eastman reviewed the transportation 
situation much as he had in other addresses made recently. 

Speaking of the railroads and their freight performance 
he said that in 1941 they had set a new all-time record of ton- 
miles of revenue freight carried and were surpassing that rec- 
ord this year by nearly 30 per cent with about 30 per cent 
“less freight cars than they had in 1929, with considerably less 
Weekly 
carloadings, he added, had become a misleading criterion cf 
railroad performance, because of the large increase in the ton- 
nage of freight carried a car. 


As to curtailment of unnecessary travel, Mr. Eastman said 
“positive and enforced control over travel is easy to talk 
about, but involves extraordinary administrative difficulties, 
particularly in view of the manpower situation.” 


“We are studying all manner of plans, but as yet these 
proposed cures appear worse than the disease,” said he. “We 
hope that cooperation of the public will avoid the threatening 


travel dangers without need for putting such drastic expedients 
to the test.” 


Future of Air Transport 


“As one who has been active in aviation for fifteen years 
... I feel that the picture of its future is being distorted, per- 
haps in a harmful way, by overenthusiastic predictions of the 
influence of the airplane in the postwar world,” said W. A. 
Patterson, president, United Airlines, in an address on “The 
Airplane in the Scheme of Postwar Transportation,” at a meet- 
ing of the National Industrial Conference at New York, Novem- 
ber 24. Statements that “our older forms of transportation, 
the railroads and steamship lines, are doomed, cannot be sup- 
ported by facts,” said he, adding that “air transportation will 
augment such surface transportation, not supplant it.” He 
predicted that air transportation would aid in the development 
of, rather than retard surface transportation. 

Much erroneous thinking came from forgetting that, in air 
cargo transportation in war, cost was “an unimportant factor,” 
he said, whereas, in peacetime the dollar cost of transportation 
became all-important. The fact was, he said, that, while the 
postwar airplane would be competitive “for certain types of 
passenger business and certain types of express, the gains the 
railroads will achieve in freight traffic which will be created 


by the airplane will more than offset their loss of passenger 
business to the airlines.” 


He analyzed certain freight movements, comparing their 
costs by air and by rail and steamship. An average freight 
train made two round trips between Chicago and San Francisco 
each month, he said, carrying 780 tons a trip, or 1,560 tons 


each way each month. Cost of fuel oil for the month’s opera- 
tions was $3,400, and the 20 men required to keep the train 
_ Tunning drew $5,000 in wages. All told, he said, the rail cost 
; of moving 1,560 tons of freight each way each month between 
E those points was $50,000. 


A ite To do the job with mainliner-type airplanes, with useful 


ing capacities of 2% tons each, would require 626 round 


| tips, a total of 2,500,000 miles of flying as compared with 8,880 
| freight train miles. 

4 rep for e 
F fu 


a Process 1,500,000 gallons of gasoline costing $200,000. The 
: — payroll for the 400 pilots needed would be $200,000. 


Under an average of 11 round trips a 
f ach airplane, he calculated that it would take the 
l-time of 57 such planes to do the job, consuming in the 


ased on recorded experience, he said, the total cost of moving 


€ 1,650 tons each way in a month by air would be $1,750,000. 
The superior speed of air transportation would not mean 
— he asserted, because, for general commodities, speed in 
Tansit was a “relatively unimportant consideration,” the most 
being “the rate of flow—the laying down at destina- 

given number of tons per month.” 
n these comparisons would have to be modified, he 
because the Chicago-San Francisco haul was not typical. 
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On such a haul, he said, freight cars averaged 300 miles a day 
as compared with an overall average of 36 miles a day. A fair 
comparison in work done would be one modern airplane to 
three freight cars, he said. On that basis, it would take 600,000 
airplanes to do the work of the existing 1,800,000 freight cars. 
In a year, such a huge fleet would use 122,000,000,000 gallons 
of gasoline, or 2% times more than the world’s total prewar 
refinery capacity, he said, while their operations would need 
2,500,000 pilots ‘and the total airline personnel would run to 
20,000,000, or 15 per cent of our entire population.” This, he 
added, “would be a very substantial contribution to the solu- 
tion of any postwar unemployment problem, if only the cost 
were not so great.” 

Turning then to ocean transportation, the speaker drew 
an even more startling comparison. It would take 144 four- 
engined airplanes, making ten round trips each in two months 
to duplicate the freight carrying capacity of one 13,000-ton 
vessel making a single round trip in the same two months be- 
tween San Francisco and Brisbane, he said. The air mileage 
would be 21,000,000 as compared with the ship mileage of 
14,000; the fuel cost $2,250,000 as compared with $9,000, and 
the 3,500 flyers needed would draw $3,000,000 in pay, as com- 
pared with $15,000 paid to the 55 in the ship’s crew. Three 
tankers would be needed to transport airplane gasoline to inter- 
mediate air fueling stations, he said. 

On the basis of such figures, he continued, it would cost 
$1.59 a pound to transport small electric motors from Chicago 
to Brisbane, although the motors had a value of only 30 cents 
a pound. Such transportation costs could only be justified “if 
some plant in Australia were shut down due to motor failure 
and no replacements were available.” The costs, he said, might 
be justified in transporting platinum, with a value of $560 a 
pound, from Australia to Chicago, but the trouble was that, in 
a only 558 ounces of platinum were imported from Aus- 
tralia. 

He admitted that his figures were based on present-day 
equipment and costs. Undoubtedly there would be cost reduc- 
tions due to technical advances and increases in traffic, he said, 
but his calculations showed “the magnitude of the problems.” 
Existing studies merely added to operating costs of airplanes 
fixed percentages for overhead and “gave very little attention 
to terminal costs and pick-up and delivery of merchandise,” 
nor did they take into consideration seasonal fluctuations in 
— and the “short-haul nature of the greater part of all 
traffic.” 

Considering all engineering advances now in contemplation, 
said he, “plus a hundredfold increase in volume, a reduction in 
overall ton-mile costs might be expected from their present 
average of around 40 cents to levels somewhere in the neighbor- 
hood of 10 cents a ton-mile, still many times the cost of surface 
transportation, which measures its ton-mile costs in mills.” 

The future of air transportation, he predicted, lay largely 
in passenger carriage, where the “commodity has a high value 
per pound and per hour,” and where elements of convenience, 
comfort and romance entered the picture. He also said he 
expected the airplane to be a prime factor in the establish- 
ment of an economic and social relations among nations after 
the war, and in pioneering transportation in areas where land 
transportation would eventually supersede it. Its future was 
great, he said, but it would be realized “without serious inroads 
on the steamship lines or the railroads.” Concluding, he said: 


The volume of domestic air cargo could increase one hundredfold 
and yet capture only one-tenth of one per cent of the freight ton- 
miles now carried by the American railroads. But, apart from that, 
the airplane should be expected to stimulate the generation of the type 
of traffic that is the rightful field for surface carriers. 

In fact, the business of air transportation can be considered as 
a sales department for the whole transportation industry, promoting 
traffic that will redound to the benefit of all forms of carriers, with 
each type fulfilling those requirements in our future economy peculiar 
to its own inherent characteristics. 


DOMESTIC AIR TRAFFIC 

Although the nation’s domestic airlines had transferred 
mor than 50 per cent of their flight equipment to the army 
since last May, reshuffling of schedules increased utilization 
of remaining aircraft so the average mileage flown ‘‘per plane” 
rose from 1,138 to 1,595 miles a day, it was shown by figures 
compiled by the Civil Aeronautics Board for the period from 
May through October 23. The board reported that 324 air- 
planes were in domestic airline operation last May flying 
368,867 scheduled miles a day in contrast to the 166 planes 


shown in service in its October compilation, flying 264,709 
scheduled miles a day. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Revenue Freight Loading 


The Traffic World Washington Bureau 


Revenue freight loading the week ended November 21 
totaled 836,427 cars, according to the Association of Amer- 
ican Railroads. This was 1.2 per cent over the preceding 
week, 4.6 per cent over the corresponding week last year, and 
14 per cent over the corresponding week of 1940. It was 
pointed out that the weeks of 1941 and 1940 with which com- 
parisons were made included the Thanksgiving holidays ob- 
served a week earlier than theretofore. Loading by groups 
of commodities the week ended November 21 was reported as 
follows: Grain and grain products, 45,690; live stock, 19,707; 
coal, 167,404; coke, 14,487; forest products, 42,233; ore, 58,376; 
merchandise, L. C. L., 91,541; miscellaneous, 396,989. 


FREIGHT COMMODITY STATISTICS 

Beginning with the month of October, 1942, and thereaf- 
ter until further order, data relating to freight commodity 
statistics heretofore reported quarterly to the Commission (on 
Form QCS) by Class I steam railways other than switching 
and terminal companies, shall be reported monthly and an- 
nually instead of quarterly by such carriers on Form MCS 
prescribed by the Commission, according to an order of the 
Commission, division 1, entitled “In the Matter of Freight Com- 
modity Statistics.” Likewise, beginning with October, 1942, 
data relating to freight commodity statistics by geographic 
areas heretofore reported quarterly to the Commission by 
Class I carriers shall be reported monthly and annually by 
such carriers including those operating in a single geographic 
area on form SCS prescribed by the Commission. Reports 
on form MCS are to be forwarded in duplicate to the Commis- 
sion’s Bureau of Transport Economics and Statistics on or be- 
fore the last day of the second month succeeding the close of 
the period for which they are compiled. Reports on form SCS 
are to be forwarded in duplicate to the bureau on or before 
the seventy-fifth day succeeding the close of the period for 
which they are compiled. 


W. P. B. Rolling Stock Control 


Inquires made after the announcement by the War Pro- 
duction Board of the authorizations of construction of locomo- 
tives and freight cars for the railroads in 1943 (see Traffic 
World, November 21) brought forth the information from the 
W. P. B. that the 20,000 freight cars authorized for delivery 
in the first six months of 1932 would all be open-top cars. 

It was stated that the transportation equipment industry 
advisory committee of the W. P. B. had discussed a program 
of freight car standardization and that it was probable that 
recommendations of the committee in that respect would be 
embodied in authorizations for the last six months of next year. 
The number of freight cars authorized for that period might 
exceed 20,000, depending on the steel supply situation at the 
time of the allocation, and might thus bring the total allotted 
for the year to a figure approaching two-thirds of the number 
requested by the Office of Defense Transportation, which, it 
was stated, was about 74,000. 

If the program of deliveries of locomotives for the first 
eight months of 1943, with respect to steam locomotives and 
road Diesels, and for the first six months with respect to switch- 
ing Diesels, were carried out at the same rate for the entire 
year, the railroads would have a total of 623 new locomotives 
in the year, it was shown. With 250 steam locomotives author- 
ized for the first eight months, the same rate of deliveries for 
the next four months would provide an additional 125 steam 
locomotives, or a total of 375 such locomotives for the year, 
it was observed. On that same basis, the total of road Diesels 
for the year would be 48 and the total of switching Diesels 
would be 200. 

The statement was made at the War Production Board 
that car builders had a large backlog of materials on hand 
when the new controlled materials plan of the W. P. B. was 
instituted and that the accumulation of backlogs would be 
avoided under operations of the new plan, “CMP”, with ma- 
terials being channeled to producers in accordance with sched- 
ules that would enable them to operate at full capacity through- 
out the year. 

By an amendment to its limitation order L-97-A-1, con- 
trolling redistribution of excess inventories of steel and other 
materials accumulated in 1941 and early 1942 by railroad car 
builders, the War Production Board has broadened the scope 
of the limitation order to provide for ‘‘orderly disposition” of 
the frozen inventories. 

Heretofore, said the W. P. B., the excess inventories of 
freight car builders could be sold and delivered only to other 
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builders in the same branch of the equipment industry. It ex. 
plained that the amended order permitted sales and deliveries 
either by freight or passenger car builders to any one of three 
classes of consumers: (1) other freight car builders; (2) logo. 
motive builders, or (3) manufacturers of parts for freight cars 
and locomotives. The W. P. B. stated that restrictions preyj. 
ously applied only to inventories of freight car builders now 
were extended to include those of passenger car producers 
while excess inventories of car ships in both branches of the 
industry were also made available to locomotive builders. No 
passenger cars were included in the authorized equipment that 
the carriers might order for 1943 under the program deter. 
mination announced by the W. P. B. requirements committee 


the W. P. B. noted, adding that inventories of materials now & 


in the hands of passenger car builders hence could not be put 
to use for that type of manufacture. 


Truck Freight Loading 


“Climbing to a new all-time peak, the volume of freight 
transported by motor carriers in October increased 6 per 
cent over September and 12.8 per cent over October, 1941,” 
says the American Trucking Associations. 


“Comparable reports were received by A. T. A. from 201 


motor carriers in forty-one states. The reporting carriers trans- F 


ported an aggregate of 1,557,156 tons in October, as against 
1,468,819 tons in September, and 1,380,229 tons in October, 1941, 


“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the three- 
year period of 1938-1940 as representing 100, was 185.91. The 
index for September was 180.27. 


“A little more than 85% per cent of all tonnage transported 
in the month was reported by carriers of general freight. The 
volume in this category increased 6.2 per cent over September, 
and 9.4 per cent over October of last year. 


“Transporters of petroleum products, accounting for a little 
more than 10 per cent of the total tonnage reported, showed 
an increase of 4.2 per cent over September, and 60.8 per cent 
over October, 1941. 


“Haulers of iron and steel products reported approximately 
1 per cent of the total tonnage. The volume of these commodi- 
ties showed an increase of 13.2 per cent over September, but 
dropped 5.1 per cent under October, 1941. 


“Slightly more than 3 per cent of the total tonnage re- : 


ported was miscellaneous commodities, including tobacco, milk, 
textile products, bricks, building materials, cement and house- 
hold goods. Tonnage in this class showed an increase of 5.5 


per cent over September, and 6.4 per cent over October of last f 


year.” 


PAPER SHIPPING SACK COMMITTEE 


The War Production Board through its division of industry 
advisory committees has announced formation of an advisory 
committee for the multi-wallpaper shipping sack industry, of 
which Jean E. Zeller, of the containers branch, is the govern- 
ment presiding officer. The committee members are: 


F. G. Bemis, president, Bemis Brothers Bag Co., Boston, Mass; 
George Brown, vice president, Raymond Bag Co., Middletown, 0.; 
J. L. Madden, assistant treasurer, Hollingsworth & Whitney Co., Bos 
ton, Mass.; A. A. Scholl, president, Bagpak, Inc., New York, N. Y.; 
Willard J. Dixon, vice president, St. Regis Paper Co., New York, N. Y.; 
F. H. Ludington, president, Chase Bag Co., New York, N. Y., and 
M. J. Davis, president, Hammond Bag & Paper Co., Wellsburg, W. V2 


BUS TRAVEL TO CANADA CURTAILED 


At the request of George S. Gray, Canadian transit conf 


troller, Toronto, Ontario, members of the National Bus Traffic 


Association have been advised by L. G. Markel, Chicago, chait- 


man, not to sell tickets good for transportation by bus from 
United States points to points in Canada, where the transporte 
tion involves more than 50 miles in Canada in one-way travel 


or more than 100 miles in Canada in round-trip travel. MF 
Gray has issued an order directing bus lines in Canada n0'— 


as “ho ae Be 


to honor tickets sold in the United States that provide fore 


travel in Canada beyond those distances, regardless of whethe! 


or not travelers are destined to a point in Canada or t0® j 


point in the United States through Canada. 


The order is effective November 23. Tickets sold prior 
that day are not affected by the order. An exception applies 
to travel from the United States to Saint John, New Brum — 
wick. The SMT (Eastern) System, a Canadian bus line, serv § 


that point, from which travelers go by boat to Digby, No 
Scotia. 
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Petroleum and Rubber Controls 


Motorists will have an extra nine days in which to dispose 
of idle tires in order to qualify for use of gasoline under the 
gasoline rationing regulations, the Office of Price Administra- 
tion has announced. 

O. P. A. will amend its regulations to make December 1 
the date after which it will be illegal for passenger car owners 
to use gasoline in their vehicles if they have more than the 
permitted number of tires—five per car, with one additional 
for each running wheel of trailers or other such equipment. 
Previously the deadline was November 22. Arrivals at central 
warehouses of tires turned in by motorists under the idle tire 
purchase plan reached a total of 2,872,000 at the close of busi- 
ness November 14, the Office of Price Administration announced. 
This was an increase of 1,388,500 over the total reported 
November 7. 

A provision for granting temporary transport rations to 
trucks, busses, taxis and other commercial vehicles for which 
Office of Defense Transportation Certificates of War Necessity 
have not been issued has been announced by the Office of Price 
Administration. 

“The provision is included in amendment No. 1 to the new 
nationwide gasoline rationing regulations and was effective 
November 21,” said the O. P. A., adding: 


Beginning November 23 commercial vehicle operators who have 
applied to the Office of Defense Transportation for, but have not re- 
ceived, Certificates of War Necessity may apply at their local War 
Price and Rationing Boards for temporary transport rations to be 
valid beginning December 1. Applicants may receive T rations, on 
this temporary basis, for the amount of gasoline they estimate they 
will require through December 31. 

Any gallonage provided through a temporary ration will later be 
deducted from the gallonage allowed by the Office of Defense Trans- 
portation on the Certificate of War Necessity. 

Through an agreement with O. P. A. and O. D. T. temporary trans- 
port rations also will be granted to operators of commercial motor 
vehicles whose Certificates of War Necessity contain clerical or other 
errors obvious on the face of the certificate. 

The O. D. T. has announced that the holder of a temporary ration 
or any holder of an O. D. T. certificate who is dissatisfied with the 
amount of gasoline that has been allowed him may apply to his O. D. T. 
district office for a revised cert:ficate. 

The O. P. A. amendment also makes official the postponement of 
nationwide mileage rationing from November 22 to December 1. Be- 
ginning December 1 it will be illegal to operate a passenger car for 
which the owner has more than five tires. 


Rubber Director Jeffers has announced receipt of a state- 
ment from railway labor executives, including J. G. Luhrsen, 
executive secretary, Railway Labor Executives Association, 
urging support for nationwide “mileage” rationing. In part, 
the statement said: 


It is the patriotic duty of all members of our organizations to 
observe the gasoline rationing program, and to urge all of their 
friends and acquaintances to do likewise. . . . Do not allow yourself 
to be swayed by arguments which are being fostered in certain re- 


stricted areas of the country for the selfish purpose of selling addi- 
tional gasoline. 


_ Rubber Director Jeffers, his deputy director and his as- 
sistant deputy director, though they tried to show that the pres- 
ent rubber situation in the United States was such that gaso- 
line rationing as a means of conserving rubber was an imme- 
diate necessity, as they testified November 24 before the petro- 
leum subcommittee of the House interstate and foreign com- 
merce committee, failed to convince Chairman Lea and the 
other subcommittee members that compulsory rationing of 
gasoline on a nationwide basis was the proper approach to the 
problem of conserving rubber. 

That the testimony by Mr. Jeffers and his aides, as well as 

statements made earlier by Price Administrator Henderson in 
a closed session of the subcommittee, had not brought the sub- 
committee members into agreement with the idea that nation- 
wide gasoline rationing should be made effective December 1, 
as scheduled, became evident in the course of hearings held 
by the committee November 25. On that day, the committee 
eard a spirited attack on the nationwide rationing proposal 
by Representative Sumners, of Texas, chairman of a committee 
appointed in a meeting of 147 congressmen to seek postpone- 
ment of the national rationing program, pending completion 
of an inventory of the nation’s existing supply of rubber. The 
committee also heard Representative Anderson, of New Mexico, 
chairman of a “factual data’? subcommittee of the Sumners 
Committee, who asserted that “most of the figures we want are 
either not available, have not been assembled, or are classed as 
military secrets.” 

Chairman Lea and other members of the committee con- 
ducting the hearing expressed agreement with many of the 
views expressed by Representatives Sumners and Anderson, 
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and one of the committee members, Representative Boren, of 
Oklahoma, announced that he had prepared a bill to prohibit 
oo ied of gasoline in areas where the supply was plen- 
tiful. 

On November 24, L. E. Tompkins, assistant deputy rubber 
director, reported that, as of October 31 the United States had 
on hand 465,323 tons of crude rubber out of a world supply of 
670,000 tons; that crude rubber imports in 1943 probably would 
total between 35,000 and 50,000 tons; that the total stock of 
scrap rubber in the government stockpile on October 31 was 
587,000 tons; that the supply of crude rubber was decreasing 
at the rate of 30,000 tons a month; that about 5,000,000 ‘“‘ex- 
cess” tires had now been turned in to the government by 
passenger car owners, and that no figures on the number of 
manufactured tires now in the hands of dealers and not 
mounted on automobiles would be available until after an 
inventory now under way had been completed, probably about 
December 15. He said the total rubber supply of the country, 
at the present rate of use, would last 15 to 18 months. 


Synthetic Rubber 


Bradley Dewey, deputy rubber director, told the commit- 
tee about plans for production of synthetic rubber. He in- 
dicated that production by synthetic rubber plants now under 
construction would not reach an appreciable quantity until 
the spring of 1944. He contended that gasoline rationing was 
necessary to assure the country and its armed forces of a 
sufficient supply of rubber in the meanwhile, saying that “we’re 
going to hit a low spot sometime in the fall of next year.” 

“We want to bounce the ball high enough so it will bounce 
over the fence into 1944,” he said. “Civilians have got to travel 
on the tires they now have until the spring of 1944. .. We owe 
it to the military to be dead sure. We’re not in a good, safe 
position, and we’ve got to keep essential driving on the road.” 

\.x. Jeffers said he had anticipated some opposition to na- 
tionwide gasoline rationing, but not as much as had developed. 
He said he wanted to repeat a statement he had made in an 
address in New York City, that opposition to gasoline ration- 
ing was financed by people who ought to know better. Who 
those people were, he said, was for someone else to judge. 
He said he had in his office 5,000 cards with printed material 
on the back and a space for signatures, “all stamped,” and 
that they bore signatures such as “Glenn Jacobs, defense 
worker,” or “inspector, aviation plant.” He said it was mani- 
festly unfair to have a worker sign a card protesting something 
he did not understand that was in his favor. He observed 
that he himself carried a union card and that he regarded it as 
a compliment. He did not think now that it was asking too 
much of a country at war for people to sacrifice unnecessary 
driving, he said. In the address in New York Mr. Jeffers said 


nationwide rationing would go into effect Dec. 1, despite the 
opposition to it. 


Mr. Jeffers said that predictions that synthetic rubber 
would be produced in large quantities by the middle of 1944 
were based on the assumption that the new plants would go 
into operation as scheduled. However, he said, he could not 
proceed on the assumption that “these various processess” would 
work as engineers said they would. He added that, with the 
north African campaign now in progress, there was also the 
prospect of an increase in the military demand for rubber. 
Supplying “the military” with rubber was his first obligation, 


he averred, adding that he also had the obligation of supplying 
rubber for essential driving. 


“Never in our history has there been more necessity for 
highway transportation than there is at this moment,” he said. 
“That is my reason for saying that gasoline rationing must go 
into effect.” 

Representative Sumners said the people felt that they were 
able to determine how to use the rubber they had and that 
they did not need “bureaucrats” to tell them. The people 
were conscious that this was their war, he said. He added that 
he thought it would be a dangerous thing to “turn another 
bureau loose” to tell the people what to do about their own 
business and that they were already tired of being saddled 
with a government payroll that, in September, had reached a 
total of $2,550,000, calling for an annual expenditure for salaries 
alone of $4,880,000,000—nearly five billion dollars. 

Representative Boren observed that the Baruch committee 
report showed that motorists, by voluntary action, had reduced 
the annual average of their mileage from 9,000 miles to 6,700 
miles, and he took the position that reduction of the average 
to 5,000 miles a year could be effected without compulsion. 


O. D. T. Conservation Program 


Representative Anderson, in the course of his testimony, 
cited statements made by the Office of Defense Transportation 
in a program for the conservation of rubber-borne transport 
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that the O. D. T. had submitted to him. This O. D. T. document 
contained the following statements, among others: 


For hire intercity operations consume about 13 per cent of the 
total truck vehicle mileage but carry 28 per cent of all truck ton-miles. 
While they are operated with a present load approximately double 
that of the other operations, by the elimination of parallel schedules, 
the institution of joint information or dispatch stations, the inter- 
change and lease of equipment, and some diversion of long-haul traffic 
to rail and other carriers, it should be possible to cut their mileage 
by about 33% per cent. 


The private commercial and the for-hire carriers perform a trans- 
portation service, particularly in distribution, which is otherwise not 
available. They also in many instances make possible great expedi- 
tion in service. Any drastic reduction in the traffic which they are 
handling would result in the imposition upon the railroads of traffic 
burdens which would impair the operations of the latter, particularly 
by the congestion of terminals. ... 

Busses carry 12 per cent, railroads 18 per cent and private auto- 
mobiles 70 per cent of intercity travel. Intercity busses cover 330,000 
miles of highway compared with 167,000 miles of steam railroads over 
which passenger train service is operated, reaching thousands of com- 
munities having no other public transportation. ... 

Intercity busses are carrying about 60 per cent as many passenger- 
miles as the steam railroads. Their traffic during the first six months 
of this year has increased nearly 60 per cent over the same period in 
1941, largely because of the reduction in intercity automobile rid- 
ing. . . . Their load factor has arisen from around 50 to 65 per cent, 
and most of them are now operating at capacity and in some cases 
passengers desiring transportation are unable to obtain it. Any re- 
striction in the mileage operated by these vehicles must take the form 
of limitations upon the right of the citizen to travel. A recent survey 
indicates that about 40 per cent of the travel on busses (and trains) 
is for nonessential purposes. Until we adopt as a national policy 
restrictions upon the use of public vehicles through either priorities 
or rationing, present intercity bus mileage is essential. 


Petroleum Coordinator Ickes, testifying before the petro- 
leum subcommittee November 24, announced that he had 
applied to the War Production Board for priorities on steel 
for a second pipeline from the southwest to the east. This 
would be a 20-inch line, designed to bring 200,000 barrels of 
petroleum products daily to the eastern seaboard area, he 
said. The 24-inch line now under construction from Longview, 
Tex., to Philadelphia, Pa., via Norris City, Ill, would be used 
for transportation of crude oil only, he said. He said placing 
of the line from Longview to Norris City in service would be 
delayed until sometime in January because of difficulty in ob- 
taining pumping equipment and because of a shortage of skilled 
labor for installing that equipment. He charged that “skilled 
labor on which we relied to put in the pumps has been kid- 
naped by Henry Kaiser.” 

All available barges were now being used to bring oil to 
the east coast area, Mr. Ickes said. 

Representative Anderson said, after the hearing, that he 
believed a large part of the membership of the House would 
be satisfied if the question of gasoline rationing were left 
with the Office of Defense Transportation, for a determination 
of policy. That, he said, was a recommendation that had been 
made in the Baruch committee report. Fuel oil rationing ought 
to be entrusted to the Office of Petroleum Coordinator, and the 
control of prices of petroleum and its products was an activity 
within the jurisdiction of the Office of Price Administration, 
but wartime transportation matters should be handled by the 
O. D. T., he contended. 

He advocated that gasoline rationing be delayed for 90 
days in the area outside the presently rationed states and that 
a voluntary tire-saving program be “tried out” for six months 
in a part of the country where rationing was not now in effect. 

Senator Clark, of Missouri, for himself and Senators Tru- 
man, of Missouri, Thomas, of Oklahoma, Connally, of Texas, 
Gillette, of Iowa, and Reed and Capper, of Kansas, introduced 
a resolution for an investigation of threatened fuel oil shortages 
in the midwestern states. 

Chairman Truman, of the Senate special committee in- 
vestigating the national defense program, said that his com- 
mittee, after hearing statements by Rubber Director Jeffers, 
Price Administrator Henderson, Petroleum Coordinator Ickes 
and Director Eastman of the O. D. T. on November 27, as to 
the reasons underlying the gasoline and fuel rationing pro- 
grams, would conduct hearings November 30 and December 1 
in Kansas City, Mo., at which several mayors and other civic 
leaders from surrounding states would testify. 

“The purpose of these hearings will be to develop the facts 
on both sides of the rationing issue so that the committee can 
then determine what further hearings are necessary to reach a 
mature judgment,” Senator Truman said. 


Roosevelt Decides 
Backing up Rubber Director Jeffers and Price Adminis- 
trator Henderson, President Roosevelt November 26 directed 


that national mileage or gasoline rationing be made effective 
December 1, as previously planned. 
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Synthetic Rubber Relief 


Agent B. T. Jones, for carriers parties to Agent A. 9 
Greenly’s Consolidated Freight Classification No. 15, I. C. C.-0, 
C. 15, has filed fourth section application No. 20121 asking the 
Commission for relief from the long-and-short-haul part of the 
fourth section to establish and maintain rates on rubber 
artificial, synthetic or neoprene, crude in carloads, between 
points in the United States. The national emergency is given 
as grounds for the relief. 

The relief is desired to cover the publication of commodi 
rates, for the most part, on the basis of 36 per cent of first 
class rates named in “current appendix ‘E’ mileage rate scale” 
of I. C. C. docket No. 15879 (Eastern Class Rate Investigation, 
164 I. C. C. 314), extended to proper distances, from actual 
producting or shipping points to actual consuming points in 
the territories involved, namely, southwestern freight bureau, 
Illinois Freight Association, official, Southern Freight Associa. 
tion and Western Trunk Line committee. The rates are pro. 
posed to be subject to Ex Parte 148 increases and to be pub- 
ished to become effective January 1, 1943. The application 
is based on the following facts which, according to Agent Jones, 
present all the circumstances and conditions relied on in justi- 
fication of the relief asked: 

“The public has been informed, through official statements 
of United States Government authorities charged with the 
responsibility of developing the production of synthetic rubber 
and more recently through the report of the rubber investigat- 
ing committee known as the Baruch committee, that this 
country is confronted with emergency conditions with regard 
to the supply of crude and synthetic rubber necessitating the 
establishment at the earliest practicable date of an adequate 
supply of synthetic rubber or other similar artificial rubber 
materials. 

“The situation is expressed in the following quotation from 
the Baruch committee report: ‘We find the existing situation 
to be so dangerous that unless corrective measures are taken 
immediately, this country will face both a military and civilian 
collapse. The naked facts present a warning that dare not be 
ignored...’” 

The application said it had been officially stated that the 
total tonnage of synthetic rubber to be produced was in excess 
of 800,000 tons a year and that shipments would be made from 
some, if not all, of the points of origin at a reasonably early 
date. It added that the proposed rate bases would result in 
“relative freight rates in the distribution of these raw materials 
to rubber consuming points from the various synthetic rubber 
shipping points.” The transportation characteristics of synthetic 
rubber, the application stated, were the same as crude rubber. 

In a notice in connection with receipt of the application, 
the Commission said: 


Any interested person desiring the Commission to hold a hearing 
upon such application shall request the Commission in writing so to 
do within 15 days from the date of this notice. As provided by the 
general rules of practice of the Commission, Rule 73, persons other 
than applicants should fairly disclose their interest, and the position 
they intend to take at the hearing with respect to the application. 
Otherwise the Commission, in its discretion, may proceed to investigate 
and determine the matters involved in such application without further 
or formal hearing. If because of an emergency a grant of temporary 
relief is found to be necessary before the expiration of the 15-day 


period a hearing, upon a request filed within that period, may be held 
subsequently. 


TANK TRUCK EQUIPMENT REGISTER 


The Petroleum Transporters Conference, Washington, D.C., 
by its tariff publishing agent, Thomas F. Proctor, has issued 
National Tank Truck Equipment Register No. 1 for common 
and contract motor carriers, effective December 26. Designated 
as MF-I. C. C. No. 1, it contains individual tank truck unit 
numbers, gallonage capacities and number of compartments 
for account of the carriers parties thereto. The schedule con- 
tains information pertaining to tank trucks of nature similar 


to the present railway equipment register published by Agent f 


M. A. Zenobia. 


PETROLEUM TRANSPORTATION 

Tank car shipments of petroleum and petroleum products 
to the east coast in the week ended November 14 were at the 
average rate of 784,921 barrels daily, an increase of 1.9 per 
cent over the previous week, Petroleum Coordinator Ickes a- 
nounced. Thirty-eight companies loaded 25,675 tank cars 
the week. On the basis of an average of 214 barrels a Cal, 
a total of 5,494,450 barrels moved eastward in that period 
Mr. Ickes said. 

Petroleum Coordinator Ickes has announced that “the 
world’s largest ‘in-transit’ barge terminal” is now under COM: 
struction at the Bayway, N. J., terminal of the Standard Oil 
Co. of New Jersey. He said the barge terminal would assure 
New England a minimum daily barge movement of 100, 
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parrels of burning oils in the winter months. The barge ter- 
minal, he added, would shorten turn-around time for some tank 
cars and also would save them from New England’s winter 
weather, “often a factor which slows down tank car move- 
ments.” The Pennsylvania Railroad and the Standard Oil Co. 
of New Jersey were spending $500,000 each to build the tank 
car and barge loading facilities at Bayway, Mr. Ickes said. 

“By efficient use of this terminal and the additional num- 
per of tank cars such terminal facilities can handle, it is ex- 
pected eventually that a daily average of 150,000 barrels of 
burning oils will be barged to New England areas,’ Deputy 
Coordinator Davies said. 

Eighty-five per cent of the 24-inch war emergency pipe- 
line between Longview, Tex., and Norris City, Ill., has been 
completed, according to Petroleum Coordinator Ickes. More 
than 465 miles of the line was ‘“‘in the trench,” said he. Work 
on the 857-mile extension from Norris City, Ill., to the New 
York-Philadelphia terminals of the line would be begun in a 
few days, it was stated. 


PETROLEUM RATE CHANGES 


The Commission has assigned the following fourth section 
applications asking for relief from the long-and-short-haul and 
aggregate-of-intermediates provisions of the fourth section to 
establish emergency petroleum and petroleum products rates, 
for hearing on January 12, 9:30 a. m., at the St. George Hotel, 
Brooklyn, N. Y., before Examiner C. E. Stiles (see Traffic 
World, Nov. 21, p. 1214): 


No. 19994, filed by W. J. Kelly, assistant to the vice-president, 
Association of American Railroads, asking for authority to establish 
and maintain rates on crude petroleum oil and petroleum products, in 
tank carloads, from points in official, southern, southwestern and 
western territories to points in all eastern states on the Atlantic sea- 
board. 

No, 20005, filed by Roy Pope, agent, so far as it asks for authority 
to establish and maintain rates on fuel and gas oil from the Florida 
ports to points in Georgia, North Carolina, South Carolina and eastern 
Virginia. 

No. 20033, filed by W. J. Kelly, asking for authority to establish 
and maintain rates on fuel and gas oil, carloads, from points in the 


west and southwest and official and southern territories to points in 
the east and south. 


By eleventh supplemental fourth section order No. 14373 
the Commission, division 2, further modified and amended F. 
S. O. No. 14373, entered September 9, 1941, in applications 
Nos. 19279 and 19280, to provide that the belief authorized 
therein with respect to emergency petroleum rates in Nos. 
19279 and 19280 limited to expire November 15, 1942, shall 
continue until 60 days after the date of the order or orders to 


be entered in I. and S. No. 5162, Petroleum and Petroleum 
Products to the East. 


Control of Imports and Exports 


Under terms of an amendment (amendment No. 8) to the 
War Production Board’s general imports order M-63 (see Traffic 
World, June 6, p. 1473), several additions to and changes in the 
lists of materials covered that order have been made, effective 
November 23, the W. P. B. director general for operations has 
announced. The announcement continued as follows: 


, Coir fibre, coir yarn, and coir manufactures have been added to 
list I (materials which may not be imported by persons other than 
government agencies without special W. P. B. authorization; imports 
may continue under existing contracts, but special authorization to 
process Or move the commodities, once imported, must be secured). 
The coir products are a type of fibre which can be substituted for jute 
and other essential fibres. 

Castor oil, glycerine and metallic mineral substances in crude 
form and not otherwise classified are moved from list I to list II of 
the order, which does not require special authorization to process or 
Move the commodities. This action was taken because other W. P. B. 
orders provide adequate control over the end-use of the products. 

_. Pig and hog bristles are transferred from list II to list I to pro- 
Vide stricter control of the end-use. 

Certain cotton yarns and fabrics are added to list II of the order 
80 as to control imports and to direct the fabrics to essential uses. 

Wools finer than 40s are transferred from list III to list II in 
order to provide for the importation of adequate amounts for blending 
with other wools. 

Several commodities are added to list III (specific authorization for 
en to import must be obtained regardless of existing con- 
— Commodities added are: Muru muru nuts and kernels; 

cum nuts and kernels; broomcorn; shoddy and wool extracts; mungo; 
and wool rags. 

All these items were placed on list III in order: to provide shipping 
‘pace for more essential commodities. 


The O 


‘ e Office of Exports, Board of Economic Warfare, has 
Issued its 


export bulletin No. 58, dealing with the following 
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matters: (1) Return of license application submitted without 
acknowledgement card; (2) general in-transit licenses—Re- 
public of Panama; (3) general license for materials exported 
from the Canal Zone to Panama for processing or repair; (4) 
appeals for higher shipping priorities, and (5) return of indi- 
vidual licenses which are not required for shipment. 

Regulations of the export control branch of the Office of 
Exports with respect to application procedure for obtaining 
shipping space to the other American republics have been 
amended by addition of the following provision: 


When a commodity which can be exported under a general license 
does not have an assigned shipping rating, a rider in quintuplicate 
is to be attached to the application setting forth the end-use of the 
commodity in detail as required by B. E. W. commodity license appli- 
cation. 

To prevent the use of American petroleum coke, important 
in the aluminum program, for unessential purposes in foreign 
countries, the War Production Board has prohibited the export 
of the coke without the written authorization of the W. P. B. 
Director General for Operations. 

This step was taken by issuance of an amended version of 
conservation order M-212, effective November 21. Persons 
seeking authorization to make export deliveries must inform 
the aluminum-magnesium division by letter of all details of 
the proposed export, including the use to which the petroleum 
coke is to be put. 

Importation of sesame seed by land, air, or inland water- 
way without the specific authorization of the W. P. B. Director 
General for Operations has been prohibited by the War Pro- 
duction Board “in order to preserve crushing facilities on the 
west coast for other programs.”’ Continuing, the board said: 


Sesame seed, a source of vegetable oil, is grown in Mexico, Guate- 
mala and other Central American countries. Its movement through 
Mexico to the United States has placed a burden on crushing equip- 
ment now being used to process soy beans, copra, and other seeds. 

At the same time, the director general issued supplementary general 
imports order M-63-e, stopping the importation of quartz crystals on 
existing contracts without express W. P. B. permission. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways, including switching and 
terminal companies, was $34,701,626 for September this year 
as compared with $27,561,164 for September last year, accord- 
ing to a compilation by the Commission’s Bureau of Transport 
Economics and Statistics, statement M-230. For the nine 
months ended with September the cost was $297,979,782 as 
against $235,273,184 for the corresponding period last year. 


SERVICE ORDER NO. 80 


The Commission, division 3, in amendment No. 6 to service 
order No. 80, has further authorized C. E. Garner, Memphis, 
Tenn., to issue permits for the movement of corn and other 
grains, to Memphis, Tenn., effective November 27. Garner’s 
appointment as an agent to issue permits for the movement of 
soy beans was contained in amendment No. 4 to service order 
No. 80, dated October 27. 

Service order No. 80, effective July 22, provided that no 
common carrier by railroad should supply or move a car to be 
loaded, or loaded, with grain consigned or reconsigned to 
designated markets, except on permit, or on notice dispensing 
with permits, for placement or movement, issued by agents 
designated by the Commission. 


MOTOR VEHICLE LICENSES 


In 1943, half the states will continue use of present license 
plates with the addition of a small tab or strip showing the 
year date, thirteen states will use windshield stickers in lieu 
of license plates, and other states will employ other or similar 
devices for conserving metal for license plates, as a result of 
a War Production Board order curtailing use of steel for this 
purpose by 90 per cent, according to the American Automobile 
Association. 

“Two states, Florida and Massachusetts, will issue both 
date tab and windshield sticker,’ said the A. A. A. “Penn- 
sylvania, which now has a license plate denoting the geograph- 
ical outline of the state, will carry the note of individuality 
further with a date tab cut in the form of the state’s symbol—a 
keystone. . . . Several states, including New York, Mississippi, 
Rhode Island and South Carolina, issued only one plate last 
year, and will use the remaining steel to issue one additional 
plate this year. In most instances, the steel had been manu- 
factured into plates and will have to be re-processed. Illinois 
will issue two plates made from non-essential material, while 
Arkansas is providing date tabs for passenger cars and license 
plates made from treated wood for trucks and motorcycles.” 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Tribute to “A. E. H.”° 


Editor the Traffic World: 

Twenty-two years ago, when I made my first argument 
before the Commission and was somewhat roughly handled 
because of my incompetency in presenting the case, I passed 
down to the cloak room of the old Commission building at Eight- 
eenth and the Avenue and was so rattled that I stole a man’s 
overcoat and, incidentally, left my own. 

I hadn’t been in my room at the Washington Hotel but 
about fifteen minutes when there came a knock on the door. 
It was “A. E. H.” with my overcoat on his arm. How he as- 
certained where I was staying I don’t know, but then and there 
a warm friendship was initiated and it has continued through- 
out the years. 

I was certainly sorry to hear that he has retired. He was 
always a square shooter, a fine, courteous gentleman, and pos- 
sessed the greatest attribute of a reported—‘a passion for ac- 
curacy.” We will all miss him from the old haunts around the 
Commission building. 

M. G. Roberts, General Counsel, 
St. Louis-San Francisco Ry. Co. 

St. Louis, Mo., November 10, 1942. 


Agrees and Disagrees 


Editor the Traffic World: 

Your editorial of November 14, “TRANSPORTATION 
AFTER THE WAR” is, in my opinion, in the main, very well 
stated, and I take this occasion to commend you for putting such 
thoughts into print. 

Quite frequently I disagree with your views even more 
vehemently than I agree with you on this occasion, but being 
more sparing with my criticism than praise I refrain from ex- 
pressing my views on such occasions and am consoled with the 
belief that all wrongs will right themselves in due time. 

However, I do believe that your views, as stated in the 
last paragraph of your “TRAVEL FOR RECREATION” edi- 
torial in the same issue, as well as in previous and more out- 
spoken ones on this subject, may be based upon lack of full 
knowledge.* 

Chas. M. Cox, General Agent, 
L. 


& N. R. R. Co. 
Detroit, Mich., Nov. 23, 1942. 





*In what respect are we lacking in knowledge of what the rail- 
roads are doing in this matter?—Editor The Traffic World. 


A Plea for Americanism 


Editor the Traffic World: 

I am trying to express my thought that there is a clique 
engaged in taking over the running of the life and affairs of 
the American people. That many of the members of this 
clique have Jewish names is, I firmly believe, purely coinci- 
dental, and this letter is not intended to reflect any anti-Jewish 
sentiment. I number among my personal friends many Jews, 
most of whom I respect as such, and am proud that they are 
proud of their Americanism.* 

Is it not peculiar that, in practically every department in 
Washington, either out in front or closely behind the scenes, 
we find a Cohen, a Ginsburg, a Frankfurter, a Morganthau— 
but why continue calling the roll down to Walter Winchell— 
the mouthpiece for this coterie, who dares publicly to charge 
American citizens of proven loyalty, even to Congressmen, 
with anti-American activities ? 

Why do you suppose these proponents of a NEW DEAL 
are now engaged in prosecuting in the criminal courts such 
an outstanding member of American Womanhood as Elizabeth 
Dilling—because she has been guilty of treason—this woman 
who has given of her very life to defend American institutions? 


No, she dared to attack the Cohens and their ilk for what they 
= and for that she is being threatened with a death sen- 
ence. 

There are certain passages in the Declaration of Inde. 

pendence that might aptly be applied to the present state of 
affairs in the United States, where today American freemen 
can be sent to jail for buying a pound of coffee. And a pants 
presser in Pennsylvania, under the present administration, was 
sent to jail for violating an administrative decree dealing with 
the price to be charged for his service. 
_ “But when a long train of abuses and usurpations, pursuing 
invariably the same object, evince a design to reduce them un- 
der absolute despotism, it is their right, it is their duty, to 
throw off such government, and to provide new guards for their 
future security.” 

These “usurpations” were formally practised under the 
guise of an “emergency,” but now we are asked to bear the 
yoke under the idea that it is necessary to win the war. If we 
dare to raise our voices in protest to these un-American schemes 
or choose to vote for men with regard for the sacred obliga- 
tions of government to the people, we are charged with be- 
ing pro-Hitler. 

I say it is time for people who have elected Congressmen 
charged with the duty of preserving our Constitution and the 
form of government established thereunder, to rise up and put 
these usurpers in their proper place, and mark that spot with 
a headstone that will serve notice on future generations of their 
kind that there is a spirit of America which will not permit 
of such things. 

Certain lines of Whittier are apropos to these times: 


Men of the North-land! where’s the manly spirit 
Of the true-hearted and the unshackled gone? 
Sons of old freemen, do we but inherit 

Their names alone? 


Is the old Pilgrim spirit quenched within us, 
Stoops the strong manhood of our souls so low, 
That Mammon’s lure or Party’s wile can win us 
To silence now? 


Now, when our land to ruin’s brink is verging, 

In God’s name, let us speak while there is time! 
Now, when the padlocks for our lips are forging, 
Silence is crime! 


What! shall we henceforth humbly ask as favors 
Rights all our own? In madness shall we barter, 
For treacherous peace, the freedom Nature gave us, 
God and our charter? 


sf © © © @ 


Sons of the best of fathers! will ye falter 
With all they left ye perilled and at stake? 
Ho! once again on Freedom’s holy altar 
The fire awake! 


Prayer-strengthened for the trial, come together, 

Put on the harness for the moral fight, 

And, with the blessing of your Heavenly Father, 
MAINTAIN THE RIGHT! 


Why not propose that January 1—when the new Congress 
takes office—a Congress with many new members whom we 
have elected because of their unqualified Americanism—be ob- 
served as a day of national rejoicing—a day to stand to future 
generations as a symbol of our “manly spirit of the true- 
hearted and unshackled.” 

L. E. Whitney, 


Traffic Counsel. 
Chicago, Ill., Nov. 24, 1942. 





*It might be added that the top men in this coterie—Leon Hender- 
son, Harry Hopkins, Harold Ickes, Henry Wallace, and President 
oo himself, for instance, are not Jews.—Editor The Traffic 

orld. 
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Traffie Law and Procedure 
Fifth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Some Leading Cases 


on Common Carrier Status and Obligations 


The status of railroads as common carriers and the obli- 
gations of this status have come before the Supreme 
Court of the U. S. for adjudication on many occasions. A few 
of these cases may be summarized to indicate the court’s views. 
The cases should, however, be read in full in order to appre- 
ciate more fully the lines of the distinctions drawn by the court 
in these cases involving different sets of facts. This article will 
serve as an abridged summary of cases deemed to highlight the 
court’s views and as a guide for further study of these leading 
cases in the volumes of the Supreme Court reports to which 
references are made. 
The leading cases on common carrier status and obligations 
selected for discussion and for suggested further reading are: 


1. Covington Stockyards Co. vs. Keith, (139 U. S. 128), 1891. 

2. Missouri Pac. R. Co. vs. Larabee Mills, (211 U. S. 612), 1908. 
3. U. S. vs. Union Stockyards, (226 U. S. 286), 1912. 

4. Ellis vs. I. C. C., (237 U. S. 434), 1915. 

5. U. S. vs. Brooklyn T. Co., (249 U. S. 296), 1919. 

6. Missouri Pac. R. Co. vs. Reynolds-Davis, (268 U. S. 366), 1925. 


Covington Stockyards Co. vs. Charles W. Keith, et al. This 
case came to the Supreme Court on appeal from the U. S. 
District Court for Kentucky, where judgment was for Keith 
and Co., petitioners. 

The Kentucky Central Railroad entered into a contract 
with the Covington Stockyards Company under which the stock- 
yards company became the exclusive agent of the railroad for 
loading and unloading live stock at its stockyards. The stock- 
yards company agreed to supply facilities for the storage, feed- 
ing, handling, loading and unloading of live stock tendered to 
the carrier for shipment to or from Covington, Kentucky. 
Charges not exceeding a fixed maximum charge a carload for 
unloading and loading the live stock was assessed againt users 
of the service by the stockyards company. 

Keith and the co-petitioners in the case were operators of 
the Banner Stockyards Company in Covington. On the execu- 
tion of its contract with the Covington Stockyards Company, as 
its exclusive agent, the railroad ripped up the track connections 
with the Banner Stockyards Company. The Banner Stockyards 
Company thus was forced to tender and receive shipments 
through the Covington Stockyards Company. Against it were 
assessed the charges levied for loading and unloading by that 
company. Keith and others brought suit, contesting the charges 
and that the practice was unjust and unreasonable discrimina- 
tion and, therefore, unlawful. 

The Supreme Court affirmed the decision of the lower 
court, handing down a judgment for Keith. The court stated 
that the railroad company, in holding itself out as a carrier 
of live stock, was under a legal obligation, arising out of the 
nature of its business, to provide suitable and necessary means 
and facilities for the receiving and discharging of live stock. 
Its duty as a common carrier was held not to be discharged until 
such facilities were provided for the use of the public. Although 
the duty of the railroad as a carrier of live stock does not 
extend as far as the responsibilities attendant on the movement 
of freight, because of the natural propensities of the live stock, 
the carrier must at all times be prepared to receive and deliver 
those things it holds itself out to carry. And, since the carrier 
could lawfully assess a special charge for the receiving and 
delivering of inanimate goods, it had no greater right to demand 
a Similar charge for the receipt and delivery of live stock. If 
the carrier could assess such a charge with respect to stock- 
yards and facilities that it owned itself, it follows that it could 
not collect such charges through another corporation.’ 

Missouri Pacific Railway Co. vs. Larabee Flour Mills Co. 
The Larabee Flour Mills Company brought suit before the 
Supreme Court of Kansas to compel the Missouri Pacific Rail- 
way to resume car service at the mill of the company. The trial 
— a mandamus, ordering such service to be re- 

ed. 

The railroad had refused to deliver or remove cars from 
the spur track leading to the mill of the Larabee Company 
because of a dispute over demurrage the carrier claimed was 
owed to it and which the Larabee Company refused to pay. 

The mandamus of the Kansas Court was opposed by the 


"gerd as an unlawful regulation of interstate commerce by 
state. 
ee 


7 (139 U. S$. 128), 1891. 


The Supreme Court of the U. S. held, however, that it was 
the common law duty of the carrier to provide car service, 
treating all shippers alike, and that it could be compelled to 
do so by mandamus or other proper writ, irrespective of legis- 
lative action or special mandate from any commission or other 
administrative board. The carrier obviously was not, in this 
case, performing its common law duty. The action of the state 
court in issuing a mandamus enforcing this duty, even though 
the court action affected interstate commerce, was upheld. 
Until specific action by Congress concerning specific matters 
relating to interstate commerce is taken, and in this case there 
was no such action, the power of the state to regulate incidental 
matters is undisturbed. In this case the state was attempting 
to prevent discrimination among shippers, and it merely en- 
forced the common law duty of the carrier. This it could do 
in the absence of Congressional action.’ 

United States vs. Union Stockyard and Transit Co. of 
Chicago. The case came to the Supreme Court on appeal from 
the U. S. Commerce Court. 

The United States had brought suit against the Union 
Stockyard Company, Louis Pfaelzer and Sons, and the Chicago 
Junction Railway Company for violations of interstate .com- 
merce act with respect to discrimination, the filing of tariffs, 
and the filing of statements and reports. 

The Union Stockyards and Transit Company owned and 
operated stockyards and attendant facilities in Chicago. The 
Chicago Junction Railway leased the trackage owned previously 
by the stockyards company and operated it as a switching 
carrier between the stockyards and the tracks of railroad sys- 
tems serving Chicago. The equipment operated by the Junction 
Railway was owned by the Stockyards Company and the rail- 
way employed its own engineers and crews. 

Louis Pfaelzer and Sons were meat packers with whom 
the Union Stockyard Company had contracted. The contract 
pivvided that the Stockyard Company would contribute $50,000 
toward the erection of a modern packing plant for Pfaelzer 
in return for which Pfaelzer was to deal exclusively with the 
Stockyard Company for a period of 15 years, maintaining only 
the plant. 


The United States brought suit, contending that the con- 
tract constituted unlawful discrimination. It also contended 
that the Chicago Junction Railway and the Stockyard Company 
were jointly operating a railroad in interstate commerce. 


The Supreme Court held that, because of the character of 
the service performed by these two companies, they were, in 
fact, engaging in interstate commerce as common carriers. The 
interstate carriage of live stock had been in previous cases 
held to start with the tendering and loading of live stock at 
the point of origin and the attendant services thereto. Simi- 
larly, the ending of the interstate carriage of live stock occurred 
with the unloading of the live stock and the incidental services 
thereto. Each action, or group of actions, was an integral part 
of interstate commerce. This was precisely the service of the 
Stockyards Company. Furthermore, the common stock owner- 
ship of both the stockyards and the railroad and the fact that 
the stockyards received two-thirds of the profits of the railroad 
indicates that the Stockyards Company had not divested itself 
of its status as a carrier by leasing its trackage. The com- 
panies were, in fact, operating a railroad as common carriers 
and this was made additionally clear by its relationships with 
the railroads serving Chicago. The practices of the stockyards 
were thus subject to the provisions of the interstate commerce 
act, including those clearly discriminating relationships with 
Louis Pfaelzer and Sons, and the Chicago Junction Railway was 
held to be a carrier in interstate commerce and likewise subject 
to regulation.’ 

Ellis vs. Interstate Commerce Commission. This case was 
an appeal to the Supreme Court on a court order issued by 
the District Court of the United States for Northern Illinois. 
The District Court issued an order at the request of the Inter- 
state Commerce Commission. The order required Ellis, a cor- 
porate officer of the Armour Car Lines, to answer certain 
questions and produce certain documents concerning his com- 
pany. 

The Commission was conducting a hearing which investi- 


2 (211 U. S. 612), 1908. 
§ (226 U. S. 286), 1912. 
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gated the practices of the railroads with respect to refrigerator 
and tank car allowances, practices, and minimum carload 
weights. Ellis was present at the hearing as a witness and the 
Commission, by its actions, attempted to include him and the 
Armour Car Lines as a party to the hearing. 

The Supreme Court reversed the ruling of the District 
Court, stating that the private car companies were not common 
carriers within the meaning of the act of 1887. Paragraph 1, 
of the act, included within the definition of ‘‘transportation” 
the instrumentalities that the private car companies supply to 
the railroads. This was held not to mean that these companies 
were common carriers but was merely a preliminary to the 
requirement that the carriers shall furnish such instrumentali- 
ties at reasonable request. The railroads might be answerable 
for the equipment they hired from the private car companies, 
but that did not place the companies within the category of 
common carriers. The control of the Commission over private 
cars and private car companies could, it was held, be effected 
only through its control over the railroads that used their 
facilities.‘ 

United States vs. Brooklyn Eastern District Terminal. The 
case came on writ of certiorari from the United States Circuit 
Court of Appeals for Eastern New York, where judgment had 
been for the Terminal Company. 

The federal hours of service act of 1907 limited to sixteen 
consecutive hours the hours of continual service of employees 
on interstate railroads. Proceedings were instituted by the 
government to enforce the provisions of this act against the 
Brooklyn Eastern District Terminal Company. 

The defendant held that it published no tariffs nor did it 
hold itself out to the public as a common carrier. Thus, it was 
not a common carrier in interstate commerce and was not 
subject to regulation as such. 

The Terminal Company operated a union freight station 
in Brooklyn under individual contracts with ten interstate rail 
carriers and several steamship companies. For specified com- 
pensation, it hauled carload and less than carload freight as 
agent for these railroads between its piers and car floats to 
the docks of the railrcad companies. It did not hold itself out 
to haul for the public generally, nor did it publish tariffs or 
concur in any other tariffs. It owned no cars and, except for 
switching services related thereto, it transported freight only 
by water. 

For these reasons the Terminal Company held that it could 
not be held to be a common carrier. 

The Supreme Court, however, held that the service that the 
Terminal Company performed was distinctly public in charac- 
ter. In no respect did its services differ from those performed 
by rail carriers at their stations. The traffic the Terminal 
Company hauled was not cars but the contents of these cars— 
the goods. Its compensation was dependent, not upon the 
physical characteristics of freight cars, but on the characteris- 
tics and amount of goods contained in those cars. These goods 
must be transported by the Terminal Company according to its 
contracts with the railroads, for all who offered them and who 
paid the rates provided for their carriage. This service was 
performed as agent for the railroads. The court held, however, 
that a common carrier did not cease to be a common carrier 
merely because the common carrier duties it performed were 
performed as an agent for others. 

The Terminal Company was, therefore, held to be clearly 
a common carrier engaged in the haulage of trains in interstate 
commerce and as such was subject to regulation. The judgment 
of the Circuit Court of Appeals was reversed.® 


Missouri Pacific Railroad Co. vs. Reynolds-Davis Grocery 
Company. This case came to the Supreme Court of the U. S. 
on certiorari from the Supreme Court of Arkansas. 

The action was brought originally in a state court of 
Arkansas by the Reynolds-Davis Grocery Company against the 
Missouri Pacific Railroad to recover for the loss of part of a 
carload of sugar shipped from Louisiana to Fort Smith, Ar- 
kansas, on a through bill of lading. The loss occurred in Fort 
Smith while the car was in possession of the Frisco, which was 
switching the car for the Missouri Pacific Railroad from a point 
on the Missouri Pacific Lines to the warehouse of the plaintiff 
located on the Frisco Lines. 

The Missouri Pacific requested the court to find it not 
liable because the bill of lading provided that no connecting 
carrier should be liable for any damage that did not occur on 
its own lines, and, since the car was in the possession of the 
Frisco Lines, the bill of lading provision should apply and the 
Missouri Pacific Railroad should be held not to be liable. 

The court held, however, that the Missouri Pacific was 


4 (237 U. S. 434), 1915. 
5 (249 U. S. 296), 1919. 
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liable. The routing named the Missouri Pacific as the delivering 
carrier. The Missouri Pacific had employed the Frisco Lines 
at regular tariff charges to perform the necessary switching. 
The Frisco was not named in the bill of lading and did not 
participate in the joint through rate. It was, therefore, not the 
delivering carrier but was merely the agent of the Missouri 
Pacific for the purpose of delivery. The Missouri Pacific was 
held to be the delivering carrier and liable as such.® 

Status of Tap Line Railways. The common Carrier status 
of tap lines of railway built to connect industries, including 
quarries, lumbering operations, and saw mills, with main line 
railroads, has come before the United States Supreme Court on 
several occasions. 

Representative cases of this type include: 1. The Tap Line 
Cases, (234 U. S. 1), 1914; and, 2. O’Keefe vs. U. S., (240 U. §. 
294), 1916. a 

The Tap Line Cases were cases arising out of alleged 
undue preference and unjust discrimination in favor of various 
lumber interests through the medium of divisions, alleged to 
be excessive, made by the trunk lines to the above tap lines 
which were wholly owned by the lumber interest they served.’ 

The trunk lines attempted to cancel the divisions published 
in their division sheets. The tap lines protested to the Interstate 
Commerce Commission and the resultant investigation by the 
commission disclosed that the divisions in question were a 
device to obtain rebates for the shippers who owned the tap 
lines. 

The cases were appealed and the Appellate Court reversed 
the findings of the Commission, which were to the effect that 
the tap lines were plant facilities and not common carriers. 
The Supreme Court affirmed the findings of the Appellate 
Court, but conceded that the discrimination and unfair prac- 
tices did exist. It stated that it was the right and the duty 
of the Commission so to adjust these divisions that they would 
represent a fair return for the freight handled. 

The tap lines were originally built as lumber camp short- 
line railroads. With the location of towns on the road, the roads 
were incorporated and served the general public. However, 
only two per cent of the tonnage hauled was for other than the 
proprietary companies. The lumber companies were free to 
route their freight over any trunk line and followed the policy 
of favoring the railroad that paid the highest divisions, thus 
forcing the trunk lines to bid against each other. 

The “commodities clause” of the interstate commerce act, 
it was held did not forbid lumber companies to own railroads. 

The Interstate Commerce Commission, after investigation, 
ordered the trunk lines to desist and abstain from making such 
allowances to any of the tap lines mentioned. The Louisiana 
and Pacific Railway filed a petition in the Commerce Court to 
annul this order. The court granted the relief, holding that the 
Commission had exceeded its authority in condemning the tap 
line railroads, when duly incorporated as common carriers 
under the state laws, as being a mere attempt to evade the 
commerce law and obtain rebates and preferences for the 
industries owning the tap lines. 

The New Orleans, Texas and Mexico R. R. operated, di- 
rectly and through stock ownership of other companies, a sys- 
tem of railroads extending from New Orleans across the states 
of Louisiana and Texas. The Louisiana and Pacific, incorpo- 
rated in Louisiana, owned and operated a tap line within the 
state of Louisiana, including approximately eighty miles of 
main and branch lines. 


In 1906, before the construction or definite location of the 
New Orleans, Texas and Mexico R. R., an agreement was made 
with the Louisiana and Pacific and lumber companies in which 
the Louisiana and Pacific Railway and lumber companies 
agreed to give the New Orleans, Texas and Mexico a substan- 
tial amount of their tonnage on a division of the joint rates of 
approximately 35 cents a hundred pounds, but not exceeding, 
however, in any case 5% cents a hundred pounds. The lumber 
tonnage which, pursuant to this arrangement, the New Orleans, 
Texas and Mexico R. R. expected to receive and did until the 
order of July 29, 1914, actually receive, was a great inducement 
to the company to located its line through the territory where 
it is located. In the five fiscal years prior to July, 1914, its 
lumber tonnage amounted to 37.45 per cent of its total gross 
traffic, and the Louisiana and Pacific supplied about 33 per cent 
of the total gross tonnage. Since the order of July 29, 1914, 
the New Orleans, Texas and Mexico R. R. had been deprived of 
practically all this tonnage, which had been diverted to other 
trunk lines because the Louisiana and Pacific, in order to gain 


® (268 U. S. 366), 1925. 

7U. S. and I. C. C. vs. Louisiana & Pacific Ry., Woodworth and 
Louisiana Central Ry., Mansfield Railway and Transportation Co. and 
Victoria, Fisher & Western R. R. Co.; and Atchison, Topeka and Santa 
Fe Ry. vs. Same. (234 U. S. 1), 1914. 
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as large a division of the joint rate as possible, moved its lum- 
ber tonnage from points near the northerly end of its line 
across the line of the New Orleans, Texas and Mexico R. R. and 
delivered it to the trunk lines at the southerly end, and at the 
south end in the case of north bound traffic. It was stated that 
the practical effect of the Commission’s order resulted always 
to the disadvantage of the New Orleans, Texas and Mexico 
R. R. with respect to traffic originating on the line of the 
Louisiana and Pacific, and the disadvantage was in no Case less 
than 1 cent a hundred pounds, or approximately $5 a car. 

The appellant insisted that the Commission was without 
power to prescribe maximum divisions of the through rates 
(as was done by the erder of July 29, 1914) because no joint 
rates were fixed either by the Commission or by the parties 
and the appellant had not had an opportunity to agree in re- 
spect to the division. 

The final contention was that the Commission’s order de- 
prived the New Orleans, Texas and Mexico R. R. of its property 
without due process of law, by denying to it the right to 
contract and compete for traffic originating on the line of the 
Louisiana and Pacific. The Commission contended that the 
trunk line’ had no constitutional right to build up its business 
by paying bonuses or rebates that were forbidden by Congress 
because of consideration affecting public welfare. 

The real basis of the complaint of the trunk line carrier 
was that the allowance to the tap line was too small, and the 
court held that it was questionable whether it lay in the mouth 
of the line carrier to object on this ground. 

The Supreme Court recognized the exceptional situation 
in which the appellant’s road was placed and the hardship that 
resulted to it from the application of the order of July 29, 1914, 
to the traffic originating on the lines of the Louisiana and 
Pacific Railway. 

The decree of the District Court was affirmed. 

The advantages to lumber companies of the ownership of 
the tap-line railroads consisted of: 1. Savings in freight rate of 
from 1% cents to 5 cents, which for one company amounted to 
$50,000 in one year; 2. The cars belonging to the trunk lines 
were held on the tracks of the tap lines for the benefit of the 
lumber companies and only 50 cents a day was assessed instead 
of the usual $1 to $2 daily; and, 3. Officials of the tap lines used 
the interstate railways for their own use, which benefited the 
lumber companies. 

Justice Day, who delivered the opinion of the Supreme 
Court, held that the order of the Commission holding the tap 
lines to be plant facilities and, as such, ineligible to receive 
divisions of through joint rates, to be error, and the order 
requiring the trunk lines to withdraw their divisions made with 
the tap lines to be unlawful. 

The right of the public to use the railroads determines 
whether or not they are common carriers. The status of the 
carrier aS a common carrier is determined by the right of the 
public to use the facilities, and not by the actual use of the 
property. 

O’Keefe vs. United States. This was an appeal from the 
District Court of the United States for the Eastern District of 
Louisiana to review a decree which dismissed a bill in equity 
praying the annulment of an order of the Commission pre- 
scribing the maximum allowance out of joint rates that a trunk 
line railroad may make to tap lines. O’Keefe was the receiver 
of the New Orleans, Texas and Mexico R. R. Co.* 

_ _ The order required certain trunk line railway companies, 
including the New Orleans, Texas and Mexico Railroad, to 
reopen through routes and publish joint rates to interstate 
destinations with certain tap lines, including the Louisiana and 
Pacific Railway, with which appellant’s railroad had a connec- 
tion. It also prohibited any of the line carriers from making 
to any of the tap lines an allowance or division out of the joint 
Yates in excess of the maximum amount prescribed as follows: 
switching 1 mile or less, $2 a car; switching 1 mile to 3 miles 
from junction, $3 a car; switching 3 to 6 miles, 1% cents a hun- 
dred pounds; switching 6 to 10 miles, 2 cents a hundred pounds, 
and for other distances the rates were graded upward until they 


Teached a maximum of 4 cents a hundred pounds for hauls of 
over 40 miles. 





* O'Keefe vs. U. S., (240 U. S. 294), 1916. 


W. S. A. PASSENGER TICKET FORM 


The War Shipping Administration, by its. general order 
No. 26, has required that all operators of vessels subject to 

.S. A. control use or cause to be used only the uniform pas- 
Senger ticket designated in the order as Washipticket 11/15/42, 
on or before November 15 on all outbound carriage of passengers 
from U. S. ports excluding Alaska, and “as soon thereafter as 
Possible on all other such subsequent carriages.” 
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Taxes and Transportation 


An amount paid for the transportation of property to be 
used by a contractor in the performance of a cost-plus-fixed- 
fee contract with the United States is subject to the tax on 
transportation of property, according to a letter dated Nov. 24, 
signed by Deputy Commissioner Bliss, of the Bureau of In- 
ternal Revenue. 

On the basis of prior information the finance, accounting, 
taxation and valuation department of the Association of Amer- 
ican Railroads, in its recent circular on the application of the 
tax, said payments by contractors for the transportation of 
property used in the performance of a cost-plus-fixed-fee con- 
tract with the United States were not taxable if such trans- 
portation charges were specific items of cost which would ulti- 
mately be paid by the United States. In view of the ruling of 
Deputy Commissioner Bliss the A. A. R. has deleted from its 
circular paragraph (e), appearing on page 6, and the entire 
paragraph on page 14 relating to payments by a cost-plus- 
fixed-fee contractor (see Traffic World, Nov. 14, p. 1173). 
Mr. Bliss, in part, said: 


The matter of exemption from the tax on the transportation of 
property in the case of government contractors has been reconsidered 
by the bureau, and it is now held that the exemption provided in sec- 
tion 3475(b) of the Code applies only to amounts paid as transporta- 
tion charges by or to the United States or any agency or instrumentality 
thereof. Transportation charges paid by government contractors, 
whether such contractors are operating on a cost-plus-fixed-fee or other 
basis, are subject to the tax, even though reimbursement for the charges 
is later obtained from the United States. 


The federal tax on transportation of persons vielded 
$5,264,250.59 in revenue in October, according to the Bureau 
of Internal Revenue. The federal gasoline tax yielded $31,622,- 
272.41 as against $35,711,794.31 in October last year. The tax 
on use of motor vehicles yielded $936,876.57. The tax on 
transportation of oil by pipeline yielded $1,133,175.28 as against 
$1,144,568.04 in October last year. 

The Office of Price Administration has ruled that the 3 
per cent tax on charges for transportation of property, effective 
December 1, must be considered as a freight rate increase 
“which cannot be passed on, rather than a tax which can.” It 
said a formal ruling would be issued soon. Continuing, it said: 


The ruling means that the seller will absorb the new tax under 
some pricing systems and the buyer under others. Where the pricing 
is on a ‘‘delivered price’’ basis, for example, the seller will absorb 
the tax. In cases where the price is ‘‘f. o. b. producer’s establish- 
ment,’’ on the other hand, the buyer will absorb the cost. The rule 
holds throughout all variants of these two. 


The supplementary order will apply to all maximum price regula- 
tions except: 


Revised price schedule No. 4—iron and steel scrap; maximum price 
regulation No. 130—standard newsprint paper; revised maximum price 
regulation No. 148—dressed hogs and wholesale pork cuts; maximum 
price regulation No. 236—heating boiler conversion parts; maximum 
price regulations Nos. 112, 120, 121, 122 and 189, all dealing with coal. 

The 1942 revenue act provides a tax of 4 cents a ton on the trans- 
portation of coal. O. P. A. action on how this tax shall be treated 
in arriving at maximum prices is expected in the near future. Simi- 
larly, action is expected on iron and steel scrap, which is priced on a 
basing point system, and on the other products exempted for various 
reasons from supplementary order. 


MERCHANDISE WAREHOUSING STATISTICS 


The percentage of space occupancy of public merchandise 
warehouses at the end of September was 81.3 per cent, com- 
pared with 83.2 per cent for August, according to statistics 
made public by Director Capt of the Bureau of the Census, 
— of Commerce, and based on reports from 706 

rms. 

For September, he said, 706 warehousing firms cooperating 
in the survey reported 1,949 merchandise warehouse buildings 
operated in the month, with a total of 50,806,982 square feet 
of occupiable space intended for public warehousing of gen- 
eral merchandise, of which 41,314,153 square feet were reported 
occupied. 


FRUEHAUF TRUCK RECORD SHEETS 


The Fruehauf Trailer Company has designed a daily 
record sheet for the assembly by truck operators of weekly 
and quarterly information required by the Office of Defense 
Transportation. The sheets, perforated and bound in booklets 
of fifty each, are to be carried by drivers for partial filling-in 
daily and forwarding to the company office. There additional 
data are to be filled-in and the necessary information compiled 
from the individual sheets. The booklets of sheets are being 
distributed through Fruehauf branches and distributors. 








1310 





Questions and Answers 


* In this column will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A 
spectulist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
ee ae ee ee ee ee ae 
work, 


The right is reserved to refuse to answer im this column any 


question, legal or traffic, that it may appear to us unwise to answer . 


or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will anawer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications o 
questions from nonsubscribers, 

Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. O. 





Tariff Interpretation—Application of Charge for Packing, Un- 
packing and Use of Container in Shipping Household Goods 


lowa.—Question: Please give your opinion on the following 
question: 

Item 110 of Household Goods Carriers’ Bureau Tariff No. 
20 names charges for “Additional Services” in the movement 
of household goods, for example $4.00 per barrel, $3.00 per 
box, $1.00 per carton, etc., for: 


(1) Packing, unpacking and the use of packing containers and 
materials, or 


(2) Packing and the packing containers and materials in the 
event that such packing containers are retained by the shipper or 
consignee, 


The question is whether the carrier has the legal right 
to charge these prices when the shipper performs all of the 
packing and unpacking service but the carrier only furnishes 
the packing containers and packing material, the containers 
being turned over to the carrier at destination when empty? It 
seems to me that the conjunction “and” indicates a united or 
complete service but some carriers contend that the charge 
must be made for any or all services mentioned in the item. 
Had the conjunction “or” been used, it would imply an alterna- 
tive service. 

Answer: Item 110 of the tariff to which you refer provides: 


Packing and unpacking: 
Rates include— 


(1) Packing, unpacking and the use of packing containers and 
materials, or; 

(2) Packing and the packing containers and materials in the event 
that such packing containers and materials are retained by the shipper 
or consignee. 


SN ao ken arsersaripndtcaot-eneien wiesnce, pide ON ns aroras Oulneie avo aon saoraeacalace Each, $4.00 


Under the tariff provision to which you refer, there is no 
doubt that both the service of packing and use of containers 
at a single charge is authorized. If the shipper, without de- 
manding the service of the carrier, performs the packing serv- 
ice, he is performing a gratuitous service, in our opinion, and 
must pay the charge, if he retains the containers. 

However, if he does not retain the containers, it is our 
interpretation of the item that no charge is to be made, as it 
is stated therein that rates include packing, unpacking and 
the use of packing containers and materials. 

If the term “or” had been used, in our opinion, the charge 
would have been applicable for either the packing service or 
the use of containers, or both the packing service and the use 
of the containers, as there is but one charge provided, whether 
the shipper availed himself of the packing service or the use 
of the containers or both. 


Damages—Measure of, Where Part of Released Value Shipment 
is Lost or Damaged 


Ohio.—Question: We are shippers of earthenware and are 
very much interested in your reply to Texas on page 460 of 
the February 4, 1942, Traffic World, under the above caption. 

In your answer to this question you state under one line 
of decisions it is held that the shipper may recover the real 
value of property lost not exceeding the limit of liability stipu- 
lated in the contract of shipment; quoting decisions in various 
instances. However, we do not find decisions of the Interstate 
Commerce Commission on this particular matter and would 
like to inquire whether you can give us the number of any 
decision that might have been rendered by the Commission, 
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or decisions that may have been handed down on this par. 
ticular subject in the state of Ohio. 

Answer: Where a shipping contract provides that the car- 
rier shall be liable for the value of goods up to a declared 
value which is less than the actual value, the parties may 
stipulate that in the case of partial loss the recovery should 
be such proportion of the agreed valuation as the actual loss 
bears to the actual value of the goods shipped, and where they 
do so the shipper can recover only according to the agreement. 
So, although the contrary view has been taken, the law js 
firmly grounded that in cases where a contract of carriage 
fixes the value of a shipment at so much per pound, per hundred 
weight, per ton, or some other unit of weight or measure, and 
the rate is calculated on such agreed value, the recovery, in 
case of partial loss, is limited to the agreed value, per unit, of 
that part of the shipment which is lost, for the consignor js 
estopped from asserting any unit to have a greater value than 
the per unit value declared. Where the articles shipped are 
heterogeneous in nature, it has been declared that the correct 
rule is to adopt as the agreed valuation of each article that 
proportion of its actual value which the agreed valuation of 
the whole shipment bears to the actual value of such shipment, 

Except where the contract of carriage expressly provides 
for prorating in the event of a partial loss, however, the em- 
phatic trend is against the adoption of the prorating principle. 
The rule entertained by the weight of authority is that where 
the contract of carriage provides that the amount recoverable 
in case of loss or damage shall be limited to the declared value 
of the shipment, such agreement in case of partial loss, is to be 
construed as permitting recovery for the loss or damage 
actually sustained, the amount recoverable, however, not to be 
greater than that agreed on as compensation for a total loss; 
and it necessarily follows that where this rule obtains the 
shipper is not limited to a recovery of such proportion of the 
amount named in the contract as the value of the property 
destroyed bore to the value of the property shipped. Chicago, 
I. & L. Ry. Co. vs. Priddy (Ind.) 115 N. E. 266; E. H. Emery 
& Co. vs. Wabash R. Co. (Iowa), 166 N. W. 600; Blum vs. 
Cleveland, C. C. & St. L. Ry. Co., 25 Ohio N. P., N. S. 112. 
There are, however, decisions which are in conflict with this 
view. 

Under the general rule, the carrier is not free from lia- 
bility because the goods in their injured condition are worth 
more than the agreed valuation; nor is the carrier’s liability 
limited to the difference between the actual value of the goods 
as received by the consignee and the declared value when that 
difference is less than the declared value. 

In its decision in Johnston vs. C. & W. C. Ry. Co., 118 
I. C. C. 19, the Commission makes the following statement 
with respect to its jurisdiction over claims for loss and damage 
to shipments in transit: 


Claims for loss and damage to shipments in transit, and the 
measure of the damages applicable thereto, are cognizable only in the 
courts, and it is well settled that we may award reparation only for 
damages arising out of violations of the interstate commerce act. 


For instance, where delay has resulted from misrouting 
on the part of the carrier, the Commission has awarded dan- 
ages. See Danzer & Co. vs. G. & S. I. R. R. Co., 69 I. C. C. 59. 


Sales—Passage of Title—Order Notify Bill of Lading 


Georgia.—Question: We have been having quite a discus- 
sion in our office as to when title to the merchandise passes as 
described in an order-notify bill of lading. I have glanced 
through the Bill of Lading Act, Sales Act, and N. I. A. without 
striking anything on the point, although I do faintly remember 
the facts of some cases which definitely and clearly dealt with 
the subject. 


My personal contention is that title to the lading passes 
at origin to the consignee or notify party as soon as a Clear 
receipt is given by the carrier to the shipper, subject to a con- 
dition subsequent, i. e., payment of the draft and lifting of the 
lading. It is my thought that if title remained in the consignor, 
the negotiability would be affected and confidence would be lost 
in the value of the paper. Moreover, the shipper by his action 
has completely disposed of the merchandise and has to stand 
on his contract, which results in terms F. O. B. shipping point. 

We would appreciate your opinion as to just what the rights 
of the seller and buyer are when making order-notify ship- 
— together with any citations or authority you might have 
on file. 


Answer: Although the property in the goods will ordi- 
narily pass on delivery, yet it will not do so if the intention 
clearly appears on the part of the seller, to retain the jus dis- 
ponendi or right of property, using the term as distinguished 
from a mere reservation of a lien. The right of property may 
be reserved by delivery in escrow to await payment, or by 
delivery to a warehouseman taking the receipt in the name 
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of the seller; but the question usually arises on delivery to a 
carrier which as a general rule is a delivery to the buyer pass- 
ing the property, unless by the mode of shipment the right of 
property is reserved. 

Where goods are shipped and by the bill of lading or ship- 
ping receipt are deliverable to the seller or his agent, or to the 
order of the seller or his agent, the seller thereby reserves the 
property in the goods (Berger vs. State (Ark.), 6 S. W. 15; 
Baker vs. Chicago, etc., R. Co. (Iowa), 67 N. W. 376; Dows vs. 
Milwaukee National Exch. Bank, 91 U. S. 618; Guerard vs. The 
Lovespring, 42 Fed. 853; Seelingson vs. Philbrick, 30 Fed. 600), 
even though the shipment is in care of the buyer. Ward vs. 
Taylor, 56 Ill. 494. But the evidence afforded by the mode of 
shipment as to the seller’s intention is not conclusive (Dows 
ys. Milwaukee Nat. Exch. Bank, 91 U. S. 618), and the prop- 
erty in the goods will be held to have passed to the buyer if 
such appears to have been the intention of the parties, as for 
instance where the person who is apparently the seller is in 
fact the buyer’s agent in the transaction, or the goods are 
shipped for the account and at the risk of the buyer. But, on 
the other hand, even in such cases an intention that the prop- 
erty shall not pass may appear from other circumstances and 
should be given effect. 

If the goods are shipped in the name of the buyer as con- 
signee or the bill of lading is indorsed to him this is strong 
evidence of an intent to pass the property free of any reserva- 
tion. But even in such cases the right of property may be re- 
served so that it will not pass to the buyer if the bill of lading 
stipulates for delivery to the seller, his agent or order, or if the 
seller retains the bill of lading. 


Damages—Measure of Where Part of Released Value Minimum 
Charge Shipment Is Lost or Damaged 


iNinois.—Question: We made a shipment of chinaware, 
N. O. I. B. N., valued at $16.78 released not to exceed $20.00 
per hundred pounds, weighing 55 pounds, for which we paid the 
minimum charge for 100 pounds. There was some breakage 
amounting to $3.54 and weighing 18 pounds. 

The railroad company with whom we filed claim for the 
breakage notified us that its liability could be only 66 per cent 
of the actual damage contending as follows: “This shipment 
consisted of two cartons chinaware, weight 55 pounds, on which 
the valuation was declared to be not over $20.00 per cwt. or 
$11.00 for the the entire two cases, whereas the actual invoice 
value of the two cases was $16.78. Where articles move under 
arate or rating which carries a released valuation, the basis 
for recovery of any loss or damage is the ratio which the 
actual damage bears to the released value of the articles. In 
this instance the shipment was released to 66 per cent of its 
value, therefore, it necessarily follows that carrier’s liability 
— to 66 per cent of the actual damage claimed, or 

It is our opinion that having paid the minimum charge for 
100 pounds and since the released valuation more than covers 
the actual value of the shipment, our claim should be paid for 
the full amount. Please give us your opinion quoting, if pos- 
sible some authorities and decisions to guide ourselves for the 
future in any similar case. 

Answer: There are two lines of decisions with respect to 
the amount which can be recovered for partial loss or damage 
to a part of a shipment which has been released to a stated 
valuation. Under one line of these decisions it is held that 
a shipper may recover the real value of the property lost not 
exceeding the limit of liability stipulated in the contract of 
shipment. Decisions of this nature are Central of Ga. R. Co. 
vs. Broda, 67 Sou. 437 (Ala.); Davis vs. Wabash R. Co., 99 
S. W. 1; Buffington vs. Wabash R. Co., 94 S. W. 991; Vis- 
canaka vs. Southern Express Co., 75 S. E. 962 (S. C.); Winsloy 
vs. Atlantic Coast Line, 60 S. E. 709; Carlton vs. N. Y¥. C. & 
H. R., 117 N. Y. S. 1021 (affirmed 121 N. Y. S. 997); Huegelet 
vs. Warfield, 65 S. E. 985 (S. C.); Candee vs. D. L. & W., 
109 Atl. 202 (N. J.) (Certiorari denied 40 S. Ct. 584); Nelson 
vs. Ga. Nor. R. Co., 72 S. W. 642 (Mont.); R. Co. vs. Priddy, 
115 N. E. 266 (Ind.); Baird vs. R. Co., 162 Pac 79 (Utah); 
Dee vs. S. P. L. A. & S. L. Co., 167 Pac 246; Washington Horse 
Exchange vs, Wilson, 176 S. W. 1036. 

Under these decisions shippers are not limited to a pro; 
portionate amount of the value to which the shipment was 
released, but may recover the actual value of the goods dam- 
te but not to exceed the released value of the entire ship- 

There are, however, decisions which hold directly to the 
Panera fe Under such decisions recovery for loss of or damage 
° part of a shipment released to a stated value is limited to a 
Proportionate amount of the released value of the shipment. 
ay which so hold are Western Transit Co. vs. Leslie & 
. 242 U. S. 441; Shelton vs. Canadian Northern Railroad 
Uni 109 Fed. 153; Fielder vs. Adams Express Co., 71 S. E. 99; 

nited Lead Co. vs. Lehigh Valley R. Co., 141 N. Y. S. 310; 


1311 


Stratton vs. C. M. & St. P., 168 N. W. 757; Frank vs. Michi- 
gan Cent., 154 N. Y. S. 701. ' 

We are unable to locate a decision involving a minimum 
charge shipment, but are of opinion that the decisions referred 
to above apply to the same extent as in the case of other 
shipments. 


Demurrage—Recovery of—Resulting from Failure of Steamship 
Company to Transport Goods 


New Jersey.—Question: 


Kindly let us have your opinion 
of the following question: 


Do you think it possible that we can collect from a Steamship 
Company demurrage and storage charges pertaining to the following? 


On May 18th, on the authority of the New York office of 
a steamship company, we forwarded by rail to New Orleans 
for exportation to the Canal Zone, three carloads of merchan- 
dise. This merchandise was destined to be placed on one of 
their many boats sailing between New Orleans and the Canal 
Zone. This merchandise arrived in New Orleans on June 6, 
12 and 23. On June 15 the steamship company phoned stating 
that they thought they would have to discontinue their service 
between New Orleans and the Canal Zone and suggested that 
we could possibly divert this merchandise to another line. How- 
ever, the merchandise remained at New Orleans until the Office 
of Defense Transportation ordered it to be placed in a public 
warehouse, where it accrued considerable storage charges. 

After much delay, the steamship company finally moved 
the merchandise to the Canal Zone in their own boats. 

It is our opinion that the steamship company should not 
have authorized the merchandise to be moved forward from 
Newark if they had any doubt in their mind as to the uncer- 
tainty of being able to handle this merchandise beyond its 
arrival at the port of New Orleans. 

In view of the above we feel that the steamship company 
is entirely responsible and liable for the demurrage and storage 
charges as outlined. 

In answering kindly give us your opinion as well as your 
authority. 

Answer: If, as appears, the shipper was induced to for- 
ward his goods to the port upon the assurance that the goods 
would be accepted for transportation by the steamship com- 
pany, it is our opinion that the principle of the decision in 
Rotterdamsche Lloyd, et al. vs. Gosho Co., Inc., 298 Fed. 443, 
petition for certiorari denied, 266 U. S. 621, 45 S. Ct. 99, is 
applicable. 

In this case it was held that where shipping companies 
had full knowledge of restraints imposed by a foreign govern- 
ment and space available, and shipper had no such knowledge, 
and transported goods to be shipped to point of embarkment at 
great expense, defense of princes is unconscionable, and cannot 
be sustained in action for damages for breach of contract; that 
restraint of princes clause relates to future restraints, not to 
restraints already existing; that where shipper was induced to 
hold cotton ready for shipment on representation of transporta- 
tion companies that they would be able to ship on vessels 
presently leaving port, he was entitled on breach of contract, 
to recover demurrage, interest on value of goods during delay, 


and additional charges for transportation though another 
carrier. 


Tariff Interpretation—General Versus Specific Classification 
Exception Rating 


North Carolina.—Question: We have been trying to get 
the Southern Freight Association, Atlanta, Ga., to give us a 
ruling on whether or not merchandise billed as cotton pajamas 
should take the third class rate under Items 12920—12990 
instead of first class under 46570, as shown in Exceptions to 
Curlett’s I. C. C. A-709, covering L. C. L shipments moving 
during the month of May, 1942. You, no doubt, have a depart- 
ment that handles matters of this kind and we would appreciate 
your passing this to them for attention and reply. 


Answer: - - - - The items to which you refer provide: 
Item 46570—Dry Goods List * * * *, any quantity, viz.: 
* * * * 


Pajamas, made wholly of cotton, or made of cotton mixed with 
other fibre, viz.: Rayon, wool, mohair, silk, silk waste or vegetable 
SE, ee a AEE 55 2 oc 6o ee ond dibu sees owaw 16S6 NGA nie ObeNas scam 

Note F—The mixed cotton, wool, silk, silk waste, rayon, hair or 
vegetable fibre articles must contain not less than 50 per cent by 
weight of cotton. 

Item 12920—Clothing: 


ME Geen Sat eae ise b ae bie eae ease ceidiaeakseh Oe eum DakG ee Susedaand 3 


Item 12980—Knit Goods, N. O. I. B. N. 
s a . . 


In its decision in Investigation and Suspension Docket 76, 
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25 I. C. C. 442 the Commission said that it has always applied 
the rule that a specific rating applies rather than a general 
rating carried in the same classification, even though the gen- 
eral rating be lower; that the rule that the shipper shall be 
entitled to the benefit of the lower of two conflicting rates in 
the same tariff applies only in the absence of any rating which 
by settled rule of tariff construction would apply to the exclusion 
of others. See also, Jonesboro Freight Bureau vs. M. K. & T. 
R. R. Co., 140 I. C. C. 480 (481). 


It has also been held that as between two rating prescribed 
by different classification items, each item describing the article 
in general terms, and neither being more definite than the 
other, the applicable rating is the lower of the two. Peck, 
Stow & Wilcox vs. N. Y. N. H. & H. R. R. Co., 91 I. C. C. 
747, cited in Classification of Animal or Poultry Feed, 174 
I. C. C. 450 (451); American Flange & Mfg. Co. vs. Atchison, 
T. & S. F.. Ry. Co., 200 I. C. C. 631 (632): Chappel Bros. Inc. 
vs. Atchison, T. & S. F. Ry. Co., 210 I. C. C. 239 (241), also 
211 I. C. C. 285 (286); and Norge Corp. vs. Long Island R. Co., 
220 I. C. C. 470 (472). 

It is our opinion that Item 46570, which is specific, pro- 
vides the rating that should be assessed. 


Bills of Lading—Issuance by Carrier 


With reference to our answer to Illinois, on page 1116 of 
the November 7, 1942, Traffic World, under the above caption, 
the following information has been received: 

In support of the conclusion reached by you, an interest- 
ing statement was made by the Commission in “In the Matter 
of Bills of Lading, Domestic Bill of Lading, and Live Stock 
Contract,” 172 I. C. C. 363, at page 364—“It was universally 
agreed by those present at the hearing, including represent- 
atives of the carriers, that we should give our approval to the 
continuance by the carriers of their practice of issuing ‘original’ 
bills of lading on which the entries have been impressed by 
the use of carbon paper. Such bills of lading prepared by the 
shippers contemporaneously with the invoicing of the goods 
are usually free from errors, and to discontinue their use will 
doubtless result in many instances in the shipper compelling 
the carrier to prepare the bill of lading with resulting loss in 
time and labor to both parties.” 


Rates—Use of Commodity 


New Jersey.—Question: We quote from the November 
14th issue of the Traffic World, page 1141, Scrap Leather Rates. 


Commissioner Aldredge dissented. He said that by decisions too 
numerous to mention, the principle had been well established that 
it was unlawful by tariff publication to make the rate on a com- 
modity dependent upon the use to which the commodity was put. 


We should like to have you advise us of a few cases in 
which this principle was upheld. 


Answer: With respect to this subject, see the decisions 
in the following cases: Western Classification Case, 25 I. C. C. 
442, 445; Arkansas Fertilizer Co. vs. St. Louis, I. M. & S. Ry. 
Co., 25 I. C. C. 645, 647; Natchez Chamber of Commerce vs. 
Louisiana & A. Ry. Co., 58 I. C. C. 610, 643; Mid-Continent 
Equipment & Machinery Co. vs. Mobile & O. R. R. Co., 81 
I. C. C. 510; American Tank Co. vs. Kansas City, M. & O. Ry. 
Co., 167 I.-C. C.-506, 510. 


In this connection, however, the Commission in its decision 
in Lime from Eastern Trunk Line Points, 93 I. C. C. 617, on 
page 630, said: 


In our report in the Mitchell case we clearly indicated’ that lime 
which contained a substantial portion of residue or foreign matter, 
including that character of lime produced in pot kilns at some of 
the eastern points, might properly be accorded lower rates than those 
contemporaneously maintained on the higher grades of lime produced 
at other points in trunk-line territory and at Mitchell. Lime of this 
same general character and lime which is strictly known as agricul- 
tural lime have no recognized commercial value for chemical or 
building purposes and are not generally used for such purposes. Such 
lime generally moves for comparatively short distances and there is 
apparently no reason why under an appropriate tariff description it 
cannot be effectively policed as distinguished from the higher grades 
of lime. There is a clear distinction between, on the one hand, mak- 
ing different rates for application between the same points on the 
same commodity solely upon the use to which the commodity is to 
be put, a practice which we have frequently condemned, and, on the 
other hand, making different rates on different commodities and tak- 
ing into consideration, along with other factors, the general use to 
which the respective commodities are put for the purpose of determin- 
ing the applicable rate. 


Tax on Freight Transportation 


South Dakota.—Question: The transportation tax of three 
per cent is effective December 1st. See the Traffic World of 
October 31st, page 1014. 





TRAFFIC WORLD 


I would be greatly obliged if you would obtain rulings as 
to the following: 

In substance this tax must be collected by all carriers “for 
hire.’ The charges are specified for moving freight from one 
point to another. There is no definition of ‘for hire” nor what 
is meant by “point to point.” 

Are drayage charges within municipalities or between ad- 
jacent municipalities subject to this tax? 

Is a private carrier delivering wares pursuant to a sale and 
making a charge to the customer for the service subject to the 
tax? 

Does this tax apply to switching within a city? _ 

Does it apply to charges for stopping in transit or any 
other service which may not be construed as for “from one 
point to another’ ? 

Answer: The Bureau of Internal Revenue is preparing 
regulations covering the application of the tax on the transpor- 
tation of property, but such regulations will not, we are ad- 
vised, be promulgated before the end of the month, possibly 
later. 

The Association of American Railroads on November 9, 
1942, promulgated a suggested basis for insuring uniformity by 
railroads in the application of the tax. 

In accordance with the suggested basis drayage charges, 
switching charges and charges paid for stopping in transit are 
subject to the tax. 


Damages—Incidental—Freight Charges on Duplicate Shipment 


Alabama.—Question: We would appreciate your taking the 
following facts into consideration and advising us whether or 
not we are within our legal rights in demanding of a highway 
carrier payment of certain charges accruing against a shipment 
which we made to replace a damage suffered through the 
negligence of the carrier. 

Shipment was accepted by this carrier and transported to 
destination and thereturned over to a delivering agent or 
rather cartage company and this cartage company caused to be 
dropped one barrel which burst and the entire contents lost. 
Due to the fact consignee’s shipment consisted of this single 
barrel, he therefore would have been greatly inconvenienced 
if it were not possible for us to replace the loss immediately 
and via the most expeditious route. In view of this condition, 
the replacement was forwarded by express. Since our product 
is sold F. O. B. destination, the freight charges are naturally 
considered in the selling price and therefore when we file claim 
with the carrier, we only file for the invoice value of the mer- 
chandise plus the difference between rail freight and the actual 
express charges. The carrier is contending that they should 
not be held liable for this additional express charge, but should 
have been allowed to transport the replacement deadhead. 

Answer: - - - - If goods entrusted to the carrier for ship- 
ment are injured through causes for which the carrier is 
responsible, the owner of the goods is entitled to recover the 
difference between the value of the goods at the time and place 
of delivery in an uninjured condition and their value in the 
depreciated condition in which they were delivered, less the 
freight charges to the point of destination, if they have not 
already been paid. Where the injured goods have no sub- 
stantial value by reason of their injury, the full value of the 
goods may be recovered. 

In addition to the damages above referred to, the carrier is 
also liable for any other and incidental damages which naturally 
and approximately result from the loss or injury complained of. 
See Davis vs. Clement Grain Co., 251 S. W. 545; allowing the 
expense of separating undamaged hay shipped from. that 
damaged through the carrier’s negligence. See also Pan Handle 
& S. F. R. Co. vs. Shell, 265 S. W. 758; Wilson Poultry and Egg 
Co. vs. Mo. Pac. R. Co., 215 Pac. 1020; Davis vs. Standard 
Rics Co., Inc., 293 S. W. 593; P. C. C. & St. L. vs. Wood, 84 
N. E. 1009, 88 N. E. 709; St. L. S. W. R. R. Co. vs. Tucker, 255 
S. W. 553; Amber vs. Davis, 282 S. W. 450; American Railway 
Express Co. vs. Judd, 104 Sou. 418. 

We know of no decision of the courts which included in the 
amount of the transportation charges, either freight or express 
amount of the transportation charges, either freight orexpress, 
on a duplicate shipment. 


The Commission has, in two cases, namely Larkin Co. vs. E. 
& W. Transportation Co., 34 I. C. C. 106, and I. & S. Docket 
914, Lost and Damaged Freight Replacements, 43 I. C. C. 257. 
had before it the question of the carrier transporting free of 
charge goods shipped to replace lost or damaged articles. 


You may either write or wire our Washington office 
for information concerning matters in any departmen! 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Digest of New Complaints 





No. 28905, Florida Planters, Inc., Hastings, Fla., et al. vs. Florida 
East Coast et al. 

Charges, white or Irish potatoes, from points in Florida and 
Alabama to points east of the Mississippi, in violation of sections 
1, 2, 3, 4 and 6, the undue preference being alleged as to ship- 
ments from other Florida and Alabama points. Ask a cease and 
desist order and refund of alleged overcharges. (W. R. Alexander, 
Box 1188, Savannah, Ga.) 

No. 28906, S. H. Kress & Co., New York, N. Y., vs. The Newtex Steam- 
ship Corporation. 

Unreasonable rates and charges on shipments of merchandise of 
various descriptions, made in period from October 19, 1938, to 
November 23, 1938, from New York, N. Y., to Houston, Tex., in vio- 
lation of section 17 of the Shipping Act 1916, now embodied in part 
III of interstate commerce act. Asks a cease and desist order and 
reparation of $1,466.53. (W. G. Folk, assistant secretary and treas- 
urer, S. H. Kress & Co., 114 Fifth Ave., New York, N. Y.) 

No, 28907, Atlantic Creosoting Co., Inc., Savannah, Ga., vs. Atlantic 
Coast Line Railroad Co. et al. 

Alleges unreasonable rates and charges on shipments of lumber 
and forest products, made in the period between September 19, 1940, 
and November 13, 1941, from origins in Fla., Ga., N. C. and S. C., 
to plants at Savannah, Ga., and Portsmouth, Va., in violation of 
section 6. Asks a cease and desist order and refund of overcharges, 
approximately $3,000. (W. R. Alexander, P. O. Box 1188, Savan- 
nah, Ga.) 

No. 28908, The Signal Mountain Portland Cement Co., Chicago, IIl., vs. 
The Gulf, Mobile and Ohio Railroad Co. et al. 

Unreasonable rates and charges, grinding balls, carloads, from 
Kansas City, Mo., to Chattanooga, Tenn., between June 12, 1940, 
and February 28, 1941, in violation of sections 1 and 3, the undue 
preference alleged being for shippers shipping from Kansas City, 
Mo., to Birmingham and North Birmingham, Ala. Asks reparation 
of $721.05. (J. B. Johnson, Signal Mountain Portland Cement Co., 
Chicago, Ill.) 

No. 28909, Idaho Refining Co., Pocatello, Idaho, et al. vs. Northern 

Pacific Railway Co. et al. 

Alleges unreasonable rates and charges, petroleum crude oil, 
carloads, from Bridger, Mont., to Woods Cross, Utah, and Pocatello, 
Idaho, during 1938 and 1939, and during January and February, 
1940, and September, October and November, 1942, in violation of 


section 1. Asks a cease and desist order, reasonable rates and 
reparation. (H. W. Prickett, Beneficial Life Bldg., Salt Lake City, 
Utah.) 


MCC-352, George E. Sabin et al., dba Bell Potato Chip Co., Portland, 
Ore., vs. Aberdeen Truck Line et al. 


Alleges unreasonable rates and charges on shipments of potato 
chips packed in boxes in less than truck loads, between points in 
Oregon and points in Washington, and Idaho, in violations of 
section 216 and section 217 of part II, interstate commerce act. 
Asks a cease and desist order, and that rules of defendants in rela- 
tion to light and bulky articles be condemned as unreasonable and 
unlawful and be ordered eliminated from said tariffs. (William C. 
McCulloch, 1016 Spalding Bldg., Portland, Ore.) 

MCC-353, The L. V. Brandt Corp., Chicago, IIll., vs. 
Lines, Inc. 


Rates on sheet iron heaters with cast iron tops, assessed and 
collected on shipments during 1939 and 1940, from Metropolis, Ill., 
to St. Louis, Mo., in violation of section 217 of part II of the act. 
Complainant alleges a lower rate in effect at the time and during 
said movement. Asks finding as to correctness of rate as alleged 
by complainant, or such other rates and charges as the Commission 
may deem reasonable and just. (Charles O. Swartz, 1811 S. Prairie 
Ave., Chicago, Ill.) 


Ex Parte No. 154, Tariffs of Freight Forwarders Containing Joint 
Freight Forwarder-Motor Common Carrier Rates. 


Proceeding instituted by the Commission citing certain freight 
forwarders to show cause, if any, on or before December 1, why 
their tariffs containing joint freight forwarder-motor common car- 
rier rates and charges should not be rejected and stricken from the 
Commission’s files. The order stated that, although requested so 
to do, the forwarders had not canceled such rates and charges. 


MC C.354, Line Material Co., Milwaukee, Wis., vs. Hinchcliff Motor 
Service, Inc., Chicago, Ill., et al. 

Alleges rates collected on less-than-truckload shipments of trans- 

former cases, in 1939, 1940,-1941, and 1942, from Milwaukee and 
Mayville, Wis., to Zanesville, Ohio, were unjust, unreasonable, 
unduly discriminatory and preferential, in violation of section 216. 
Complaint alleges failure to apply exception rating of third class 
applicable on ‘‘transformer parts.’’ Asks a hearing, a cease and 
desist order, and that applicable lawful rates be collected. (W. M. 
Kroonemeyer, 800 North 8th St., Milwaukee, Wis.) 
many M. Glosser & Sons, Johnstown, Pa., vs. Pennsylvania Rail- 
road Co. 
_ Alleges that legal rates, charged on carload shipments of scrap 
'ron and steel, made since May, 1941, from Brooklyn, N. Y., and 
Trenton, N. J., to Roebling, N. J., and Trenton, N. J., were in 
Violation of section 1. Asks a cease and desist order, and repara- 
tion. (C, Peyton Collins, 207 Rauch Bldg., Crafton, Pa.) 


Hayes Freight 


No. 
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No. 28911, Coleman Lamp & Stove Co,. Wichita, Kan., vs. Atchison, 
Topeka & Santa Fe Railway Co. 

Rates charged on less-than-carload shipments of advertising store 
and/or window displays, from Wichita, Kan., to Los Angeles, Calif., 
from August 2, 1938, to January 1, 1940, alleged inapplicable in 
violation of section 6. Asks reparation or refund. (E. W. Cox, 
406 S. Main St., Los Angeles, Calif.) 


No. 28912, Andrew Jergens Co., Burbank, Calif., vs. Luckenbach Steam- 
ship Co. 


Rate charged on spermaceti wax, from New York, N. Y., to Los 
Angeles Harbor, Calif., May 13, 1940, alleged unjust and unrea- 
sonable in violation of part III of the act, and of the Intercoastal 
Shipping Act, 1933. Asks reparation. (E. W. Cox, 406 S. Main 
St., Los Angeles, Calif.) 

No. 28913, Washington Eljer Co., Los Angeles, Calif., et al. vs. Amer- 
ican-Hawaiian Steamship Co. et al. 

Alleged that rates on various commodities, between east-coast 
and west-coast points of origin and destination, from February 12, 
1940, to August 20, 1941, were in violation of sections 1 and 6 of 
the act; also in violation of section 305, paragraph A, part III of 


the act. Asks reparation. (E. W. Cox, 406 S. Main St., Los An- 
geles, Calif.) 


No. 28914, E. J. Stanton & Son, Los Angeles, Calif., et al. vs. Ann 
Arbor Railroad Co. et al. 


Rates charged on carloads of Philippine hardwood lumber shipped, 
ex-steamship, from Los Angeles and Los Angeles Harbor, San 
Francisco, Calif., and Portland, Ore., to various destinations, from 
February 18, 1938, to November 1, 1942, alleged inapplicable in 
violation of section (7) of the act, unjust and unreasonable in 
violation of section 1, unduly preferential in violation of section 
3, and also in violation of the long-and-short-haul provision of 
section 4. Asks cease and desist order, and refund of repara- 
tion. (E. W. Cox, 406 S. Main St., Los Angeles, Calif.) 


MAIL AND TRANSPORTATION 


The bulk of Christmas mail must be in the post offices by 
December 1 this year if deliveries on time are to be assured, 
according to Smith W. Purdum, second assistant postmaster 
general. Mr. Purdum was responsible to Postmaster General 
Frank C. Walker for smooth and efficient air and railway mail 
service, said the department. 

Unprecedented wartime demands on the postal and trans- 
portation systems, plus a prospective record volume of Christ- 
mas mailings, were cited by Mr. Purdum as necessitating 
earlier mailings than ever before. 

“It is physically impossible for the railroads and air lines, 
burdened with vitally important war materials, to handle 
Christmas mailings as rapidly as in normal times,” Mr. Purdum 
said. “If the bulk of parcels and greeting cards are held back 
until the usual time—the period of about December 15 to 23— 
they simply cannot be distributed in time, and thousands of 
gifts will reach their destination after Christmas. 

“In 1941, about 21,950 mail cars were required between 
December 12 and 24 to deliver the Christmas mails—enough 
cars to make a train 270 miles long. This year, the extra cars 
needed to move holiday mails are largely being used by the 
armed services, and a severe shortage is in prospect. 

“The postal service normally borrows about 2,500 trucks 
from the army and other government agencies, and rents about 
10,000 from private owners, to handle the Christmas mails. 
This year, it will be extremely difficult to obtain enough of 
these vehicles to meet even a substantial part of the need. The 
army needs its own trucks and private owners are reluctant to 
let someone else use their tires.” 


WwW. S. A. AND PORT OF BALTIMORE 

In an effort, as it says, to expedite the movement of lend- 
lease cargo through the port of Baltimore, the War Shipping 
Administration has announced that a contract has been signed 
with the Baltimore Forwarding Corporation (see Traffic World, 
November 14). 

The contract is the thirteenth to be signed with forwarding 
groups throughout the country under the provisions of the 
Bland freight forwarding act designed to facilitate the handling 
of lend-lease shipments at various ports of the United States. 

The Baltimore corporation has been formed for the express 
purpose of carrying out the new legislation. Walter V. Connor, 
of the foreign freight forwarding and custom house brokerage 
firm of John S. Connor, is president of the newly formed cor- 
poration. W. R. Wiest of W. R. Wiest & Co., steamship and 
forwarding company, has been named as secretary and 
treasurer. He also will serve as general manager of the new 

roup. 
7 tinder the terms of the contract, provision is made whereby 
all responsible freight forwarders shall be permitted to par- 
ticipate equitably in the arrangement. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Motor Accidents Involving Fire 


Fire was involved in 351 of 13,554 motor vehicle accidents 
reported to the Commission as having occurred in 1940, accord- 
ing to a report on “Motor Carrier Fire Accidents 1940,” pre- 
pared by members of the staff of the Commission’s Bureau of 
Motor Carriers and made public under authority of division 
5. The report presents the results of analysis of accidents 
reported by the carriers involving fire. 

The report showed that 7.98 per cent of all fatalities (80 
of 1,002), 1.92 per cent of all personal injuries (194 of 10,096), 
and 23 per cent of all property damage resulted from such 
accidents ($1,303,181 of $5,785,474). It also showed that in 
comparison with property-carrying vehicles, busses had a better 
record from the standpoints of accident frequency, fatalities, 
personal injuries, and property damage; and that the record 
passenger-carrying vehicles was poorer that that of proper 
carrying vehicles on the basis of the percentage of accidehts 
resulting in total loss of the vehicle but, on the basis of “tot 
losses” by the vehicle-mile, the record of the passenger-carrying 
vehicle was superior. Further, the report showed that the 
average fire accident resulted in the death of 0.228 persons, 
injury to 0.553 persons, and $3,713 property damage compared 
with the average for all motor carrier accidents in 1939 of 
0.162 deaths, 1.34 injuries, and $620 property damage “per 
accident.” % 

In a letter transmitting the report to division 5, Dire@tor 
Blanning said it was hoped that the report would focus atte 
tion on the problem of motor vehicle fires. He said it wa 
believed that the information contained in it would be helpful 
to carriers in pointing out such steps as might lead to the 
prevention of many fires and help in the conservation of equip- 
ment. As the report indicated, said he, the problem was a 
very serious one. It appeared, he added, that no single element 
of motor vehicle accidents contributed so much in magnitude 
of casualties as did the element of fire. Consequently, said 
Mr. Blanning, “if this report can contribute to the diminution 
of fires, it should produce the helpful result altogether out of 
proportion to decrease in numbers of any other type of acci- 
dent.” 


AUCTION OF MOTOR CARRIER’S RIGHTS 


The Advance Transportation Company, of Illinois, in bank- 
ruptcy proceedings at Chicago, has been sold at auction to 
the Liberty Motor Freight Lines, Inc., of Secaucus, N. J., for 
$11,000. The purchased common carrier operating rights in- 
clude regular route movement of general commodities between 
Chicago and Detroit, Chicago and Cleveland, and Detroit and 
Toledo, O., and a few irregular route movements of special 
commodities. The purchaser is a common carrier serving east- 
ern points and points as far west as St. Louis. It will connect 
with the Advance routes at Cleveland. 

At the insistence of Colin A. Smith, senior attorney for 
the Commission’s bureau of motor carriers at Chicago, Wallace 
Streeter, bankruptcy referee who conducted the auction, stip- 
ulated that $2500 of the purchase price be used to pay a fine 
of that amount against Advance in federal court at Detroit, 
November 19, for violation of section 317 (d) of the act, which 
prohibits motor common carriers from transporting goods 
without maintaining applicable published rates on such trans- 
portation. 


BUS ASSOCIATION TRAINING COURSES 


A five-day course for the preparation of teachers to in- 
struct employes and prospective employes for positions in the 
motor bus industry, originally scheduled by the National Bus 
Traffic Association for Chicago November 30, has been post- 
poned to begin December 7 (see Traffic World, October 31, p. 
1051). The postponement was necessary, according to L. G. 
Markel, chairman of the association, to permit the completion 
of three manuals which will furnish the basis both for the 
course for the instructors, and the courses they will be ex- 
pected to conduct in their respective localities at later dates. 
The manuals will cover bus schedules and their proper use; 
tariffs and their use and the proper preparation of bus tickets; 
the checking and handling of baggage and express, and the use 
of baggage and express tariffs. 


G. M. YELLOW TRUCK EXPORT BOXING 


Overseas transportation of military vehicles has brought 
about a major change in the boxing activities of the Yellow 
Truck and Coach Manufacturing Company, a division of Gen- 
eral Motors, at Pontiac, Mich. In 1938, only 3.6 per cent of 
the plant’s truck shipments were boxed. In April of this year, 
62.5 per cent of all export shipments were in boxes. All ship- 
ments of parts for overseas are also packed in boxes. Vehicles 
are first completely assembled and receive road tests, before 
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they are knocked down for boxing and shipment. 
method, developed to meet the situation, is the packing of com. 
plete units in one huge box. 

In planning for boxing, attention must be paid to ease of 
reassembly and conservation of shipping space. The company 
has prepared fourteen manuals containing reassembly instruc. 
tions for varying types of vehicles. New packing lines have 


A new 














been set up, not only at the Yellow Truck plant but at the 
ig¢ Motor Division of General Motors, and at its Chevrolet 
t St. Louis, Mo. In the first six months of 1942, the 


ption of lumber for boxing totalled 23,500,000 mA\\ 


AUTOMOTIVE TRANSPORT COMMITTEE 


The War Production Board’s division of industry advisory, 
committees has announced formation of an automotive trans.’ 


portation industry committee, with D. C. Fenner, of the W. P, \ 


B. automotive division, as the government presiding officer, 
Committee members are: 


L. D. Allman, Fruehauf Trailer Co., Detroit, Mich.; H. E. Boyer, 
White Motor Co., Cleveland, O.; J. J. Crimmins, Studebaker Cor. 
poration, South Bend, Ind.; Albert Crockett, Mack-Iinternational Truck 
Corporation, Long Island City, N. Y.; M. L. Gibson, International 
Harvester Co., Chicago, Ill.; O. A. Johnson, Ford Motor Co., Dearborn, 
Mich.; C. R. Scharff, General Motors Corporation, Detroit, Mich.; J. Pp, 
Sexton, Electric Auto-Lite Co., Toledo, O.; George H. Ostermann, 
Timken-Detroit Axle Co., Detroit; W. Carl Parker, Diamond T Motor 
Co., Detroit; N. D. Hoke, Chrysler Corporation, Detroit. 


j 
SHIPPING VIA MEDITERRANEAN 


e saving in shipping that will be effected if and/when 
the "Mediterranean is opened as a route to Egypt and’ Indian 
Ocean destinations will amount to two months’ output of mer- 
chant ships at the present United States production rate, the 
War Shipping Administration has estimated. 

“The calculations we have made on this subject,” the 
W. S. A. said, “relate to the amount of tonnage that would be 
set free if the Mediterranean were used to carry the same 
cargoes to the same destinations as were recently being borne 
around the Cape of Good Hope. 

“In terms of construction of merchant ships in the United 
States, the saving is the equivalent of about two months’ out- 
put of the dry-cargo vessels construction capacity of the nation 
at the present time. 


“The dry cargo shipping required to undertake the same 
direct voyages from the United States and the United King- 
dom to the Middle East, Persian Gulf and India, and return, 
as were recently being undertaken, would be less by 1,500,000 
to 2,000,000 deadweight tons, if the voyages could be undertaken 
via the Mediterranean.” 

The W. S. A. said that this was not a calculation of so 
many ship-tons a month or a year but was instead a calcula- 
tion of the number of tons that would be continuously available 
for other tasks. 


M. C. SHIP CONTRACT CANCELATION 


A subcommittee of the House merchant marine committee, 
in a report on an investigation of the cancelation by the Mari- 
time Commission of a contract between the Higgins Corpora- 
tion, of New Orleans, La., and the commission, for construc- 
tion of Liberty ships, stated that continuation of the Higgins 
contract “would have necessitated at that time the curtailing 
of the operations of other yards which were already in produc- 
tion, and very probably closing several of them.” 

The report said that the commission had asked for 
29,000,000 tons of steel for its shipbuilding program for 1942 
and 1943, but had been limited to 24,000,000 tons by the War 
Production Board. The committee said the commission could 
readily have accelerated its program for 29,000,000 tons of 
shipping for the years 1942 and 1943. It said that when it first 
began its hearings there was a lack of coordination of the 
activities of the iron and steel branch of the W. P. B. and 
considerable confusion as to methods of allocation, responsl- 
bility, and authority of subordinate employes. The committee 
regarded as unwarranted the expenditure of funds in connec- 
tion with the Higgins ship contracts between July 10, the 
date on which the commission decided to cancel the contracts, 
and July 23, the effective date of the cancelation. It advocated, 
among other things, that the production and allocation of 
strategic materials for the merchant shipbuilding program be 
accelerated and that the Maritime Commission “restudy its 
present form of contract with a view to preventing exorbitant 
profits in the shipbuilding program.” The committee said it 
was of the opinion that the cancelation was not due to any lac 
of confidence in the ability of the Higgins Corporation. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THs Trarric WoL. 


At the annual meeting of the Traffic Club of New York 
at the Hotel Biltmore, November 24, the following officers were 
elected: President, W. W. Finley, Jr., freight traffic manager, 
Pennsylvania Railroad; first vice-president, W. P. Rudrow, vice- 
president, Dichmann, Wright and Pugh; second vice-president, 
C. H. Beard, general traffic manager, Union Carbide Company; 
secretary, G. H. Burtis, assistant traffic manager, Luckenbach 
Steamship Company; treasurer, H. H. Huston, assistant traffic 
manager, American Can Company; members of the board of 
governors, A. C. Shier, general traffic manager, General Foods 
Corporation; R. J. Newberry, general traffic manager, Johns- 
Manville Products Corporation; A. B. Bierdeman, assistant 
freight traffic manager, Nickel Plate Road. 








The December 4 meeting of the Traffic and Transportation 
Association of Pittsburgh will be fathers-sons-daughter night. 
There will be a card of amateur boxing bouts. As a result of 
the appearance of a representative of the American Red Cross, 
with an explanation of the needs for and uses of the Red 
Cross blood bank, at the November meeting of the association, 
125 members made donations of blood in the succeeding weeks. 





The Women’s Traffic Club of Los Angeles has joined with 
the Los Angeles Transportation Club and local representatives 
of the trucking industry in sponsoring a luncheon at the Am- 
bassador Hotel, December 3, at which Director Eastman of the 
Office of Defense Transportation will be the speaker. 





Commr. Charles A. Beardsley, U. S. Navy, and vice- 
president, American Bar Association, spoke on “The Navy at 
War” at a railroad night meeting of the Pacific Traffic Asso- 
ciation, November 17. Dinner was served, and there was a 
program of entertainment. The annual Christmas party will 
be held December 17. Oliver Vickery is chairman of the com- 
mittee on arrangements. 





The Rev. C. R. Tyner, chaplain for the Traffic Club of 
Kansas City, spoke at a Thanksgiving Day luncheon meeting 
of the club November 23. M. E. Sillen is chairman of the 
luncheon committee. 





Robert S. Hartman, secretary, Inglewood, Cal., Chamber of 
Commerce, spoke on “Washington in War Time” at a luncheon 
meeting of the Los Angeles Transportation Club November 23. 


John Beeler, Southwestern Motor Tariff Bureau, was chairman 
for the day. 





E. G. Cox, safety inspector for the Commission’s bureau of 
motor carriers, Chicago, spoke on Commission regulations 
affecting shipments of explosives and dangerous articles, at a 


forum meeting of the Motor City Traffic Club of Detroit 
November 23. 





The Birmingham, Ala., Traffic and Transportation Club 
held its annual gridiron dinner meeting November 23. Warren 
hitney presided. Arrangements were in the hands of a com- 
mittee headed by Joe Norman. The annual industrial dinner 
dance will be held December 9, at the Tutwiler Hotel, in con- 
hection with the quarterly meeting of the Southeast Shippers 
Advisory Board December 9 and 10. 





K The nominating committee for the Junior Traffic Club of 
ansas City has nominated the following as candidates for 
election in December as officers and directors: For president, 
pharles Ellis and Clarence A. Hallberg; first vice-president, 
ro F, Harbaugh and Madison C. Walter; second vice-presi- 
ent, J. Curtis Brownfield and Richard L. Rowley; members, 
oo of directors, for two years, Dale F. Aldrich, Alvin E. 
a Lloyd N. Bright, and Jack Albert Wagner; members of 
e board for one year, Paul Kay, H. G. Maupin, E. C. Rinehart, 
= H. Spiller, E. K. Franklyn, Jr., Edwin A. Schmitz, Wilmer 
- Yoder, and Joe E. Zimmerman. At the November dinner 
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meeting, held recently, John Skaggs, assistant branch man- 
ager, Ralston Purina Company, spoke. 





At a luncheon meeting of the Transportation Club of St. 
Paul, Minn., November 24, Joe L. Shiely, J. L. Shiely Com- 
pany, spoke. 


The Transportation Club of Decatur, Ill., will hold a 
smoker at the South Side Country Club December 8. There 
will be a buffet supper, cards and entertainment. At a busi- 
ness meeting, to precede the smoker, the club will elect new 
officers. 





Ben Burge, physical director, New Orleans Y. M. C. A., 
will speak on “The Business Man and Metallic Rheumatism” 
at a luncheon meeting of the Traffic Club of New Orleans at 
the Hotel Roosevelt November 23. He describes metallic rheu- 
matism as “a condition in which the iron in a man’s blood 
turns to lead and settles in the seat of his pants.” Sound 
pictures of the U. S. Army war show will be shown. 


The Oakland, Cal., Traffic Club has elected the following 
officers: President, F. J. Salaba, traffic manager, Philadelphia 
Quartz Company of California; vice-president, C. W. Mangum, 
general agent, Western Pacific; secretary, A. P. Stanton, Crown 
Zellerbach Corporation; treasurer, H. K. Grady, contractor’s 
traffic manager, Pacific Naval Air Station; members, board of 
directors, H. P. Moore, Morris Draying Company; D. R. Owen, 
district freight agent, Southern Pacific; E. A. Read, traffic 
manager, Oakland Chamber of Commerce. 


The Woman’s Traffic Club of Chicago will hold its annual 
dinner at the Palmer House December 7. Frank V. Martinek, 
vice-president, Standard Oil Company of Indiana, wifl speak 
on “Sabotage and the Saboteur.” James G. Conzelman, coach 
of the Chicago Cardinals professional football team, will be 
master of ceremonies. 


The Transportation Club of Dallas, Tex., has elected the 
following members of the board of directors for two year 
terms: J. D. Whitman, J. N. Hunt, and F. E. Bacon, represent- 
ing transportation agencies; S. E. Johnson, M. A. McCann, and 
M. P. Hamby, representing Shippers. At a luncheon meeting, 
November 23, L. S. Reid and L. H. Logan, representatives of 
the Office of Price Administration, spoke on “Mileage Ration- 
ing.” F. W. McConnell was chairman of the committee on 
arrangements. 














The Traffic Club of Chicago will hold a dinner and card 
party at the club rooms, Palmer House, December 2. The 
indoor entertainment committee, P. F. Kuhlman, chairman, is 
in charge. The public affairs committee, Lee Quasey, chair- 
man, is completing arrangements for the club’s annual Christ- 
mas luncheon to be held at the Palmer House December 10. 
Proceeds of the luncheon are used for the distribution of 
Christmas baskets among the needy. 





The Junior Traffic Club of Chicago will hold its annual 
children’s Christmas party at the Sherman Hotel the afternoon 
of Saturday, December 12. There will be gifts for the children 
and refreshments. Verne Hotzfield, Universal Carloading and 
Distributing Company, is chairman of the committee in charge. 





The Women’s Traffic Club of St. Louis has joined with 
other business women’s clubs of the St. Louis area in organiz- 
ing a Group Action Council for the exchange of ideas among 
such clubs and joint action by them. The Council is affiliated 
with the National Group Action Council. Miss Charlotte 
Thomas, of the Women’s Traffic Club, was elected vice-chair- 
eng y the Council. The Council held its first meeting Novem- 

r 25. 





E. H. Schlacter has been appointed traffic manager for the 
Great Northern Chemical Co., Inc., Oak Park, Ill. 





Each member of the Traffic Club of Chicago and the 
Junior Traffic Club of Chicago in the military services will 
receive a carton of cigarettes and a deck of playing cards as a 
Christmas gift from Harold E. Forman, president of the 
Indianapolis Forwarding Company. 


N. Y. FREIGHT FORWARDER INQUIRY 


The Maritime Commission has announced that hearing in 
No. 621, Port of New York Freight Forwarder Investigation, 
will be held December 9 at 10 a. m., eastern war time, in Hotel 
St. George, Brooklyn, N. Y., before Chief of Regulation Ex- 
aminer G. O. Basham. A proposed report will be issued. 





































































































































































Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WortpD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


November 30—Brooklyn, N. Y.—Hotel St. George—Exam. Hanranhan: 
MC 88845 Sub. 2—Parcel Delivery Service, Inc., Newark, N. J., per- 
mit to extend operations. 
November 30—Chicago, IIl.—Hotel Morrison—Commissioner Miller and 
Examiner Howell: 
26712 et al.—Rail and barge joint rates. 
November 30—Cumberland, Md.—U. S. Court—Examiner Patrick: 
MC F-1864—Charlton Bros. Transportation Co., Inc., purchase, John 
I. Rogers. 


November 30—Des Moines, la.—Kirkwood Hotel—Examiner Meyers: 
MC 4473, MC 51636 and Sub. 1—In matter of holding by Conard 
Freight Lines, Adel, Ia., of certificate under MC 51636 and Sub. 1 
and by Conard Transfer, of permit under MC 4473. 
November 30—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 19: 
MC 71982 Sub. 1—J. C. Fleming, Kansas City, Kans., certificate to 
extend operations. 


November 30—Lansing, Mich.—Hotel Porter—Jt. Bds. 76 and 9: 
MC 103762 Sub. 3—Robinson Cartage, Grand Rapids, Mich., certificate. 


November 30—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 118 and 61: 
MC 66562 Sub. 447—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 67095—E. F. Kuecher, Wellsburg, W. Va., certificate or permit. 
November 30—Washington, D. C.—Examiner Lawton: 
1. & S. M-2011—Cotton piece goods, etc., southern to eastern points 
November 30—Washington, D. C.—Examiner Garofalo: 
MC 35628, Sub. 1—Interstate Motor Freight System, Inc. 
December 1—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 8771 Sub. 3—Saw Mill Supply, Inc., Yonkers, N. Y., certificate to 
extend operations. 
MC 77447 Sub. 2—Miller’s Express Service, New Brunswick, N. J., 
certificate to extend operations. 
December 1—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 46016—Huckabee Transport Corporation, Columbia, S. C. 


December 1—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 103881 Sub. 1—Gray’s Service Station, Maryville, Mo., permit. 


December 1—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 18112 Sub. 2—Hollywood Cartage Co., Inc., Detroit, Mich., cer- 
tificate to extend operations. 
December 1—Nashville, Tenn.—Andrew Jackson Hotel—Jt. 
and 106: 
MC 61265 Sub. 18—Southeastern Motor Truck Lines, Inc., Nashville, 
Tenn., certificate to extend operations. 
MC 103412 Sub. 1—M. K. Watkins Bus Line, St. Joseph, Tenn., cer- 
tificate, 


December 1—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Schubert: 
MC 47474—Penn Ohio New York Express Corp., Erie, Pa. 
December 1—Washington, D. C.—Examiner Valentine: 
Fourth section appl. 16473—Molasses from gulf ports to Cincinnati, O. 


December 2—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 69116 Sub. 6—Spector Motor Service, Inc., Chicago, Ill., certifi. 
cate to extend operations. 


December 2—Detroit, Mich.—Hotel Fort Shelby.—Jt. Bd. 76: 
MC 2894 Sub. 1—Red Star Transit Co., Inc., Detroit, Mich., certificate 
to extend operations. 


December 2—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 195: 
MC 1909 Sub. 1—Alkire Bros. Truck Lines, Inc., Kansas City, Kans., 
certificate to extend operations. 


December 2—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
MC 63295—M. C. Garner Truck Lines, Apex, N. C. 
MC 63295 Sub. 4—M. C. Garner Truck Lines, Apex, N. C., certificate 
to extend operations. 


Bds. 105 


December 2—Washington, D. C.—Argument: 
MC F-1759—Standard Freight Lines, Inc., lease, R. D. Holt. 
December 3—Bishop, Calif.—City Hall—Examiner Malquist: 
Finance 13938—Application of Central Pacific and Southern Pacific 
Co., lessee, to abandon branch line from Laws to Benton, Calif. 
December 3—Detroit, Mich.—Hotel Fort Shelby—Examiner Meyers and 
Jt. Bd. 76: 
MC 831 Sub. 1—A. D. Rymers & Sons, Toledo, Ohio., certificate to 
extend operations. 
MC 37918 Sub. 2—Direct-Winters Transport, Ltd., Wilmington, Del., 
certificate to extend operations. 


December 3—Grand Rapids, Mich.—U. S. Court—Examiner Boyden: 
Finance 13937—Application of P. M. for permission to abandon branch 
line extending from Mecosta to Barryton, Mich. 


December 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Schubert: 
1. & S. M-2116—Compressed gases, etc., between N. J. and Pa. points. 
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December 3—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 61: 
MC 66562 Subs. 179 and 456—Railway Express Agency, Inc., Ney 
York, N. Y., certificate to extend operations. 
December 3—Washington, D. C.—Argument: 
1. & S. 5050—Roasted calcite, W. Va. and Ohio to official territory, 
28666—The Ohio Calcium Co., Inc., vs. B. & O. et al. 
December 4—Chicago, IIl.—Sherman Hotel—Examiner Boyden: 
Finance 13610—Application of United Stockyards Corp. to acquire 
control of railroad properties of Stockyards Ry. Co., ete. 
December 4—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 25908 Sub. 1—J. F. Paulsen, Griswold, Ia., certificate. 
MC 2718 Sub. 1—L. Reicks, Carroll, Ia., certificate to extend oper. 
tions. 
December 4—San Antonio, Tex.—Hotel Plaza—Jt. Bd. 77: 
MC 46054 Sub. 37—Brown Express, San Antonio, Tex., certificate to 
extend operations. 
December 4—Washington, D. C.—Argument: 
MC C-242—Eastern-Central Motor Carriers Assn. vs. Shirk’s Motor 
Express Corp. et ai. 
MC C-307—Middle Atlantic States Motor Carrier Conference, Inc., ys, 
Gallagher’s Transfer et al. 


December 5—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 2929 Sub. 4—Detroit and Cleveland Navigation Co., Detroit, Mich., 
certificate to extend operations. 


December 5—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 140: 
MC 103276 Sub. 1—Bare & Kirk, Summerfield, Kans., certificate, 


December 5—St. Paul, Minn.—Hotel Lowry—Examiner Sullivan: 
Finance 13942—Application C. M. St. P. & P. to abandon line extené. 
ing from Blackbird Junction to Island Siding, Minn. 
December 7—Attica, Ind.—Fed. Bldg.—Examiner Prichard: 
* Finance 13979—Application of receiver, Chicago, Attica & Southern, 
for certificate permitting abandonment of lines extending from 


LaCrosse to West Melcher and from Percy Junction to State Line 
Junction, Ind. 


December 7—Binghamton, N. Y.—U. S. Court—Examiner Hanrahan: 
1. & S. M-2054—Bags, crates, etc., N. Y. and Pa. to N. J. and Pa, 
points. 


December 7—Cleveland, O.—Hotel Cleveland—Examiner Meyers: 
MC 48846 Sub. 1—Great Lakes Driveaway Corp. of Ohio, Cleveland, 
O., certificate to extend operations, 


December 7—Elkins, W. Va.—Fed. Bldg.—Examiner Prichard: 
* Finance 13917—Application of W. Md. for permission to abandon 
line extending from a point near Dailey to Huttonsville, W. Va. 
December 7—Fairbury, Neb.—Federal Bldg.—Examiner Sullivan: 
Finance 13835—Application of trustees of C. R. I. & P. for permission 
to abandon branch line extending from Deshler to Ruskin, Neb. 
December 7—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 32: 
MC 59468 Sub. 30—Red Ball Motor Freight Lines, Dallas, Tex. 
December 7—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
MC 62445—Jaffa Transportation Co., Chicago, Ill. 
December 7—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 192: 
MC 81562 Sub. 1—C. H. Perdue, Griswold, Ia., certificate to extend 
operations. 


December 7—Washington, D. C.—Examiner Bennett: 
MC 47874—A. W. Hawkins, Inc., Culpeper, Va. 


December 8—Albany, N. Y.—Ten Eyck Hotel—Examiner Hanrahan: 
MC 96494—Andy’s Taxi Service, East Durham, N. Y. 
December 8—Chicago, II1.—Sherman Hotel—Examiner Harrison and Jt. 
Bd. 135: 
MC 100333, Sub. 3—Riha Cartage Co., Chicago, IIll., permit to extend 
operations. 
MC 25266—R. J. Dumont Cartage Service, Aurora, IIl., certificate or 
permit. 
MC 25266, Sub. 1—R. J. Dumont Cartage Service, Aurora, IIl. 


December 8—Cleveland, O.—Hotel Cleveland—Examiner Myers: 
MC C-345—Eastern-Central Motor Carriers Assn. vs. Penn Ohio NeW 
York Express Corp. et al. 
December 8—Houston, Tex.—Ben Milam Hotel—Jt. Bds. 16 and 32: 
MC 1441—Sub. 4—W. H. Merrill, Greenville, Tex., permit to extend 
operations. 
MC 2044—R. C. James, Houston, Tex. 


December 8—Indianapolis, Ind.—U. S. Court—Jt. Bds. 21 and 9: 
MC 2987 Sub. 1—G. Luck, Lafayette, Ind., permit to extend oper 
tions. 


MC 104034—W. G. Wright, Winchester, Ind., certificate. 


December 8—Savannah, Ga.—U. S. Court—Jt. Bd. 101: 
MC 84737 Sub. 3—Nilson Motor Express, Walterboro, S. C., certificate. 
December 8—Shreveport, La.—Washington-Youree Hotel—Jt. Bds.’ 14 
and 28: 
MC 41432 Sub. 25—East Texas Motor Freight Lines, Dallas, Tex» 
certificate to extend operations. 
MC 1968 Sub. 21—D. C. Hall Motor Transportation, Fort Worth, Tex. 
certificate to extend operations. 


December 8—Washington, D. C.—Jt. Bd. 68 and Examiner Riegnel: 
MC 103646 Sub. 1—Aggregates Hauling, Inc., Clinton, Md., permit 
MC 104033—F. D. Lorenzo, Charles Town, W. Va., certificate. 

December 8—Washington, D. C.—Examiner Johnson: 
28895—Elmer W. Henderson vs. Southern. 


December 9—Akron, O.—Mayflower Hotel—Examiner Prichard: 
* Finance 13940—Application of Pennsylvania, Ohio & Detroit and P. 
R. R. to abandon line from Loudonville to Brink Haven, O. 
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THERE I$ 
ALWAYS 
A WAY 
10 DO IT 


To keep up with the rapidly increasing 
pace of the war effort, the Illinois Central 
is constantly seeking faster, better ways 
of keeping things moving. 

That is why today our entire Traffic 
Department is operating as a service 
organization. We want to help shippers 
“deliver the goods” faster! And we sin- 
cerely believe we can be of real assist- 
ance to them. Experience has taught us 
that due to the thorough knowledge our 
men have of their jobs, we can help 
solve almost any shipping problem. 

For example, take the machine manu- 
facturer who sold a giant 46-foot lathe 
'0 awar production plant. This piece of 
machinery was in urgent need on impor- 
lant military work, but the manufacturer 
couldn’t figure how to load it without 


going to the costly, time-killing job of 
dismantling. 


hted by an American 
ocation is radioed 


the raider. Teamwork like 


An enemy 


P. T. Boats 
help in the 


But then he decided to ask the advice 
of one of our Illinois Central represent- 
atives. This proved a sound hunch. For 
almost as soon as the problem had been 
presented to us, a 50-foot end-door box 
car was spotted on a convenient siding, 
the lathe was loaded intact and sped 
on its way. 


This is but one example of how 
Illinois Central teamwork pays off. Let 
us show you how we can help solve 
your problems, too. 
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The Illinois Central operates over these routes, 
connects with more than 150 other American 
railroads. Maintains offices all over America. 
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Is manned by more than 40,000 trained and 
experienced warkers, equipped to serve ship- 
per or traveler anywhere. 
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December 9—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 31389 and Sub. 1—McLean Trucking Co., Fayetteville, N. C. 

December 9—Charlotte, N. C.—Hotel Charlotte—Examiner Fuller: 
28800—Blytheville Chamber of Commerce et al. vs. A. & R. et al. 


December 9—Chicago, IIl.—Sherman Hotel—Examiner Harrison: 
MC 42329, Subs. 13 and 14—Hayes Freight Lines, Inc., Mattoon, Ill. 
December 9—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
1. & S. M-1974—Lee Truck Line, to and from Minn., N. D. and Wis. 
December 9—New Orleans, La.—Jung Hotel—Examiner Bradford: 
MC 8768 Sub. 4—Security Storage & Van Co., Inc., New Orleans, La., 
certificate to extend operations, 
December 9—Washington, D. C.—Examiner Job: 
Fourth section appl. 19985—Potatoes to the south. 
Fourth Section Appl. 19998—Iron and steel to south Atlantic and Gulf 
ports. 
December 9—Washington, D. C.—Argument: 
Ex Parte 104, Part 2—Kingan & Company terminal allowance. 
28711—Danville Chamber of Commerce, Inc., et al. vs. B. & O. et al. 
December 10—Alibuquerque, N. M.—Hilton Hotel—Examiner Sullivan: 
Finance 13831—Application of A. T. & S. F. and N. M. Cent. for per- 
mission to abandon line extending from Moriarty to Stanley, N. M. 
December 10—Boston, Mass.—Hotel Manger—Jt. Bd. 20: 
MC 15821, Sub. 1—Graf Brothers, Newburyport, Mass., certificate to 
extend operations. 
MC 62288, Sub. 1—H. P. Welch Co., Somerville, Mass., permit to 
extend operations. 
December 10—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
* MC 73464 Sub. 4—Jack Cole Co., Inc. 


December 10—Chicago, IIl.—Sherman Hotel—Examiner Johnston: 
MC 52455 Sub. 6—Nowak Trucking Co., Chicago, Ill., permit to extend 
operations. 


December 10—Chicago, IIIl.—Sherman Hotel—ct. Bd. 21: 
MC 52656—Murphy Motor Express, Maywood, Ill. 


W. S. A. BILL RECOMMITTED 

At the request of Senator Radcliffe, of Maryland, the 
Senate has recommitted to the commerce committee H. R. 7424, 
the bill amending and clarifying certain provisions of law re- 
lating to functions of the War Shipping Administration (see 
Traffic World, Nov. 7, p. 1121). Various suggestions and criti- 
cisms of the bill, said he, could best be disposed of that way. 
Senator McNary, of Oregon, had previously said he would ask 
for recommitment for the same reason. 


W. S. A. REGULATION OF VESSEL SALES 


The War Shipping Administration has issued its general 
order No. 27, making subject to its approval the sale or char- 
ter of all self-propelled vessels, including sailing vessels, of 
200 gross tons or over and all vessels not self-propelled, of 200 
gross tons or over, documented under U. S. laws or owned or 
controlled by U. S. citizens. 


WATER CARRIER STATISTICS 


The Bureau of Transport Economics and Statistics of the 
Commission has issued a report of financial and operating 
statistics of carriers by water for the year ended December 
31, 1941, compiled from the annual reports of the carriers. 
The bureau pointed out that the act of 1940 had extended the 
jurisdiction of the Commission generally over domestic water 
carriers, with certain exceptions, and that the reports from 
the additional carriers were required for the first time for the 
year 1941. 

The report divided water carriers into three classes: Class 
A, having average annual operating revenues exceeding 
$500,000; Class B, exceeding $100,000, but not more than 
$500,000; Class C. less than $100,000. 

Total freight revenue for the three classes of carriers 
was $185,454,027, and total tons of revenue freight carried was 
70,596,910. By class of carrier, revenues and tons of revenue 
freight carried, respectively, were as follows: Class A, 
$159,410,410 and 41,471,009; Class B, $21,459,462 and 20,961,483; 
Class C, $4,584,155 and 8,164,418. 

The compilation showed that the Federal Barge Lines, 
the government barge line, carried a total of 2,567,030 tons of 
revenue freight, and had a total freight revenue of $7,961,515. 
Its operating expenses before depreciation and insurance were 
$7,439,395, and its total operating expenses were $8,192,959. 
The report showed that the government barge line had no fed- 
eral taxes to pay, and an accrual of $12 of other than federal 
taxes. The Lines showed a deficit operating income of $276,576, 
and a deficit net income of $192,491. 

Mississippi Valley Barge Line Co. carried 583,836 tons of 
revenue freight, and had a total freight revenue of $2,938,343. 
Its operating expenses before depreciation and insurance were 
$2,170,696, and its total operating expenses were $2,554,024. 
The report showed that Mississippi Valley paid $191,813, in 
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federal taxes, and $28,346 in other than federal taxes, a tota] 
of $220,159. It showed an operating income of $433,964, a net 
income of $378,160, and paid $277,919 in dividends. 


AID FOR MEXICAN RAILROADS 


A technical mission, designated as the United States Rail. 
way Mission and headed by Oliver M. Stevens, former execy. 
tive officer of the Missouri Pacific Railroad and now president 
of the American Refrigerator Transit Co., has been sent to 
Mexico to assist that country in strengthening its national rai]. 
way system to meet increased tonnage demands resulting from 
war activities, Nelson A. Rockefeller, coordinator of inter-Amer-. 
ican affairs, has announced. Mr. Rockefeller said Mr. Stevens 
would have a staff of mechanical, track, and transportation 
technicians. 


PERFECT SHIPPING MONTH PLANS 


George H. Shafer, general traffic manager, Weyerhaeuser 
Sales Company, St. Paul, Minn., president of the National 
Association of Shippers’ Advisory Boards, has called for Decem. 
ber 8 the first meeting for planning the activities of the 1943 
Perfect Shipping Month. The meeting, at which the general 
chairmen and the chairmen of claim prevention committees of 
the regional boards will be asked to attend, will take place in 
the office of C. H. Dietrich, executive vice-chairman, freight 
claim division, Association of American Railroads, Chicago. 

The thirteen regional claim prevention chairmen will form 
the management committee for the campaign. E. A. Jack, gen- 
eral traffic manager, Aluminum Company of America, Pitts- 
burgh, Pa., has been named general chairman of the committee, 
H. M. Frazer, traffic manager, F. W. Woolworth Company, New 
York, has been named eastern vice-chairman, and J. W. McCune, 
traffic manager, Tacoma, Wash., Chamber of Commerce, west- 
ern vice-chairman. Car] Giessow, director, traffic bureau, St. 
Louis, Mo., Chamber of Commerce, vice-president of the Na- 
tional Association, has been appointed to supervise the claim 
prevention activities of the association in the coming year. 


A. A R. REVISED LOADING PAMPHLETS 

The general committee, operating-transportation division, 
Association of American Railroads, has issued revised editions 
of two of its pamphlets on loading methods. The revisions were 
prepared, as were the original pamphlets, by the committee 
on closed car loading rules of the freight station section, 
A. A. R. Copies may be obtained from L. R. Knott, secretary 
of the operating-transportation division, A. A. R., 59 E. Van 
Buren St., Chicago. The pamphlets cover methods for loading, 
bracing and blocking of carload shipments of sheet steel, tin 
plate and other steel products, and methods for inspecting, 
preparing and coopering cars for bulk grain and for releasing 
grain doors from cars and the protection of those doors. 


M. P. USE OF L. & A. TRACKS 


To the extent necessary to prevent delay in the movement 
of railroad equipment, troops, and war materials and conges- 
tion of traffic on the main line of the Missouri Pacific between 
Monroe and Alexandria, La., and only in the period of the war 
emergency, the Commission, division 3, by service order No. 
97, has authorized and directed Guy A. Thompson, trustee, Mis- 
souri Pacific, to operate trains, locomotives, and cars, south- 
bound, over the tracks of the Louisiana & Arkansas Railway 
Co., between Georgetown and Tioga, La., via Packton, La, 
approximately 42.5 miles. The directive became effective after 
12:01 a. m. November 24 and is to continue until the Commis- 
sion’s further order. The order stated that the trustee had 
filed a petition asking authority to so operate and that the 
L. & A. had consented to the use of its tracks by the Missout! 
Pacific. Compensation is to be paid by the trustee to the L. & 
A. for use of the tracks as agreed on between the two parties. 


MACHINERY ROUTING ORDER 


With a view, it said, to hastening the construction of the 
Grand Coulee power plaint at Odair, Wash., the Commission, 
by division 3, November 20, issued service order No. 96, order- 
ing immediate movement of ten carloads of machinery at New- 
port News, Va., to the power plant over routes best suited to 
such transportation, such routes to be designated by the 
originating carrier under the supervision of the car service 
division of the Association of American Railroads. The order 
stated that the ten carloads of machinery could not be trans 
ported via established routes and added: 


That inasmuch as such disregard of established tariff routes Is 
deemed to be due to carriers’ disability, the rates applicable to traffic 
so forwarded via the route or routes selected by the originating carrier 
under the supervision of the Association of American Railroads, cat 
service division, shall be the rates which were applicable at the dat 
of shipment over established tariff routes. 
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THE SHORT CUT BETWEEN 
EAST AND NORTHWEST 


STRAIGHT across the heart of Michigan 
between Toledo and Frankfort; straight 
across Lake Michigan, between Frankfort, 
and four important terminals on the west 
bank. That is the route of the Ann Arbor 
Railroad ...the short cut between the 
East and Northwest that avoids delays in 
crowded terminals. 






















A participating carrier in all joint rate 
and route tariffs between the East and 
West, bypassing congested gateways. Pow- 
erful car ferries carry the traffic, without 
breaking bulk, between the East and West 
banks of Lake Michigan... Winter and 
Summer, in all kinds of weather, and with- 
out interruption. 


Fast freight is our principal business. We 
can handle additional traffic without 
crowding our facilities. Why not route 
your next shipment via Ann Arbor? 

For complete details and shipping counsel, call the near- 


est Ann Arbor representative or write F. G. Maxwell, 
Traffic Manager, Cherry Street Station, Toledo, Ohio, 


pePENDABLE DOUBLE A service 










LINKING EAST AND NORTHWEST 
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December 10—New Orleans, La.—Jung Hotel—Jt. Bd. 164 and Examiner 
Bradford: 


MC 102791 Sub. 1—Lafourche Shrimp & Ice Co., Golden Meadow, La., 
permit. 
MC 103859—S. A. Harris, Baton Rouge, La., certificate. 
MC 1124 Sub. 31—Herrin Transportation Co., Houston, Tex., certifi- 
cate to extend operations. 
December 10—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 42: 
MC 43707 Sub. 1—Atkinson Motor Freight Co., Inc., Coshohocken, 
Pa., certificate to extend operations. 
December 10—Washington, D. C.—Examiner Johnson: 
1. & S. 5161—Class rates between Ohio River points. 


December 10—Washington, D. C.—Jt. Bd. 68 and Examiner Roberts: 
MC 2436 Sub. 1—Maryland Trucking Co., Baltimore, Md., permit to 
extend operations. 
MC 45663 Sub. 1—W. L. Curles, Washington, D. C., certificate to ex- 
tend operations. 
December 10—Washington, D. C.—Argument: 
28731—Coast Transportation Co., Inc., et al. vs. A. & R. et al. 
December 11—Boston, Mass.—Hotel Manger—Jt. Bds. 191 and 227 and 
Examiner Maidens: 
MC 5938, Sub. 5—Springfield Martin’s Express, 
Mass., certificate to extend operations. 
MC 69917, Sub. 2—Yale Motor Service, Inc., West Haven, Conn., cer- 
tificate to extend operations. 


MC 17718, Sub. 1—G. J. Rosenthal, Brockton, Mass., certificate to 
extend operations. 


December 11—Jackson, Miss.—Robert E. Lee Hotel—Jt. Bd. 165 and 4: 
MC 3009 Sub. 2—West Bros. Motor Express Co., Laurel, Miss., cer- 
tificate to extend operations. 
MC 103698—Solomon Transfer Co., Cleveland, Miss., certificate. 
December 11—Lansing, Mich.—Hotel Porter—Examiner Johnston and 
Jt. Bd. 57: 
MC 43873 Sub. 1—R. Magee, Coldwater, Mich., certificate to extend 
operations. 
MC 86937 Sub. 1—Percy Bros., Montgomery, Mich., certificate to ex- 
tend operations. 
December 11—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 103962—Kirby Coal Co., Atlantic City, N. J., certificate. 
MC 87639 Sub. 1—Clarke’s Motor Express, Collingswood, N. J., cer- 
tificate to extend operations. 
December 11—Washington, D. C.—Examiner Bennett: 
* 1. & S. M-2138—Bicycles, Westfield, Mass., to New England and east. 
December 11—Washington, D. C.—Examiner Cremins: 
* Finance 10992—N. Y. N. H. & H. reorganization. 
December 12—Boston, Mass.—Hotel Manger—Examiner Maidens: 
1. & S. M-2128—Logs between Mass., N. H. and Vt. points. 
December 12—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 93949—H. Stiles, Mount Holly, N. J., certificate: 
December 14—Bay City, Tex.—District Court—Examiner Sullivan: 
Finance 13787—Application of Cane Belt and G. C. & S. F. for aban- 
donment by former and abandonment of operation by latter of line 
extending from Bay City to Matagorda, Tex. 
December 14—Boston, Mass.—Hotel Manger—Examiner Maidens: 


MC 78177, Sub. 2—B. Peltz, Malden, Mass., certificate to extend op- 
erations. 


MC 91951, Sub. 1—H. F. Owens, Cambridge, Mass., 
extend operations. 
December 14—Brooklyn, N. Y.—St. George Hotel—Examiner Hanrahan: 
MC 103552 Sub. 1—Farer News Co., Waterbury, Conn., certificate. 
December 14—Chicago, I!1.—Sherman Hotel—Examiner Harrison: 
|. & S. M-2065—Rates and ratings between Wis. and central territory. 


West Springfield, 


certificate to 


1. & S. M-2064—Corrugated paperboard boxes in central territory. 


1. & S. M-2078—Mattresses, Ill. territory. 
|. & S. M-2108—Mattresses, central territory. 
December 14—Cleveland, O.—Hotel Cleveland—Examiner Johnston: 
MC 33500 Sub. 1—Pyramid Moving Co., Cleveland, O., certificate to 
extend operations. 
December 14—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
MC 41098 Sub. 1—Busy Bee Transfer & Storage Co., Inc., Dallas, Tex. 
December 14—Philadelphia, Pa.—Hotel Philadelphian—Examiner Burns: 
MC 87047—McDonnell Hauling & Rigging Co., Philadelphia, Pa. 
December 15— Concord, N. H.— Public Service Comm. — Examiner 
Maidens: 
MC 2892, Sub. 3—R. C. Ames, North Haverhill, N. H., certificate to 
extend operations. 
MC 31729, Sub. 1—Dana Trucking Co., Inc., New York, N. Y., certifi- 
cate to extend operations. 





LIBERTY SHIP LAUNCHING 
The Maritime Commission has announced the launching, on 
November 20, of the first Liberty ship built by the Southeastern 
Shipbuilding Corporation at Savannah, Ga. The ship is the 
James Oglethorpe, a 10,500-ton vessel. 


SHIPYARD PERFORMANCE 


“The Pacific Bridge Co., Alameda, Calif., which recently 
claimed a ship-building record by launching a small cargo ship 
80 hours after keel-laying, is approximately five months behind 
schedule,” the Maritime Commission said, November 19. 

“Although the company has maintained its schedule in 
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launching ships, it has yet to finish and deliver into service 
of the nine vessels that have been launched,” it added. 
Rear Admiral Vickery, vice-chairman of the commission, 
said the commission was not satisfied with the company’s per. 
formance; that launching of ships meant little, and that it was 


the delivery of completed vessels that counted “in this all-oy 
war effort.” 


any 


M. C. APPROVAL OF SHIP SALE 


The Maritime Commission announced, November 19, that 
it had approved the sale of the 2,757-gross-ton vessel Maitlang 
No. 1 to the Roen Steamship Co. of Sturgeon Bay, Wis. | 
said the vessel, a former steel car ferry, was built by the Great 
Lakes Engineering Works, Encore, Mich., in 1916, and was 
requisitioned by the War Shipping Administration last August, 
The commission said the Roen company, as the highest bidder, 
would pay the W. S. A. $35,000 for the vessel “as is”. The 
vessel would be reconstructed into a barge for the transporta. 
tion of woodpulp on the Great Lakes, the commission said. 


WOODEN TUG CONSTRUCTION 

The Maritime Commission has announced that it has 
awarded contracts for construction of additional seagoing 
wooden tugs. It said the Astoria Shipyards, Inc., of Santa 
Barbara, Calif., previously awarded a contract for construction 
of three such tugs, now would build four more, and the Stani. 
ard Shipbuilding Corporation, of Long Beach, Calif., would 
build two tugs in addition to six it was now building for the 
commission. The commission said the new contract with the 
Astoria shipyard was on an adjusted price basis of $41837) 
each, while the Standard corporation would build its two adéi- 
tional vessels on a fixed price basis, at $384,845.34 each. 

The commission said its award of these additional contracts 
was the result of “failure of the Pensacola Shipyards and En- 


gineering Co. of Pensacola, Fla., to fulfill its obligations for the 
construction of six tugs.” 


MANNING AND STORING OF W. S. A. SHIPS 


The War Shipping Administration has issued its operations 
regulation No. 20, instructing its agents and general agents 
to apply directly to the W. S. A. district directors in their re. 
spective districts or to the nearest port representative of W. 
S. A. for directions or authority to act, and to follow the d- 
rections and authorizations issued by the district directors 
or their designated representatives, with respect to: (1) ap 
proval of licensed personnel and department heads for vessels 
owned by or under bareboat charter to the W. S. A.; (2) re 
ports of crew problems including shortage of personnel, in- 
subordination, etc., except as to matters covered by operations 
regulations Nos. 15 and 16, relating to breaches of discipline 
aboard ship; (3) questions regarding crews’ quarters, and 
(4) all questions relating to storing, shipping and manning. 


STEAMSHIP ADVERTISING 


The Policy of the War Shipping Administration respecting 
wartime advertising by steamship operators was clarified in 
letter from Admiral Land to Arthur M. Tode, honorary pres 
dent of the Propeller Club of the United States. Advertising 
expenses incurred by steamship operators were not classified 
as part of operating expense but were allowable as overhead 
expense, according to Admiral Land’s letter, made public a 
his office. 


The statement of the position of W. S. A., said the lettel, 
was made necessary by a resolution submitted by several Pr0 
peller Clubs, and by further discussion at the recent convention 
of the club’s in New York City. The letter continued: 


As you know, virtually all of the ships of the American merchatt 
marine are operated by steamship lines acting as agents for the War 
Shipping Administration. Under the service agreements with such 
agents, advertising expense is not classified as part of operating & 
pense. It is, therefore, allowable as an overhead expense. 

However, we believe that American steamship companies realiz 
the value of continued advertising during the war period for the pur 
pose of keeping their trade names and normal services before the 
public. We agree that the operating companies should plan for the 
post-war period. Several companies are already carrying out advertis- 
ing programs. The extent to which steamship companies maintain 
their advertising programs is a matter of policy which must be decided 
by each company. 

The War Shipping Administration is certainly in full sympathy 
with any advertising programs of the steamship operators which al 
reasonable, and has no intention of administering the agency contracts 
in such manner as to discourage or prevent the continuation of prope 
advertising by means of the allowable overhead. 

The only financial interest of the War Shipping Administration in 
the advertising program of its agents arises out of the provisions ° 
sections 10 and 11 of general order No, 12 which provide for the 4 
justment of compensation in relation to the agent’s fair and reasonable 
overhead expenses, 
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The Railroad Traffic Department to War Service! 





It is up to everyone to help win this war! 
So all the highly specialized experience of 
Pennsylvania Railroad’s Freight and Pas- 
senger Traffic Departments is now being 
strictly applied to the war effort. 


In addition to many jobs directly for Uncle 
Sam—such as facilitating the transport of 
war supplies to military and naval bases, 
providing storage for Government freight, 
handling the enormous detail of the move- 
ment of armed forces—these departments 
are aiding the war effort in the follow- 
ing manner: 

— Interpreting to new war industries rules 

and regulations governing movement of 


their traffic; 


— Assisting companies whose traffic 
managers have joined the armed forces; 


— Investigating and reporting where- 
abouts of critical shipments in transit; 


— Working with shippers and receivers 
on how to get the most out of the 
available freight car supply; 

— Showing how to load cars full; 

— Establishing and manning special reser- 
vation and service bureaus to expedite 
essential war-business travel. 


Both Freight and Passenger departments 
have up-to-the-minute knowledge on all 
matters relating to wartime freight and pas- 
senger movements. If either can be of ser- 
vice to you, please feel free to call for 
intormation or aid. 


Pennsylvania Railroad 


SERVING THE NATION 


BUY U.S.WAR BONDS AND STAMPS 


SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each pune. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
ee and orders, tariffs returned and express 
ariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription teday. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


Francisco, succeeding J. 
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Personal Notes 


WW. Hale, formerly general traffic manager for the 
Southern Pacific at Chicago, has been appointed vice-president 
in_ charge of system freight traffic for the company, at San 

J. 1... saunders,..who..died... == 

Samuel K. Snedegar, Sr., 56, supervisor of wages and 
working conditions, Norfolk and Western, died at Roanoke, Va, 
November 23. He served with the company 37 years. 

Arthur B. Long, freight service representative, Chesapeake 
and Ohio, Minneapolis, died November 19. 

-_ W. M. McLean, division traffic manager at Kansas City, 
Mo., for the Corn Products Refining Company, died recently, 
He served with the company 36 years. 

O. C. Stein has been appointed assistant freight traftic 
manager at New Orleans for the Illinois Central, succeeding 
Robert D. Reeves, who has been granted leave of absence on 
account of illness. 

Edward Clemens has been elected president of the Camp. 
bell Transportation Company, Pittsburgh, succeeding Charles 
T. Campbell, who resigned. Mr. Clemens will continue as ex- 
ecutive vice-president for the Mississippi Valley Barge Line 
Company. His offices will be at Pittsburgh and St. Louis. 

Nuel D. Belnap, commerce attorney, will speak at a 
luncheon meeting of the Chicago chapter of the Association of 
Interstate Commerce Commission Practitioners at the Palmer 
House, December 4. 

Fred A. Carlson has been appointed commercial agent at 
Chicago for the Akron, Canton and Youngstown Railway and 
the Northern Ohio Railway. 

The Southern Railway has announced the following ap- 
pointments: Roland A. Davis, general eastern freight agent; 
William C. Richardson and R. Lee Peace, district freight and 
passenger agents; John A. Rush, traveling freight and passen- 
ger agent; William Seal Burwell, freight traffic agent, all at 
New York. 

E. P. Sprigg has been appointed acting district freight 
agent at Philadelphia for the Canadian Pacific and the Soo 
Line, succeeding F. T. Foy, who has been transferred to other 
duties. 

The Burlington Route has announced the following ap- 
pointments in its purchasing and stores department: R. A. 
Schuff, traveling storekeeper, Chicago; J. K. McCann, district 
storekeeper, Havelock, Neb.; R. H. Johnson, district store- 
keeper, Denver; J. W. Schwartz, district storekeeper, Lincoln, 
Neb.; A. G. Runge, district storekeeper, St. Joseph, Mo. J. C. 
Prude has been appointed assistant general live stock agent, 
lines west of the Missouri River, at Denver. 


Directors of Associated Transport, Inc., New York, have 
elected R. W. Barnwell, resident vice-president, southern divi- 
sion, and J. J. McCarthy, resident vice-president, northern divi- 
sion. Mr. Barnwell formerly was president for Barnwell 
Brothers, Inc., motor carriers, at Burlington, N. C. Mr. 
McCarthy is chairman of the board of directors and general 
manager for McCarthy Freight System, Taunton, Mass. i 

Earl B. Busenberg, chief chemist for the Philadelphia 
Rubber Works Company, reclaim division of the B. F. Good- 
rich Company, has been granted leave of absence to serve on 
the staff of technical consultants assisting Rubber Administra- 
tor Jeffers. 


H. A. Aberg has been appointed general car service agent 
for the Northern Pacific. The position is newly created. Ber- 
nard Ryan has been appointed car accountant, succeeding T. J. 
Joyce, who died. The appointments are at St. Paul, Minn. 

The regular November and December meetings of the 
Pittsburgh chapter of the Association of Interstate Commerce 
Commission Practitioners have been combined into one meet- 
ing to be held December 14, D. O. Moore, secretary, has al 
nounced. The November meeting date conflicted with other 
meetings attended by members. 


a 


December 15—Philadelphia, Pa.—Hotel Philadelphian—Examiner Burns: 
MC 34021 Sub. 1—Horton’s Express, Easton, Pa. 

December 15—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 42: 
MC 103878—D. Katz and Sons, Stroudsburg, Pa. 

December 15—Washington, D. C.—Examiner Valentine: 
Fourth section ap. 19942—Sugar to the southwest. 

December 16—Concord, N. H.—State Comm.—Examiner Maidens: 
MC 84234, Sub. 1—Eastern Express Co., Inc., Wilton, N. H., certifi 

cate to extend operations. 

December 16—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 42: 

MC 27845—Biter’s Transfer Co., Inc., Trenton, N. J. 
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CAR OWNERS: 


@ What will your older ones earn, net, 
while the War lasts? 


@ What after the War? 


@ What will they be worth then—only 
Scrap price? 


@ Consider, then, their abnormal worth 
today. 


You may realize today— 


“Returns” of next several years! 
Present book carriage! 
Appreciable profit additionally! 


Ordinarily, anyone of these three features is con- 
sidered satisfactory realization! 


You would, also, amortize now replacement later 
with new and modern cars from the avoidance and 
saving of present excessive maintenance costs, the 
profit and accumulated interim interest, et cetera, 
et cetera! 


OBTAIN OUR QUOTATION WITHOUT OBLIGATION 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 
13450 S. Brainard Ave., Chicago, Illinois 
‘ANYTHING containing IRON or STEEL"' 





RED BALL, INC. 


-— SAPULPA, OKLAHOMA = 


A Special Commodity Common Carrier 
Motor Freight Service Between Points in 
COLORADO * OKLAHOMA ¢ KANSAS 
ARKANSAS ¢ TEXAS ¢ LOUISIANA 


Modern Equipment, Quick Delivery 


Phone, Wire or Write 


RED BALL, INC, SAPULPA, OK. 
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December 16—Shreveport, La.—Washington Youree Hotel—Ex. Boyden; 
Finance 14000—Application of T & P for a certificate permitting aban. 
donment of branch line extending from Texarkana, Tex., to 
Shreveport, La. 
December 16—Washington, D. C.—Examiner Bennett: 
1. & S. M-2131—Joiner work, Waynesboro, Va., to eastern points, 
December 16—Washington, D. C.—Argument: 
W-174—Terrebone Towing Co., Inc., applications for exemption ang 
permit. 
W-177—Intercoastal Shipyards, Inc., applications for exemption ang 
permit. 
December 17—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 87: 
MC 88237 Sub. 1—Phillip Harold Golden, Hobbs, N. M., certificate 
to extend operations. 
December 17—Cleveland, O.—Hotel Cleveland—Examiner Johnston: 
1. & S. M-2125—Minimum rates, charges and rules in central states, 


December 17—Montpelier, Vt.—U. S. Court—Jt. Bd. 319 and Examiner 


Maidens: 

MC 42828, Sub. 2—E. Serrani & Son, Barre, Vt., certificate to exten 
operations. 

MC 72894, Sub. 3—Hyde’s Transportation, Fair Haven, Vt., certificate 
or permit. 


December 17—Philadelphia, Pa.—Hotel Philadelphian—Examiner Burns: 
MC 84665—Miller Transport Co., Inc., common carrier application, 
MC 76430—Miller Transport Co., Inc., contract carrier application, 
MC 76430 Sub. 2—Miller Transport, Inc. | 

December 17—Washington, D. C.—Argument: is 
W-i—Erie & St. Lawrence Corp., contract carrier application. eB 

December 17—Washington, D. C.—Examiner Job: 


* Fourth section appls. 19572 and 19694—Iron and steel billets in the 
east. 


December 18—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 125: 
* MC 67206 Sub. 2—Bennett’s Transportation Co., Raton, N. M., certif- 
cate to extend operations. 


December 18—Asheville, N. C.—Battery Park Hotel—Exam. McCaslin: 
MC 103263 Sub. 1—Freeman Motor Lines, Asheville, N. C., certificate. 
December 18—Baton Rouge, La.—Heidelberg Hotel—Examiner Boyden: 


Finance 13909—Application of Y. & M. V. for permission: to abandon 
line extending from Ethel to Clinton, La. 


December 18—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 52633:Sub. 8 and 9—Mathews Trucking Co., Inc., Fredonia, N. Y., 
certificate to extend operations. 











CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





WANTED—TRAFFIC CLERK. Must be familiar with rates, rout- 
ing, rate adjustments, etc., on petroleum products, via rail and truck, 
in territory east of the Mississippi River. Must be draft exempt, and 
able to meet a thorough character investigation. This is an Oil Com- 
pany in the Middle West, actively engaged in the war effort, yet it 
is an established, growing, independent, peace time industry. Will 


consider female applicants with sufficient experience. Reply Box 80, 
Traffic World. 





FOR SALE—Two Triploil Rerefiners specially suited for re-refining 
lubricating oils, 15-gallon per hour capacity, used for demonstrating 
purposes. New machine guarantee. Substantial discount for cash. 
Box 83, Traffic World. 





TRANSPORTATION MANAGER with 26 years’ active transporta- 
tion experience rail, motor, water, air based on industrial, commercial 
and state regulation. Legal background. Exceptional I. C. C. record. 


Location secondary. Draft exempt. Best references. Address Box %, 
Traffic World. 





WANTED—By Class 1 motor carrier located in central states, @ 
supervisory accountant. Must be experienced in collection of trans 
portation charges and capable of organizing and managing accounts 
receivable department. Give past experience, references, draft status | 
and salary expected. Address Box 85, Traffic World. 





TRAFFIC COMMISSIONER NEEDED—The cities of Mitchell and 
Yankton, South Dakota, need the services of a joint Traffic Commis- 
sioner. Should be able to practice before the I. C. C. and before the 
South Dakota Public Utilities Commission. Interested parties should 
contact F. L. Ransom, President Traffic Bureau, Mitchell, South Dakota. 


sisted Misber _—a 
S.Wabash Ave. 


Sth & Kentucky Sb. 
Chicago MOTOR EXPRESS Louisvitte, Ky. 
INCORPORATED 
Daily R Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting Hines serving all pelats 1s Kentucky, Teneessee, Nerth Carolina, South Carofina and Gowrie 





